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There is room to grow in Chicago, Kansas City and. 
Los Angeles. Our broad, comprehensive service can help you to 


grow and go along in these leading American marketing areas. 





Here are a few reasons why our warehousing and 
distribution facilities provide efficiency and economy— 


why our business can help your business. 


1 Instrumental in aiding you to maintain uniform &, An aid in the development of new markets. 
production levels. 














Seasonal products can be stored to anticipate sea- 
sonal buying. 


Reduce transportation costs by shipping carload 
rather than L. C. L. 





> 








Spot stocks always readily available in important os Warehouse inventory serves to negotiate collateral 
market centers. loans. 





There are many other advantages. 


We invite you to contact our New York—Chicago—Kansas City or 
Los Angeles office for further particulars. You will find them willing to cooperate 
in every possible way. 





Our service embraces practically all branch house functions 
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Like a no-hit hurler on his hottest day, 
Delta has high speed delivery in han- 
dling Air Freight. On-line or connecting 
shipments are expedited in loading, 
flight and pick-up or delivery. 


Ship Thru Delta Gateways For 
Speed to the South 


Specify Delta for fast Air 
Freight service from the Mid- 
West, Far West and Central 


Atlantic states. Ship through 


Chicago, Dallas, or Fort Worth 
from Western points. And through 
Chicago, C‘ncinnati or Knoxville 
from the-cen:ral part of the nation. 

Seven major airlines connect 
with Delta at these key terminals. 
All Delta flights carry Air Freight 
and the high frequency of sched- 


ules saves time on transfers. Rates 
are as low as 21 cents a ton-mile, 
with a capacity up to 7,000 
pounds in the Delta DC-4’s, Pick- 
up and delivery is available in all 
Delta cities. 

Delta’s rates apply equally to 
all commodities. For point-to- 
point rates and schedules, write 
to Air Freight Supervisor, Delta 
Air Lines, Atlanta, Georgia. Or 
call any Delta office. 


General Offices, Atlanta, Ga. 
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ool) OF PERFECT SHIPPING 












To progress toward that goal, American Industry and the workers who 
pack, label and load freight contribute ever-greater efficiency. American Railroads 
contribute the finest transportation facilities ever known, constantly improved by all 
the new equipment they can buy or build. 

In the Midwest, a vital role in Perfect Shipping is played by THE 
MINNEAPOLIS AND ST. LOUIS RAILWAY 

This modern freight carrier, with new Diesel locomotives and fleets of 
new cars, moves both Midwest and Transcontinental traffic faster via its strategically 
located lines and time-saving Peoria Gateway. 


Traffic Offices in 36 Key Cities 
Teletypewriter Service at all Major Offices 
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Under modern industrial development it is, per- 

haps, only natural that the package designer 
should become the package engineer. A vivid demon- 
stration of the need for the change will be staged next 
week when the Industrial Packaging Engineers Asso- 
ciation of America presents its second annual industrial 
packaging and materials handling forum and exposition 
at the Hotel Sherman in Chicago. 
The exposition and forum, moreover, will be a 
demonstration of the evolution of packaging, from its 
earlier conception merely as a function for convenience 


and an adjunct of sales, to one of protection, efficiency 
and economy. 


The protective side of packaging will be stressed, 
not only by the makers of packages and packing ma- 
erial who have reserved exhibit space at the show, 
but in a number of the forum sessions, which, to judge 
from the program, will not be the least interesting and 
informative part of the project. 

One of those sessions, for instance, will stress pro- 
tection from corrosion by special wrapping. The need 
for this was amply demonstrated in the recent war 
years and much of the modern practice of protective 
wrapping had its inception in special war -problems. 
Still other sessions will deal with packaging for pro- 
tection for export, and the protective packaging of 
general merchandise for distribution. 

In a forum on loss and damage prevention, to be 
staged the last afternoon of the show—the afternoon 
of Thursday, May 1—the whole matter of safety to 
freight through proper packing will be demonstrated. 
This session is being made ready by the Engineers As- 
sociation in cooperation with the Midwest Regional 
Advisory Boards, the Traffic Club of Chicago, the 
Chicago Transportation Club, and the Chicago Asso- 
ciation of Commerce and Industry. 

Under the guidance of those organizations the 
presentation will have special appeal to shippers. It is 
planned to demonstrate modern methods of testing 
packages by submitting them to conditions as near as 
Possible to those encountered in actual transportation. 
Shippers and transportation claim prevention men, all 
authorities in their fields, will be present to discuss the 
demonstrations and to answer questions. 

Efficiency in packaging will receive attention at 
Sessions at which the need for package standardization 
Will be discussed. This phase of the overall problem 
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Package Engineering in Distribution 


has reached new and greater importance with the rise 
of mechanical materials handling equipment and meth- 
ods. An attempt will be made to show the interrelation 
of package standardization with such modern handling 
methods as unit loadings and moving and stowing with 
fork and lift trucks. 

In considering these matters there is no attempt 
to minimize the sales functions of good packaging. In- 
deed, there will also be forum sessions on that subject. 
The change in the basic science to the point where it is 
now appropriately designated package engineering does 
not mean that there has been any lessening of the ap- 
preciation of the fact that a colorful and appropriate 
package is effective in moving packaged goods from 
the retailers’ shelves to the consumers’ basket. The 
package engineer has not. rejected that phase of the 
matter; he has merely included it among the many 
other things that go to make up his total function. 

If attractive packages can, at the same time, be 
made efficient and economical, so much the better. On 
the other hand, small packages of that kind need special 
protection when gathered in larger units for shipments 
in cartons, boxes or other shipping containers. 


HE PACKAGING ENGINEER is the man who, con- 
sidering all of these functions of packaging as an in- 
tegrated pattern, synthesizes them and presents to in- 
dustry a service best calculated to get his goods safely, 
efficiently and cheaply from the factory to the consumer. 
The economy follows as a matter of course. It is 
a striking coincidence that the issue which carries this 
discussion should also print newly released figures about 
the railroad freight claim record for 1946. Of the 
$94,300,000 paid out by the railroads for lost and dam- 
aged’ freight last year, no less than $43,398,000, or 
* about 46 per cent of the total, was classified as “un- 
located damage to freight in packages.” To the extent 
that good packaging can reduce that tremendous loss 
it represents a real industrial saving. 

But the economy goes even deeper than that. 
Many shippers are startled when they discover that 
well-designed packages for their goods not only bestow 
added protection and bring about more efficient han- 

- dling, but are actually cheaper to buy. The fact, dem- 
' onstrated over and over again, ought alone be sufficient 
to send the reluctant to the nearest packaging en- 
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C Stops automatically at ground or truck-floor level 
Extends the load-cariying capacity of your truck or 
swings up into position as any conventional tailgate 

It’s simple, positive and safe to operate. 






Here’s the economcial way to speed deliveries, cut driver fatigue 
and lower handling costs. The Fruehauf Elevating Endgate lifts or 
lowers by engine power—handles 1-ton loads with ease. It’s the 
smooth “hydraulic helper” that rides on every trip. 


e@ Serves as a mobile loading dock e Eliminates waiting for helpers 
@ Reduces damage to goods and accidents to drivers 
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World’s Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER COMPANY * DETROIT 32 


10 Factories — 66 Factory Service Branches 


SEND FOR FREE BOOKLET—‘‘FRUEHAUF ELEVATING ENDGATE!’’ 
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gineer—or, in the case of the large shipper—to per- 
wade him to put an engineer on the payroll. 

Much has been said and written in the last year 
or two about the vital need for progress in distribution. 
It has been pointed out that, under new labor trends, 
opportunity for further progress in the reduction of 
production costs is diminishing. It was that progressive 
reduction that brought American industry to its pres- 
ont high estate. If the limit is approaching, however, 
it seems evident that further progress must be sought 
elsewhere—particularly if industry is to continue to find 
itself under the double pressure of rising labor costs, 
on the one hand, and demands for lower selling prices 
on the other. 


HE GREAT FIELD, apparently as yet little explored, 

in which apparently the solution to this seeming 
paradox is to be found, is that of distribution. That 

ere is room for progress there is indicated by esti- 
mates that well over half of the consumer’s dollar, these 
days, pays for distribution, as compared with the lesser 
part that pays for production. 


Three factors go to make up the cost of distribu- 
tion: Packaging, handling and transportation. At the 
moment, there appears no great potentialities for re- 
duced costs in transportation. Indeed, if present trends 

e an indication, rates for transportation are likely 
0 rise still further. 


Remain, then, the first two—packaging and han- 
dling—and as the picture unfolds, these two appear not 
merely to be related, but to be, so to speak, Siamese 

A good deal of genius is being applied to progress 
fin the twin fields. Probably no single field of mechanics 
has gone ahead so rapidly in the short post-war period 
as the design of machinery for the handling of ma- 

erials. Packaging is rapidly moving up to that front. 

e two, together, will prove to be the leading factors 
industrial progress in this generation. It will pay the 

affic man, who holds the key position, to take the 
rouble to keep abreast with their rapid progress. 


Exhibits and Discussions Feature I. P. 
E. A. A. Packaging-Handling Exposition 


A three-day forum discussion winding up with a special 
program on loss and damage prevention will highlight the sec- 
ond annual industrial packaging and materials handling expo- 
sition of the Industrial Packaging Engineers Association of 

erica, April 29 through May 1, at the Hotel Sherman; Chi- 
ago. Scores of exhibitors—including manufacturers of mate- 
als handling equipment and of containers and interior packing 
will maintain booths in both the exhibition hall and main 
ballroom of the hotel. 
Forum sessions begin promptly each morning at 10 a.m., 
And each afternoon at 1:30 p.m. The exposition will be open 
Tom noon to 9 p.m. on the first two days, and on May 1 will 
ppen at 11 a.m. 
Here is the complete forum program: 









April 29 Morning Program 





.. Cleaning, corrosion prevention and protective wrapping, 
with H. J. Wallace, Guardian Industries, Inc., as chairman. 
speakers: Norman E. Hathaway, Davison Chemical Corpora- 
Hon, “Corrosion Prevention;” S. L. Swenson, Kimberly-Clark 
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Corporation, “Protective Wrapping;” and Paul Hultkrans, Mil- 
print, Inc., “Protective Packaging with Eye Appeal.” 

Simplification and standardization of containers and pack- 
ages, with A. H. Dobler, Yale & Towne Manufacturing Co., as 
chairman. Speakers: J. W. Cockrill, Illinois Contral Railroad, 
“Applications of Fork Trucks and Pallets in Railroad Opera- 
tions;” W. E. Braithwaite, National Bureau of Standards, “Sim- 
plification and Standardization;” and James L. Flaven, Mont- 
gomery Ward & Co., on “Materials Handling in Modern Mer- 
chandise Distribution.” 


Afternoon of April 29 


Folding cartons and set-up boxes, with Edward C. Berg, 
Ace Carton Corporation, as chairman. Speakers: J. P. Halli- 
day, industrial process consultant, “Bending and Non-Bending 
Boards;” F. V. Powell, Lindley Box & Paper Co., “Folding 
Cartons;” E. T. Coopat, Champlain Co., Inc., “New Wings for 
Publishing” (color and sound movie on rotogravure); G. S. 
Denning, W. C. Ritchie & Co., “Set-Up Boxes;” and C. B. Mc- 
Clain, Atlas Boxmakers, Inc, “Ultimate Uses and Protection 
Afforded.” 

Recent advances in materials handling, with A. H. Dobler 
as chairman. Speakers: Norman L. Cahners, Modern Mate- 
rials Handling Laboratory, “Past and Future of Modern Mate- 
rials Handling;” J. G. Bucoss, Acme Steel Co., “Unit Loading;” 
and D. I. Pursley, Lawrence Pallet Exchange, “Operation of 
National Pallet Pool” (with movie). 


Morning of April 30 


Post-war export packaging and its relationship to marine 
insurance, with A. S. Roberts, Insurance Co. of North America, 
as chairman. Speakers: Presentation of motion picture, “Ma- 
nila Waterfront, 1946;” Paul Amundsen, World Ports, on 
“World Ports Round-Up;” A. V. Plottner, General Traffic Serv- 
ice Co., “Packaging vs. Recovery of Losses from Carriers;’ 
Frank W. Green, packing consultant, “Practical Application of 
Engineered Export Packaging;” panel discussion on “Do’s and 
Don’ts of Post-War Export Packaging.” 

Principles of protective packaging for general merchandise 
distribution, with R. E. Farney, Spiegel, Inc., as chairman. 
Participants in the forum discussion are J. L. Ware, Sears, 
Roebuck & Co.; J. P. Corcoran, Aldens, Inc.; W. W. Lavery, 
Spiegel, Inc.; and M. A. Grogel, Butler Brothers. 


Afternoon of April 30 


Corrugated and solid fibre boxes, with B. M. Williams, 
Gaylord Container Corporation, as chairman. Speakers: W. F. 
Gillespie, Gaylord Container Corporation, “New Materials for 
Better Boxes;” R. K. Withrow, Gaylord Container Corporation, 
“Color Harmony—A Stimulus to Merchandising;” W. B. Lin- 
coln, Jr., Inland Container Corporation, “Importance of Special- 
ized Study of Packaging Requirements;” and E. A. Throck- 
morton, Container Testing Laboratories, Inc., “How to Use a 
Box Testing Laboratory.” 


Morning of May 1 


_. Wood containers, with J. H. Singer, Rathbone Hair & 
Ridgway Co., as chairman. Speakers: C. D. Hudson, National 
‘Wooden Box Association, “Nailed Wooden Boxes;” Henry A. 
Wolsdorf, Package Research Laboratory, “Wirebound Boxes.” 


The Prevention Program 


_, Loss and damage prevention program, a_ special event 
jointly produced by I.P.E.A.A. and the Mid-West Shippers 
Advisory Board, in cooperation with the Chicago Association of 
Commerce, Traffic Club of Chicago, Chicago Transportation 
Club, Freight Claim Division of Association of American Rail- 
roads, American Trucking Associations, and Railway Express 
Agency, will be presented the afternoon of May 1. A. H. 
Schwietert, traffic director of the Chicago Association of Com- 
merce, will serve as master of ceremonies. A. L. Green, of 
the A.A.R. Freight Claim Division, will be program chairman. 
The script author and director is R. J. Bayer, editor, Traffic 
World. Participants in a panel discussion will be the follow- 
ing: F. A. Kilker, freight claim agent, Burlington Lines; Joe 
Lebl, chief packaging engineer, Sears, Roebuck & Co.; Kinsey 
N. Merritt, vice-president, traffic, Railway Express Agency; 
Warren R. White, container engineer, Union Pacific Railway; 
J. G. Witte, manager, merchandise preparation department, 
Montgomery Ward & Co., and Walter Belson, director of public 
relations, American Trucking Association, Inc. 


Annual Banquet April 30 


The annual banquet, at which prizes will be awarded in 
the I.P.E.A.A. protective packaging contest, will be held the 
evening of April 30. R. F. Weber, International Harvester Co., 
president of the association, will preside. Ralph Budd, presi- 
dent, Burlington Lines, will speak on “Scientific Product Pro- 
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tection and Materials Handling—a New Factor in Transporta- 
tion and Distribution Economics.” I. J. Stoller, of Bradner 
Smith & Co., a director of the association, will present prizes. 
James D. Arrington, mayor of Collins, Miss., will speak on 
“Defrosting America’s Frozen Assets.” 


1.P.E.A.A. Forges Ahead 


The number of exhibitors at the 1947 exposition will be 50 
per cent greater than at the initial exposition in 1946, C. J. 
Carney, Jr., managing director of I1.P.E.A.A., said. In the past 
two years the association has grown from 20 to approximately 
500 members throughout the United States and Canada. State 
chapters are now functioning in Wisconsin, Illinois, Indiana and 
Ohio, with chapters in the process of formation in Missouri and 
Michigan. Requests for charters for additional chapters have 
been submitted from New York, Boston, Philadelphia, Los 
Angeles and Denver. Ultimately the association plans to have 
chapters in all industrial states. 


At present the association is concentrating on a program 
of educating management, particularly traffic management, to 
the importance of scientific product protection, stated Mr. 
Carney. Unlike other packaging expositions, the LP.E.A.A. 
concentrates upon the scientific aspects of packaging design, 
he said. 

Commenting upon the Perfect Shipping Month campaign, 
the LP.E.A.A. director said that “the packaging engineer has 
the cure for the ague of mounting freight claims in his pos- 
session. . .. Many prescriptions have been tried in the treatment 
of loss and damage, but the most logical treatment is the engi- 
neered package. The purpose of the coming exposition and its 
rums is to encourage a many-sided presentation and 
iScussion of the scientifically engineered package.” 

‘A. C. McGeath, American Box Board Co., is general chair- 
n of the 1947 exposition. 


College of Advanced Traffic 
Begins Sessions at Detroit Branch 


The Detroit branch of the College of Advanced Traffic will 
open the first class on Thursday evening, May 1. Alex E. 
Berendt, formerly director of research at Chicago headquarters, 
will be the instructor for the first semester. Other classes will 
follow at short intervals, continuing throughout the year. 

The Detroit school, located in the Ford Building, 615 Gris- 
wold St., has been furnished with the most modern and attrac- 
tive educational facilities. Spacious, well lighted and well ven- 
tilated classrooms, with individual desks and chairs, a com- 
pletely outfitted library, a comfortable smoking lounge, and a 
mural photomural montage of Detroit transportation scenes are 
among the many refinements of this newest branch of the 
college. 

The same methods of teaching, through the use of actual 
tariffs, classifications, etc., which have enabled the College of 
Advanced Traffic to set new standards of traffic training, will 
be available to the traffic fraternity of Detroit, through the 
facilities of a complete resident school. 


Mr. Berendt is now in Detroit to furnish information and 
arrange enrollments. His telephone number is Cherry 4383. 
The College of Advanced Traffic, with its home school at 
Chicago, also operates a branch at Minneapolis, Minn. It is the 
educational division of the Traffic Service Corporation, pub- 
lisher of the Traffic World and other transportation publications. 


Shippers and Rail Carriers 
Agree on Revised Rule 41 


Complete agreement between shippers and raik-carriers on 
a compromise proposal for Rule 41, governing specifications for 
solid or corrugated fibreboard containers (see Traffic World, 
April 5, pp. 1089 and 1090), was reached during an ad- 
journment of the hearing on I. & S. 5452, Classification Rule 41, 
Official Territory, before Examiner Wilkins, April 22, at 641 
Washington St., New York City. Following the agreement, the 
hearing itself was little more than a formality. In excess of 
100 appearances were registered at the hearing. 


The original Rule 41 had been relaxed for the war period, 
and at the end of the war the carriers published a supplement 
to the classification reinstating most of the provisions of the 
pre-war Rule 41, scheduled to become effective December 31, 
1946. However, the Commission suspended the supplement 
after receiving numerous protests. Following the suspension, 
the railroads came forth with a compromise proposal. The 
Glass Manufacturers’ Association objected to Section 5 of the 
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compromise proposal and submitted a substitute Section 5 
which the railroads accepted. 

At the April 22 hearing, Wilbur LaRoe, representing many: 
of the shippers, suggested immediately that the length of thel 
hearing might be cut down appreciably if the hearing could he 
adjourned to permit a meeting of the shippers present. His 
request was granted and the railroad men and Examiner 
Wilkens and his staff left the room. 

At their closed meeting, the shippers found that practically 
all were in favor of the compromise proposal as being definitely 
an advance over the previous proposal. There was considerable 
discussion as to how much compliance with the proposed 
changes would cost shippers, but it was soon agreed that this 
question had no basic part in the problem at hand. The temper 
of the group was that the compromise proposal should be ae. 
cepted. There remained “marginal” questions. 

The first of these was the question as to how much time 
should be asked for shippers to use up their stocks of the present 
cartons. It was agreed that one year should be asked. The 
next discussion was relative to the effective date of the supple. 
ment. There was general agreement on July 1. 

The question was then raised as to whether the westem 
and southern carriers would go along with any compromises 
effected with the eastern carriers, and if they would make 
publication in accordance with any agreement reached between 
the shippers and the eastern carriers. It was agreed. that 
assurance should be gained on this point from the carriers 
before any commitments were made. 


Agree on June 15 Effective Date 


The joint shipper-carrier meeting followed immediately. 

John J. Fitzpatrick, chairman of Traffic Executives Asso- 
ciation, speaking for the railroads, maintained that 90 days 
should be sufficient to dispose of non-complying cartons. He 
pointed out that this period would in reality mean five months 
because it would take 60 days to get publication. After con 
siderable discussion, a compromise was agreed upon to the 
— that six months would be allowed from date of publi 
cation. 


On the question of effective date, the carriers revealed that 


they had planned to make the supplement effective of June 15. 


The shippers agreed to this date in view of the carriers’ allow- 
ing six months for disposition of non-complying cartons. 

A. H. Greenly, classification agent for lines in Official 
Classification, announced that western and southern lines had 
authorized him to state they would publish in accordance with 
any agreement reached at this session. 

A few shippers asked ten days to reopen the matter after 
consideration. Mr. Fitzpatrick replied that in view of the con- 
promises of the carriers, the agreement should be complete and 
that “there should be no loose strings,” and agreement was 
reached on this point. 

At this point, the hearing was reconvened, and Mr. LaRoe 
stated to Examiner Wilkens that the shippers agreed to the 
proposed Rule 41 with the understanding that it would be ef- 
fective on June 15, and would allow six months for disposition 
of non-complying cartons. The railroads asked authority to 
withdraw the suspended publication and to publish the agreed 
proposal to be effective June 15. 

Examiner Wilkens agreed to pass the request on to the 
Commission, and the hearing was then adjourned. 


EX PARTE 162 RATES WITHIN ARIZONA 

The Commission, Division 1, by an order in No. 29729, In- 
creases in Arizona Freight Rates and Charges, has instituted 
investigation to determine whether Arizona intrastate rates 
‘on ores and concentrates, sulphuric acid, lime rock and raw 
products of agriculture, including live stock, required to be 
maintained by the Corporation Commission of Arizona, cause 
discrimination against interstate and foreign commerce. Rail- 
roads operating in Arizona had asked an investigation becaus¢ 
they,said the Arizona commission had excepted those com- 
modities from increases under Ex Parte 162, although it had 
permitted increases equal to the interstate increases on other 
commodities (see Traffic World, March 29, p. 984). 















STATE ACTION ON EX PARTE 162 RATES 

The Georgia commission has authorized, with exceptions, 
intrastate railroad rate increases paralleling those granted by 
the Commission in Ex Parte 162, according to a bulletin sent 
to members by Frederick G. Hamley, general solicitor of the 
National Association of Railroad and Utilities Commissioners. 











CHICAGO I. C. C. PRACTITIONERS 
H. C. Marmaduke, representative, executive department, 
Illinois Central Railroad, will present a technicolor sound 
movie, “Suggestions Unlimited,” at the May 2 meeting of the 
Chicago chapter, Association of I. C. C. Practitioners, in the 
Palmer House. 
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Santa Fe Motor Subsidiary 


‘Key-Point Change Made 


By an order in MC F-2289, Atchison, Topeka & Santa Fe 
Railway Co.—Control; Santa Fe Trail Transportation Co.— 
Purchase—Hall Motor Freight Co., and two embraced cases, 
the Commission, division 4, acting on a petition of the railroad 
and its subsidiary, has altered paragraph 3 of the conditions, 
the so-called key-point condition, as to Wellington, Kan. The 
paragraph substituted for the original paragraph 3 follows: 


3. In operating under the rights acquired, or under a combination 
of those rights and rights otherwise confirmed in it, transportation 
shall not transport any shipment between any of the following points: 
Wichita, Hutchison, Wellington, and Dodge City, Kan., and Pueblo, 
Colo.; provided, however, that this paragraph shall not prevent the 
transportation through Wellington and to or from Wichita of ship- 
ments which move under a railroad bill of lading or express receipt 
covering, in addition to a movement by motor vehicle, a prior or sub- 
sequent movement by rail. 


The order said the railroad and its subsidiary had asked 
modification of the condition to eliminate Wellington from the 
places named in paragraph 3, or, in the alternative, so as to 
make the restriction as to Wellington inapplicable except on 
traffic originating beyond Wichita, Kan. It said modification 
of the condition, as prescribed in the order, would be consistent 
with the public interest. 


Mays Dining Car Complaint Against 
Southern Railway Dismissed 


The Commission, by a report and order in No. 29299, Ben- 
jamin E. Mays vs. Southern Railway Co., has dismissed a com- 
plaint of Benjamin E. Mays, of Atlanta, Ga., a negro, who 
alleged that failure of the Southern to furnish him a meal in 
a dining car in connection with a journey begun by him on 
October 7, 1944, as a first-class Pullman passenger from At- 
lanta to New York, N. Y., subjected him to undue prejudice 
and disadvantage, in violation of section 3 of the interstate 
commerce act. He also alleged violation of sections 1, 2, and 13 
and asked damages of $2,500. 

The Commission found: 


1. That defendant’s dining-car regulations are their enforcement 
by defendant in connection with a journey made by complainant, sub- 
rae complainant to undue and unreasonable prejudice and disad- 
vantage. 

2. That defendant’s present dining car regulations are not shown 
on this record to be violative of section 3, or of any other provision 
of the act. No order for the future is necessary. 

Concerning an award of reparation which complainant seeks, no 
evidence was introduced to show that he was damaged by reason of 
undue and unreasonable prejudice and disadvantage to which com- 
Plainant is found to have been subjected. He conceded that he suffered 
no monetary loss. It has long been considered by the Commission 
that it could. make no award of reparation beyond the amount of 
damages shown with reasonable certainty, and that a finding of dam- 
ages cannot be based on general allegations or statements alone. We 
aga find that no basis for an award of reparation for damage has 

en shown. 


_ _Chairman Aitchison, dissenting in part, said he concurred 
in finding No. 1 and in the conclusion that no damage had been 
shown such as to entitle the complainant to a monetary award. 

“However,” continued Mr. Aitchison, “I am constrained to 
Tegard it as now settled by Morgan vs. Virginia, 328 U. S. 373, 
and Matthews vs. Southern Ry. System, 157 Fed. (2d) 609, 
that the race of a passenger may not constitute a valid basis 
for any differentiation or segregation in the course of inter- 
State travel upon a carrier subject to the provisions of the 
interstate commerce act, as that act now stands, and as inter- 
preted by the courts. Therefore, I dissent from finding num- 
bered 2 above.” 

Mr, Aitchison said Commissioner Mahaffie joined in his 
expression. Commissioners Barnard and Mitchell did not par- 

Cipate in the proceeding. 

_.The Commission majority after discussing the evidence, 
said the real question presented was whether the provisions of 
the Southern’s dining car regulations, and the manner in which 
they were enforced, resulted in a violation of section 3(1) of 


1297 


the act, which made it unlawful for any common carrier sub- 
ject to the provisions of part I of the act to subject any persons 
to any undue or unreasonable prejudice or disadvantage. 
Considering past experience, as indicated by the evidence, 
said the Commission, there was sufficient reason to believe that 
provision now made by the Southern for serving negro passen- 
gers in dining cars would be fairly adequate in any future 
situation that reasonably might be anticipated. It added: 


It is believed unnecessary here to consider changes in defendant’s 
regulations that may, to avoid undue prejudice and preference, become 
necessary because of a possible change in the respective numbers of 
white and negro passengers seeking service in defendant’s dining cars, 
that may change materially the proportions upon which defendant's 
present regulations are based. 


The Commission cited instructions of the Southern provid- 
ing equal but separate accommodations for white and colored 
passengers by partitioning diners. 


Greyhound Common Stock Issue and 
Three-for-One Split-Up Approved 


The Commission, division 4, by a report and order in 
Finance No. 15388, Greyhound Corporation Stock, has author- 
ized the Greyhound Corporation, parent company of the Grey- 
hound bus system, subject to stated conditions, to issue not 
exceeding 6,220,060 shares of common stock without par value, 
for split-up of not exceeding 3,110,030 shares of outstanding 
common stock, three shares for one. 


Commissioner Mahaffie,, dissenting, said the reason given 
by Greyhound for the proposed split of its common stock were 
to stabilize the market by a reduction in the market price, to 
effect a wider distribution, and to permit it to arrange future 
financing to better advantage. 


“Before we may approve the proposed issuance of addi- 
tional stock,” said Mr. Mahaffie, “the statute requires that we 
find, among other things, that it is compatible with the public 
interest, that it is necessary or appropriate for or consistent 
with the proper performance by the carrier of service to the 
public, and that it is reasonably necessary and appropriate for 
the purpose. On this record, I am not convinced that we are 
warranted in making those findings. In my opinion, the appli- 
cation should be denied.” 


The division majority said Greyhound stated it had no 
objection to transferring a reasonable amount from earned 
surplus to its capital stock account concurrently with the issue 
of the additional 6,220,060 shares, and that it suggested such 
amount should not exceed $3,382,441.77. 

Transfer of this amount, said the division, would give Grey- 
hound a total capital stock of $32,646,633, exclusive of any 
amounts representing the shares of preferred stock and com- 
mon stock issued under authority granted in the Commission’s 
order in Greyhound Corp.—Control—Cincinnati & L. E. Transp. 
Co., 45 M. C. C. 143, entered after the instant application was 
filed. This total amount of $32,646,633, it said, included $4,875,- 
000 representing the par value of the shares of a 4% per cent 
cumulative preferred stock outstanding as of September 30, 
1946, and $27,771,633 for the common stock. The division said 
this latter amount would represent a stated value of about 
$2.9725 a share for the 9,330,090 shares of common stock that 
would be outstanding after the split-up was effected. It said 
that as of April 30, 1946, the date of a Greyhound balance sheet 
summarized the report, transfer of $3,382,441.77 from surplus 
to capital would reduce the Greyhound’s surplus to $10,101,- 
231.89. This amount, said the division, appeared to be adequate 
for the purposes for which a surplus should be maintained. 

The division overruled a Greyhound motion for dismissal 
of the application for want of jurisdiction. 


PENNSY MOTOR CERTIFICATE AMENDED 


Following announcement by the Pennsylvania Railroad Co. 
that it had decided, as a matter of policy, to limit over-the-road 
service of its motor carrier subsidiaries to operations auxiliary 
to or supplemental of rail service, the Commission, division 5, 
on petition of the applicant in MC 19201, Sub. 4, Pennsylvania 
Truck Lines, Inc., Common Carrier Application, has issued an 
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order amending the certificate issued July 28, 1942, by adding, 
immediately after “Restriction”, the following: 


The service to be performed by said carrier shall be limited to 
service which is auxiliary to, or supplemental of, rail service of the 
Pennsylvania Railroad Co. 

Such further specific conditions as the Commission, in the future, 
may find it necessary to impose in order to restrict said carrier’s 


operation to service which is auxiliary to, or supplemental of, rail 
service. 


At the time the petition for amendment was filed, a group 
of protesting motor carriers joined with the applicant, but said 
they did not waive their continuing objection and contention 
that the railroad was the common carrier by motor vehicle re- 
quired to obtain and hold the certificate (see Traffic World, 
March 8, p. 722). 


RIVERSIDE PURCHASE-CONTROL 

By a report and order in MC F-3244, P. C. Hinton—Control; 
Riverside Warehouses, Inc.—Purchase—Lomax Transportation 
Co., the Commission, division 4, has approved and authorized, 
subject to condition, purchase by Riverside Warehouses, Inc., 
of Spokane, Wash., of the operating rights and certain prop- 
erty of Lomax Transportation Co., also of Spokane, and 
acquisition of control of the operating rights and property by 
P. C. Hinton, of Spokane, through such purchase. ; 


s ca 
Commission Reports 
(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 


graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Sulphuric Acid . 


F. S. A. No. 22183, Sulphuric Acid from Baltimore, Md., to 
Norfolk, Va. By division 2. Applicants authorized by fourth 
section order No. 15729 to establish and maintain for the trans- 
portation of sulphuric acid, in tank-car loads, subject to rule 
35 of Official Classification, over proposed routes from Balti- 
more, and other points taking the same rates, to Norfolk, a rate 
of not less than 13 cents a 100 pounds, plus increases authorized 
December 5, 1946, and to maintain higher rates from and to in- 
termediate points. The report said there was no opposition. The 
application, it said, was based on bare competition from and to 
the same points and comtemplated a voluntary increase in the 
13-cent rate if at any time permitted by such competition. The 
report said while it was expected the bulk of the acid traffic 
from Baltimore to Norfolk, except that of the intervener, F. S. 
Royster Guano Co., would continue to move by barge even 
though the proposed rate were established. The parties repre- 
sented were of the opinion other companies would in that event 
use rail transportation when the requirement was for small 
quantities only. It said applicants estimated the annual rail 
movement would aggregate “around 10,000 tons,” equivalent to 
200 carloads. 

Pick-Up Services 


No. 29448, Hackney Bros. Body Co. vs. New York Central, 
et al. Supplemental. By Commissioner Splawn. Findings in 
prior report, decided December 10, 1946, with respect to rea- 
sonableness of charges for pick-up service, modified. Found 
that no rates or charges applicable to line-haul service or 
pick-up and loading services described were provided by the 
tariffs; that the charges assailed were unreasonable to the 
extent they exceeded charges based on rates shown in appendix 
to prior report, plus 8 cents for pick-up of three shipments of 
steel window frames, hardware, and other related articles from 
Elkhart, Ind., to Wilson, N. C., and 3.25 cents for loading three 
shipments involved, and 3.25 cents for loading two shipments, 
April 9 and May 8, 1943, and 3 cents for loading shipment of 
August 21, 1943. Complainant entitled to reparation of $441.92, 
with interest. In the prior report, 6.5 cents was found to be 
the charge for pick-up of two shipments, and 3.25 cents for 
loading, and 6 cents and 3 cents, respectively, for the third 
shipment. The report said defendants petitioned for rehearing, 
citing as one ground that the 6 and 6.5-cent charges for pick-up 
were in error as actual cost to the carrier was, at the time the 
shipments moved, 8 cents. In order not to protract the proceed- 
ing, decided under shortened procedure, the report said the 
statement of cost would be accepted as fact and the findings 
modified accordingly. 


Rock Asphalt 


No. 29359, C. E. Mitcham vs. Atchison, Topeka & Santa 
Fe Railway Co., et al. The Commission, by division 3. Found 
that rates on rock asphalt, in carloads, from Whitesmine, Tex., 
to certain New Mexico destinations, although they “seem ex- 
cessive” in comparison with the rates from Dougherty, Okla., 
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were not shown unreasonable or unjustly discriminatory. Fur- 
ther found that relation between the rates assailed and those 
from Dougherty to the same destinations, resulted and would 
result in undue prejudice to Whitesmine and undue preference 
of Dougherty to the extent that the rates from Whitesmine 
exceeded or might exceed those concurrently applicable from 
Dougherty by more than 33 cents a ton of 2,000 pounds. Undue 
prejudice and preference ordered removed on or before July 16, 
on 30 days’ notice. The report said the routes from Whitesmine 
and Dougherty to North Garcia, South Garcia, Rito, Acomita, 
Grants, Baca, North Guam, South Guam, Gallup, and Manuel- 
ito, N. M., converged at Belen and that the rates on rock asphalt 
from Whitesmine and Dougherty to Belen were $3.27 and $2.90, 
respectively. To the points west of Belen, said the report, the 
rates ranged from $3.71 to $4.02 from Dougherty and from 
$5.67 to $8.27 from Whitesmine. It said the Whitesmine rates 
were from 153 to 206 per cent of the Dougherty rates. On the 
record, said the report, the conclusions were warranted that 
Whitesmine was a potential competitor of Dougherty at the 
named destinations;.that it was prevented from being an actual 
competitor by the freight-rate adjustment; and that the com- 
petitive situation afforded a sufficient basis to support an af- 
firmative finding under section 3 of the interstate commerce act. 


Tank Car Demurrage 


No. 29579, Eagle Cotton Oil Co. vs. Gulf, Mobile & Ohio 
Railroad Co. The Commission, by division 2. Complaint dis- 
missed. Found not shown unreasonable, demurrage charges 
collected by defendant for detention of three tank-car loads of 
nitrogen solution at Meridian, Miss., in February, March, and 
April, 1945. The report said the record did not show that the 
complainant made any unusual efforts to accomplish prompt 
release of the cars within the free time as reduced by revised 
service order No. 263. 

Scrap Iron 


No. 29603, Grant Iron & Metal Co. vs. New York Central 
Railroad Co., et al. The Commission, by Commissioner Patter- 
son. Complaint dismissed. Found not unreasonable, rate charged 
on two carloads of scrap iron shipped from Detroit, Mich., and 
delivered at Warren, O., on August 28 and 31, 1944. The report 
said that despite the fact that several routes, over which a rate 
of $3.88 a ton of 2,240 pounds, minimum 44,800 pounds, applied, 
were available, the complainant routed the shipments over a 
route approximately 70 per cent longer than the shortest route. 
It said a basis of 70 per cent of the prescribed scale rate for 
iron and steel articles for the distance over the route used by 
the complainant resulted in a rate of $5.17. There was no justi- 
fication for a finding, said the report, that the usual rate-making 
distance was the proper basis for a reasonable maximum rate 
over this route. Furthermore, said the report, it was- well rec- 
ognized that the existence of a lower rate over other routes was 
not of itself sufficient to prove unreasonableness of the rate 
assailed. 

Ground Bones 


No. 29552, Spear Mills, Inc., vs. Alton et al. By the Com- 
mission, Commissioner Alldredge. Dismissed. Rate of 40 cents 
a 100 pounds sought to be charged on a carload shipment of 
ground bones from Chicago, Ill., to Joplin, Mo., delivered March 
8, 1944, found inapplicable. The report said the applicable rate 
was 31 cents, that charges were collected on the basis of a rate 
of 28 cents, and that, therefore, the shipment was undercharged. 
The shipment was billed as bone meal feed. The report said 
complainant contended that the commodity was ground animal 
bones, even though subjected to a steaming process for cleaning 
purposes, while defendants claimed the commodity was not 
merely ground bones as it was ground sufficiently fine to con- 
stitute a meal. It was apparent, the report said, that all ground 
bone was not necessarily bone meal feed and in construing 
tariff provisions with respect to which there was reasonable 
doubt as to meaning, the doubt must be resolved against the 
maker. Moreover, it added, it was well settled that where two 
commodity descriptions were published, both of which might 
apply to the commodity shipped, the shipper was entitled to the 
one taking the lower rate. 


Citrus Fruit Juice 


I. and S. No. 5403, Routing Citrus Fruit Juice Florida to 
Clinton, Ia. By the Commission, division 2. Proposed cancela- 
tion of tariff routes through Maryland, Virginia, and West Vir- 
ginia gateways on canned citrus fruits and juices, in carloads, 
from Florida to Clinton, Ia., and proposed establishment on 
these products of a commodity rate of 73 cents a 100 pounds. 
minimum 60,000 pounds, from Florida to Pittsburgh, Pa., found 
to be just and reasonable. Order of suspension vacated as of 
May 5, and proceeding discontinued. The report said the pro- 
posed tariff restriction in connection with the routes from 
Florida to Clinton was identical with the restrictions in tariffs 
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for movement of canned citrus from the same origins to desti- 
nations in the same general region as Clinton, such as Burling- 
ton, Davenport, Dubuque, and Keokuk, Ia., Champaign, Chi- 
cago, Jacksonville, Peoria, Quincy, Springfield, and Waukegan, 
[l., Hannibal, Mo., and Indianapolis and Terre Haute, Ind. 























Motor Purchase and Control Action 


The Commission, division 4, by a report and order in MC 
F-3328, Joseph Kowaski—Lease (Portion)—Forbes Trucking 
Co, Inc., has approved and authorized, subject to condition, 
lease by Joseph Kowaski, doing business as Superior Carriers, 
of Kenvil, N. J., of certain operating rights of Forbes Trucking 
Co., Inc., of Belleville, N. J. 

Purchase by Miami Transportation Co., Inc. of Indiana, of 
Cincinnati, O., of operating rights of John R. Green, doing 
business as Madison Motor Express, of Madison, Ind., and 
acquisition of control of the operating rights of L. C. Scovanner, 
also of Cincinnati, through the purchase, has been approved and 
authorized, subject to condition, by the Commission, division 4, 
in a report and order in MC F-3363, L. C. Scovanner—Control; 
Miami Transportation Co., Inc. of Indiana—Purchase—John R. 
Green. 

By a report and order in MC F-3369, R. A. Wright et al— 
Control; The Union Truck Depot, Inc.—Lease and Purchase— 
Richard C. Allen, the Commission, division 4, has approved and 
authorized, subject to conditions, lease by the Union Truck 
Depot, Inc., of Houston, Tex., of operating rights and purchase 
of certain property of Richard C. Allen, doing business as El 
Campo Truck Line, of El Campo, Tex., and acquisition of con- 
trol of said operating rights and property by R. A. Wright, 
A. O. Becker, and H. B. Cole, of Houston, Tex., through the 
lease and purchase. 

In MC F-3344, William Spencer—Control; Albrent Freight 
and Storage Corp.—Merger—Pope Brothers Red Top Cab. Co., 
the Commission, division 4, has issued a report and order 
approving and authorizing, subject to conditions, merger into 
Albrent Freight and Storage Corporation, of Wausau, Wis., 
of the operating rights and properties of Pope Brothers Red 
Top Cab Co., also of Wagsau, for ownership, management, and 
operation, and acquisition of control of the operating rights and 
properties by William Spencer, of Wausau, through such 
merger. 




















Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC 78632, Sub. 53, Hoover Motor Express Co., Inc., Nash- 
ville, Tenn. Certificate granted. Dangerous explosives, from 
Birmingham, Ala., to Nashville, Tenn., over U. S. highway 31. 

*MC 106446, Michael J. Hudson, Montclair, N. J. Certificate 
granted. Passengers; baggage, express, mail and newspapers, 
oer a regular route between New York, N. Y., and Culvers 
Lake, N. J., serving specified intermediate points. 

*MC 78374, Sub. 2, Connecticut Co., New Haven, Conn. 
Certificate granted. Over irregular routes, passengers and their 
baggage, in special operations, in roundtrip sightseeing or pleas- 
ure tours, beginning and extending at Hartford, Meriden, New 
Haven, and Southington, Conn., and extending to points in 
N. J., Pa., R. I, Vt., N. H., and specified areas of Mass. and 
N. Y., with no pick-up or discharge of passengers or baggage 
en route The report said the Connecticut Co. was a wholly 
owned subsidiary of the New Haven railroad. It said the Sons 
of Italy Grand Lodge and the Daughters of Italy Lodge desired 
to use the applicant’s service to points of historical and _reli- 
gious interest and to resorts. It said a ski instructor in Hart- 
ford desired the service for skiing parties, particularly to Mass., 
N. H., and N. Y. 

*MC 103967, Sub. 5, John Walls, dba New Way Transfer, 
Kansas City, Mo., embracing Same, Sub. 6. Certificate granted. 
Over irregular routes, (1) uncrated physicians’, dentists’ and 
hospital equipment between Kansas City, Mo.-Kan., and points 
Within 25 miles thereof, and between Kansas City, Mo.-Kan., 
and points within 25 miles thereof, on the one hand, and, on 
the other, Chicago, Ill., Detroit, Mich., Philadelphia, Pa., and 
Points in Kan., Neb., Ia., Mo., Wis., O., and N. Y., and (2) 
‘uncrated new furniture and new store fixtures and equipment 
from Omaha, Neb., Burlington, Ia., and points in the Chicago 
commercial zone to Kansas City, Mo.-Kan., and damaged or 
Tejected shipments in the reverse direction. 

*MC 106616, David A. McCarthy, Fall River, Mass. Cer- 
tificate denied. Passengers and their baggage and mail and 
Newspapers in the same vehicle, between Newport, R. I., and 
New Bedford, Mass., and return, over a described route, serving 




































1299 


all intermediate points. The report said that protestants, ques- 
tioning the applicant’s ability to conduct the proposed opera- 
tion economically and efficiently, said their cost of operation 
was 42 cents a mile as compared with the applicant’s estimated 
cost of 13 cents a mile, even though they could purchase equip- 
ment, gasoline, oil, and tires cheaper than could the applicant. 
It said the evidence presented by four public witnesses support- 
ing the application was not convincing that the proposed serv- 
ice was needed or, even if authorized, would be remunerative, 
and that, on the record, it could not be reasonably concluded 
that existing service was inadequate. Commissioner Lee noted 
a dissent. 

*MC 15242, Sub. 1, Thurman Cary Dowless, dba T. C. 
Dowless Transfer, Bladenboro, N. C. Certificate granted. Built- 
up-wood, plywood, and veneers, from Maxton, N. C., to points 
in Va., Md., N. Y., Pa., Del., N. J., S. C., and D. C., over irregu- 
lar routes. ‘ 

*MC 37994, Sub. 2, Perry Phillips, Waverly, Kan. Cer- 
tificate granted. Livestock between points in a described area 
in Kan., on the one hand, and St. Joseph, Mo., on the other, 
and feed from St. Joseph to points in a described area of Kan., 
over irregular routes. 

*MC 103886, Sub. 31, Eck Brothers, Montoursville, Pa. 
Certificate granted. Such commodities as by reason of size or 
weight require the use of special equipment, between points in 
a described territory in Pa., on the one hand, and points in 


N. Y., N. J., Md., Va., O., Del., W. Va., and D. C., on the other, 
over irregular routes. 


*MC 104930, Sub. 5, William Dierking, dba E. M. Trucking 
Co., Freeport, N. Y. Permit granted. Books, magazines, period- 
icals, and supplies, materials, and equipment used in the manu- 
facture of books, magazines, and periodicals, over irregular 
routes, between Garden City, N. Y., and points in the New 
York, N. Y., commercial zone. Dual operations authorized. 


COMMISSION ORDERS 


No. 28552, Swift & Company vs. Alton et al. Petition of Decatur 
Iron & Steel Co., intervener, for reconsideration, denied. 

No. 29193, Transit on scrap rubber. Petition filed by Hicks Rubber 
& Salvage Co., et al. for rehearing, reconsideration, and vacation of 
order, accepted and filed of record in this proceeding. Said petition 
for rehearing, reconsideration and vacation of order, denied. 

No. 29262, Standard Cap and Seal Corp. vs. D. L. & W. et al. 
Reopened for further hearing with respect to rates and claim for 
reparation, on shipments of wood pulpwood from Beaver Falls, N. Y., 
to Jersey City, N. J., over route of Lowville and Beaver River, R. R., 
New York Central R. R. and Delaware, Lackawanna and Western R. R. 
Said proceeding referred to Division 3 for Disposition. 

No. 29373, Steel City Electric Co. vs. C. & N. W. et al. Com- 
plainant’s petition for reopening, rehearing and reconsideration, denied. 

No. 29386, Percy Kent Bag Co., Inc. vs. C. B. & Q. et al. Petition 
of defendants for reconsideration, denied. 

l. & S. M-2626, E. D. Fee Transfer, minimum charges per trip. 
Petition of Rath Packing Co., Geo. A. Hormel & Co., John Morrell 
& Co., and Oscar Mayer & Co., seeking reargument and reconsideration, 
denied. 

1. & S. M-2683, Cancelations, restrictions, from and to southwest. 
Petition filed by respondent for vacation of portions of order, denied. 

MC-C 641, Doctor John Alt, revocation of certificate. Proceeding 
discontinued. 

MC-C 792, Central Improvement Co., revocation of permit. Proceed- 
ing discontinued 

Finance 13319, Texas & Pacific Ry., abandonment. Period for con- 
ditions for protection of employees further extended to June 1, and 
petition of Railway Labor Executive Association for reopening, recon- 
sideration and further hearing will be given further consideration if 
no answer is filed or petition is not withdrawn on or before May 15. 

Ex Parte 162, Increased railway rates, fares, and charges, 1946, 
and Ex Parte 148, Increased railway rates, fares, and charges, 1942. 
Motion of carriers by railroad for postponement of effective date of 
order of March 3, pursuant to findings in first supplemental report of 
Commission of same date, overruled. 

Ex Parte MC-4, In matter of qualifications of employees and safety 
of operation and equipment of common carriers and contract carriers 
by motor vehicles and Ex Parte MC-3, In matter of need for establish- 
ing reasonable requirements to promote safety of operation of motor 
vehicles used in transporting property by private carriers. Order of 
February 27, further modified to become effective June 18. 

Ex Parte 104 Part 2, Practices of carriers affecting operating rev- 
enues or expenses, terminal services, American Smelting & Refining 
Co. Order of October 14, 1946, further modified to become effective 
July 31, instead of May 31. 

Ex Parte 104 Part 2, Practices of carriers affecting operating rev- 
enues or expenses, terminal services, United States Smelting, Refining 
and Mining Co. Order of October 14, 1946, further modified to become 
effective July 31, instead of May 31. 


Finance 15645, Federal Express, Inc. stock. Application dismissed 
for want of jurisdiction. 


In re Service Order 580, Petition of L. C. L. Corporation, praying 
for reconsideration of Service Order 580 and order of division 3 denying 
petition that Service Order 580 be reconsidered and vacated or mod- 
ified, denied. 

No. 29134, West End Iron & Metal Corp. vs. Nor. Pac. Ry. Order 
of February 12, modified to become effective May 23, instead of April 23. 

No. 29170, Continental Grain Co. vs. Inland Waterways Corp., 
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operating Federal Barge Lines. Reopened for reconsideration. Effective 
date of order of January 8, postponed until further order of Commission. 

No. 29208, Paskoff Brothers & Co. vs. Aroostook Valley, et al. Peti- 
tion of Complainant for reconsideration, denied. 

No. 29378, American Steel Abrasives Co., et al., vs. Ann Arbor, et al. 
Reopened only for reconsideration as to those rates in past. 

No. 29692, Brownsville Navigation District of Cameron County, 
Texas, et al., vs. St. L. B. & M., et al. Complaint dismissed. 

1. & S. 5468, Transit mineral wool at Dallas and Ft. Worth. Re- 
spondents under special permission having filed tariffs effective April 
13, cancelling suspended schedules, proceeding discontinued. 

1, & S. 5461, Furniture, San Francisco to Portland and Seattle. 
Respondents under special permission having filed tariffs effective April 
5, cancelling suspended schedules, proceeding discontinued. 

MC-C 812, Joe Maples, revocation of certificate. Order of August 23, 
1946, vacated and proceeding discontinued. 

Finance 15558, Mississippi Export Railroad Company Notes. Appli- 
cation dismissed, without prejudice. 

1. & S. 5418, Rice from Gulf and southwest to North Atlantic ports. 
Order of March 19, modified to become effective May 27, on not less 
than one day’s notice, instead of April 27. 

MC-C 507, Hudson Bus Transportation Co., Inc., passenger service. 
Petition for reconsideration and oral argument by Boulevard Transit 
Lines, Inc., intervener; joint petition for reconsideration by Man- 
hattan Transit Co. and Westwood Transportation Lines, Inc., inter- 
veners; petition for reconsideration and oral argument by Public 
Service Interstate Transportation Co., intervener; petition for recon- 
sideration and oral argument by Hudson and Manhattan Railroad Co., 
intervener; denied. 

No. 29168, Whiterock Quarries, Inc. vs. P. R. R. et al. Petition by 
defendants for reconsideration, petitions by M. J. Groye Lime Co., 
Weirton Steel Co., J. E. Baker Co., and Standard Lime and Stone Co., 
interveners, for reopening, vacation of order and further hearing 
accepted and filed of record in proceeding. Reopened for further hear- 
ing on May 13, at 9:30 o’clock a. m., at Washington, D. C., before 
Examiner Diamondson, 

Ex Parte MC 22, Motor Carrier Rates in New England. Petition 
of New England Motor Rate Bureau, Inc., praying that proceeding be 
reopened so as to permit petitioner to offer in evidence results of a 
traffic study, denied. 

MC-C 532, Manhattan Coach Line, Inc., et al. vs. Public Service 
Interstate Transportation Co. Joint petition of Manhattan Coach Line, 
Inc., Manhattan Transit Co., Westwood Transportation Co., and West- 
wood Transportation Lines, Inc., for reconsideration of dismissal of 
their complaint, denied. 

MC-C 847, Georgia Highway Express, Inc., et al. vs. A. B. C. Truck 
Lines, Inc. Complaint dismissed. 

MC-F 3103, Andrew B. Crichton, et al., control; Super Service 
Motor Freight Co., Inc., purchase, T. H. Selman and R. C. Junkins, 
Jr. Petition of Mason & Dixon Lines, Inc., Dixie-Ohio Express Co., 
and Georgia Highway Express, protestants, requesting reconsideration 
of report and order of division 4, of January 6, denied. 


MOTOR FINANCE CASES 


MC F-3395, Greyhound Corporation—Control; Atlantic Greyhound 
Corporation—Merger—Pan American Greyhound Lines, Inc. Merger of 
the operating rights and property of Pan American Greyhound Lines, 
Inc., of Charleston, W. Va., into Atlantic Greyhound Corporation, also 
of Charleston, for ownership, management, and operation, and acquisi- 
tion of control of the operating rights and property by the Greyhound 


Corporation through such merger, approved and authorized, subject 
to conditions. 


MC-F3436, L. R. Strickland—Control; Strickland Transportation 
Co., Inc.—Purchase (Portion)—Gordon Interstate, Inc. Application for 
authority under section 210a (b) of Strickland Transportation Co., 
Ine., of Dallas Tex., for temporary operation of a portion of the 


motor-carrier rights of Gordon Interstate, Inc., of Memphis, Tenn., 
denied. 


MC F-3432, Hartman’s Transportation Co.—Purchase—Bernard F. 
Rauch. Application for authority under section 210a(b) of Hartman’s 
Transportation Co., of Steelton, Pa., for temporary operation of motor- 
carrier rights and properties of Bernard F. Rauch, doing business as 
B, F. Rauch Company, of Hanover, Pa., denied. 


FINANCE APPLICATIONS 


Finance No. 15656, supplemental. Erie Railroad Co. supplemental 
application for authority to assume obligation and liability with respect 
to $5,440,000 of 1947 equipment trust certificates, informs Commission 
of acceptance of a bid of Halsey Stuart Co., Inc., of Chicago, Ill., at 
an average price for all maturities of 99.2799 for certificates bearing 
dividends at 1% per cent a year, producing an interest cost on the 
certificates of 1.88681 per cent. Proceeds of the certificates will pro- 
vide for about 80 per cent of -the cost of 300 all steel hopper cars, 
500 all steel box cars, 6 diesel switching locomotives and 7 diesel 
passenger locomotives of three units each, to cost about $6,813,643. 

Finance No, 14030, Reorganization Managers of the Alton Railroad 
Co. ask authority (1) to transfer properties of the debtor, including 
leaseholds and stocks in the Joliet & Chicago Railroad Co., Kansas 
City, St. Louis & Chicago Railroad Co., and Louisiana & Missouri 
River Railroad Co., to Gulf, Mobile & Ohio Railroad Co.; (2) authority 
for the trustees of the K. C. St. L. & C. and the L. & M. to reconvey 
and said companies to acquire the respective properties; (3) authority 
for the K. C, St. L. & C., as reorganized, to issue securities as con- 
templated by the plan of reorganization; and (4) approval of acceptance 
by the Reconstruction Finance Corporation of securities and cash in 
discharge of all claims against the debtor. 

MC F-3449, Burlington Transportation Co., of Chicago, Ill., asks 
authority to purchase certain operating rights, equipment and property 
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of Dave Wolzinger, dba Pony Express Stages, of Los Angeles, Calif, 
American Buslines, Inc., in control of Burlington, joined the application, 

MC F-3444, Jesse Wilson, dba Tennessee Motor Lines, of Nash. 
ville, Tenn., asks authority to purchase the operating rights of Killion 
Motor Express, Inc., of Washington, Ind., and temporarily to operate, 

MC F-3445, Northern Transportation Co., Los Angeles, Calif., asks 
authority to purchase certain operating rights and equipment of Las 
Vegas-Tonopah-Reno Stage Line, Las Vegas, Nev. 

MC F-3446, Complete Auto Transit, Inc., Detroit, Mich., asks author. 
ity to lease for two years, with option to purchase, operating rights of 
Georgia Driveaway Co., Inc., Atlanta, Ga. 

MC F-3447, Carolina Norfolk Truck Line, Inc., of Norfolk, Va., asks 
authority to lease certain operating rights of Peoples Motor Express, 
Inc., of Charleston, S. C. 

MC F-3448, Michael King, dba Nowak Trucking Co., of Chicago, 
Ill., asks authority to purchase certain operating rights of The Emery 
Transportation Co., also of Chicago. 

Finance No. 15689, Tennessee Central Railway Co. asks authority 
to issue $400,000 principal amount of first mortgage, 34-year, 4 per 
cent bonds, series A, and to pledge and repledge same, from time to 
time, as collateral security for any note or notes that may be issued 
under section 20 (a) (9). The applicant also said the bonds were to be 
issued for reimbursement of money expended from income or other 
monies in the treasury for road property in the period July 1, 1942, to 
December 31, 1946. 

Finance No. 15691, Burlington Transportation Co., asks authority 
to issue $100,000 promissory note as partial payment for properties 
purchased from Dave Wolzinger (total of $175,000), pursuant to a con- 
tract entered into on April 7, 1947, to bear interest at 3 per cent and 
mature in 5 years. The application said the date of issuance was 
dependent on the date of Commission approval of its purchase applica- 
tion. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 15650, Yellow Transit Co. Stock, 
granting authority to issue (1) not exceeding $1,000,000 of 5 per cent 
preferred stock, consisting of 10,000 shares of the par value of $100 
each, to be distributed pro rata to the stockholders as a stock dividend, 
and (2) not exceeding $250,000 of cOmmon stock, consisting of 5,000 
shares of the par value of $50 each, to be exchanged for an equal 
number of shares of common stock of the par value of $100 each, con- 
ditions prescribed. Approved. 

Report and order in F. D. No. 15659, Commercial Motor Freight, 
Inc. Note, granting authority to issue a promissory note for not exceed- 
ing $440,000, to be delivered at par to the Equitable Life Assurance 
Society of the United States to evidence a loan of a like amount to 
finance the construction of terminal buildings. Approved. ; 

Report and order in F. D. No. 15666, St. Louis & Troy Railroad 
Co. Note, granting authority to issue at par a secured promissory 
note for not exceeding $10,000 to evidence a loan for a like amount to 
be applied to the purchase of a locomotive. Approved. 


PETITIONS FOR REHEARING, ETC. 


Finance 8122 and Sub. 1, Atlantic City Railroad Company Bonds. 
Reading Company, one of applicants, asks for issuance of a supple- 
mental order modifying Commission’s order of April 19, 1930, as modi- 
fied by supplemental order of December 8, 1930. 


MC-C 887, Winter Weiss Co. vs. Illinois-Colorado Express Co., 
Motor Cargo, Inc., T. & M. Transportation Co. Illinois-Colorado Ex- 
press, Inc., defendant, asks Commission to require the complainant to 
make complaint more definite and certain. 


1. & S. M-2734, Non acceptance shipments moving order notify. 
Southern Motor Carriers Rate Conference on behalf of two of its member 
carriers, Atlanta-New Orleans Motor Freight Co., and Reliable Transfer 
Co., Inc., asks for vacation of suspension and dismissal of investigation 
insofar as the two named motor carriers are concerned. 


No. 29713, Arizona Sand and Rock Co. vs. Sou. Pac. Complainant 


asks that defendant be required to submit bill of particulars regarding 
answer to complaint. 


No. 9200, Railway Mail Pay. Albany and Northern Ry., Canadian 
National Lines, Niagara Frontier, New York; Canadian National Ry., 
DeKalb & Western R. R., Georgia & Florida R. R., Georgia Northern 
Ry., Grafton and Upton R. R., Minnesota and Manitoba R. R., Pied- 
mont and Northern Ry., St. Clair Tunnel Co., St. Johnsbury & Lake 
Champlain R. R. and Vermont and Province Line R. R. ask to join 
in and become parties to petition for increased mail pay. 

No, 29319, B. F. Nelson Manufacturing Co. vs. A. T. & S. F., et al., 
No. 29325, Midwest Oil Co., et al. vs. Same, and No. 29327, Northern 
States Power Co. vs. Same. Complainants ask for reconsideration and 
reargument, 

No. 29319, B. F. Nelson Manufacturing Co. vs. A. T. & S. F., et al. 
and related cases. Defendants ask for reconsideration of report and 
order by Division 3, of February 12. 

1. & S. 5408, Acid, New Jersey to Delaware and Pennsylvania, and 
Fourth Section Application 21881, Sulphuric acid from Gibbstown and 
Paulsboro, N. J. Pennsylvania Railroad Co. and Pennsylvania-Reading 
Seashore Lines, respondents and applicants, ask for reconsideration, 
further hearing and postponement of effective date of order of February 
17, as amended by order of March 26. 

Finance 15519, Macon, Dublin & Savannah Railroad bonds. Oppos- 
ing intervenors, Albert J. Fleischmann, Jr. et al., asks for reconsidera- 
tion, reargument and rehearing of report of Division 4, of March 20. 

1. & S. M-2720, Truckaway rates over King Transport. Mills King, 
dba King Transport asks for dismissal of proceeding and that publish- 


| agent be permitted to cancel suspension supplement on one day’s 
notice. 
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Navy Joins Army in Quest for 
Wartime Shipments Reparation 


Acting on a petition of the Department of Justice, the Com- 
mission has permitted the department to broaden the scope 
of its complaint filed on behalf of the War Department, in No. 
99622, United States of America vs. Aberdeen & Rockfish et al., 
gssailing rates and charges on transcontinental rail and water 
shipments of certain wartime traffic, to include shipments also 
made on behalf of the Navy Department (see Traffic World, 
Oct. 19, 1946, p. 1042). f 

The complaint was directed against shipments of 23 items 
of equipment and asked that the Commission determine over- 
charges “for the past several years.” As amended, with the 
inclusion of the Navy Department, the complaint now asks for 
overcharges on shipments made since January 1, 1942. 

A spokesman for the department said that overcharges of 
approximately $1,000,000 were claimed by the War Department 
in connection with shipments of these items, and indicated that 
this figure would be substantially increased by the Navy’s 
daims. Further complaints of overcharges on certain other war- 
time traffic were being prepared by the department on behalf 
of the War and Navy Departments for filing with the Commis- 
sion in the near future, it was understood. 

































REPARATION ORDER 


A reparation order has been issued in No. 29227 (amended), 
Empire Steel Corp., vs. P. R. R. et al. 




















EXPRESS DIVISIONS INVESTIGATION 


The Commission, by an order in No. 29679, Express Earn- 
ings, Plan and Method of Division, has instituted an investiga- 
tion into the present practice of the Railway Express Agency 
in the pooling and distribution of express revenues. In Decem- 
ber, the agency asked the Commission to find that no approval 
was necessary of a change in the method of computing the 
divisions in effect since July 1, 1938 (see Traffic World, De- 
cember 21, 1946, p. 1655). 



























































LC. C. Certifies Voting 
on C. of Ga. Reorganization 


The Commission, division 4, has issued a_ certificate in 
Finance No. 12950, Central of Georgia Railway Co. Reorganiza- 
tion. setting forth the results of balloting by certain classes of 
creditors on the plan of reorganization approved by the Com- 
mission in November, 1945, and by the judge of the federal 
court for the southern Georgia district, Savannah division, June 
4, 1946. 

Four classes voted unanimously for acceptance of the plan: 
frst mortgage Oconee division 5 per cent gold bonds: loans 
due Reconstruction Finance Corporation secured by collateral; 
loans due Railroad Credit Corporation secured by collateral, 
and claims of “all other creditors.” 

More than 50 per cent of four classes voted for rejection 
of the plan. Consolidated mortgage 5 per cent gold bonds, 
50.93; first preference income bonds, 95.95; second preference 
income bonds, 100; third preference income bonds, 85.71. 

The certificate said the Railroad Credit Corporation ac- 
cepted the plan subject to the condition that income from 
pledged collateral be applied to the reduction of debtor’s loan 
and should not reduce the amount of cash or securities allotted 
to that corporation under the reorganization plan. 

In two additional classes, there were less than the two- 
thirds voting favorably required under the bankruptcy act; first 
mortgage 5 per cent gold bonds, 38.06 per cent for rejection, 
and first mortgage Macon & Northern division 5 per cent gold 
bonds, 47.18 per cent for rejection. 

_ It was explained at the Commission that it was within the 

discretion of the court whether a‘plan was to be confirmed or 

hot if two-thirds of each class of security holders entitled to 

vote did not accept the plan, as the court had. the power to 

find whether or not the objections of those failing to accept 
plan were reasonable. 























































ROCK ISLAND NOT TO ACQUIRE EQUIPMENT 


- By an order in Finance No. 15606, Chicago, Rock Island & 
Pacific Railway Co. Trustees Equipment Trust Certificates, the 

mmission, division 4, has dismissed an application of the 

k Island trustees for authority to assume liability as guar- 
antors of the principal of, and dividends or interest on, 
$5,850,000 of equipment trust certificates, series V. It said the 
applicants represented that they had decided not to acquire 
the equipment described in the application and requested dis- 
Missal. According to the application, proceeds of the certifi- 
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cates were to have covered about 75 per cent of the cost of 
250 steel automobile cars; 57 passenger-train cars of various 
types, and four Diesel road passenger train locomotives. 


ALTON REORGANIZATION 

The Commission, division 4, has issued an order in Finance 
No. 14030, Alton Railroad Co. Reorganization, dismissing a 
petition of Henry A. Gardner, trustee of the Alton, et al., for 
allowances in respect of certain reorganization expenses. The 
order said the Alton trustee had requested withdrawal of the 
petition after the federal court having jurisdiction of the re- 
organization proceedings vacated an order authorizing the trus- 
tee to file the petition with the Commission. 


W. & M. WATER REQUEST WITHDRAWAL 


The Commission, by Commissioner Mahaffie, has issued an 
order in W-294, Sub. 1, Wisconsin & Michigan Steamship Co., 
Common Carrier Application, dismissing, without prejudice, the 
application of the W. & M., filed on March 22, 1945, for a re- 
vised certificate of public convenience and necessity authorizing 
extension of its operation as a common carrier of passengers 
and property by water in interstate or foreign commerce. The 
order said applicant had requested leave to withdraw its appli- 
cation without prejudice to its renewal when conditions sur- 
rounding the acquisition of equipment were favorable. 


MAXEY TEMPORARY AUTHORITY 


By an order in W-960, Maxey Launch & Towing Co., Inc., 
Temporary Authority, involving an application for temporary 
authority to transport commodities generally and in the per- 
formance of general towage, between points on inland water- 
ways, from Texas to South Carolina, inclusive, the Commission, 
division 4, has dismissed the application. The order said the 
applicant had requested permission to withdraw the application. 


COYLE LINES EXEMPTION DISMISSAL 


At the request of the avnlicant, the Commission, division 4, 
has issued an order in W-700, Sub. 1, Coyle Lines, Inc., Exemp- 
tion Application, dismissing an application of Coyle filed under 
section 302(e) of the interstate commerce act for an order ex- 
empting from the provisions of part III thereof certain pro- 
posed operations as a contract carrier in the furnishing for 
compensation of vessels to persons other than carriers subject 
to the act, for use by such persons in the transportation of their 
own property. 


HOWLAND WATER PERMIT VACATED 


At the request of the applicant in W-637, Ray Howland 
Contract Carrier Application, the Commission, division 4, has 
vacated and set aside the permit and order of September 4, 1943, 
and dismissed the application in the proceeding. 

Authority had been granted the applicant to operating dur- 
ing the season of open navigation as a contract carrier by non- 
self-propelled vessels with the use of separate towing vessels in 
the transportation of steel bars, channels, angles, and plate, and 
of pig iron, from South Chicago, Ill., by way of the Calumet 
River, Calumet-Sag Channel, Chicago Sanitary and Ship Canal, 
Des Plaines River, Illinois River, Illinois and Mississippi Canal, 
and Mississippi River, effective November 29, 1943. 

The instant order said the carrier had informed the Com- 
mission he had voluntarily discontinued his water carrier op- 
erations. had- no intention of engaging in such service in the 
future, and asked that his permit be canceled. 


S. A. L. ACCIDENT REPORT 


Derailment of a passenger train on the Seaboard Air Line 
Railroad at Cassatt, S. C., on March 22. which resulted in the 
injury of 19 passengers, five railway-mail clerks and two train- 
service employes, was caused by a train entering an open 
switch at a high rate of speed, according to a report by the 
Commission, written by Commissioner Patterson, of its in- 
vestigation of the accident, No. 3088. The report said at the 
time of the accident the carrier had begun the installation of 
an automatic block-signal system “in this territory,” and added 
ae ae installation was expected to be completed by Octo- 

ri, : 


COMMUTATION FARE SCHEDULES SUSPENDED 


The Commission, on its own motion. by an order in I. and 
S. No. 5488, Commutation Fares—C. R. R. of N. J. and Reading 
Co., has suspended from May 18, to and including December 17, 
the operation of schedules proposing to increase commutation 
fares of the Central of New Jersey: and the Reading between 
points in Pennsylvania and New Jersey and between points in 
those states and New York, N. Y. The schedules were set forth 
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in Central Railroad Co. of New Jersey’s tariff I. C. C. No. 6558, 
Reading Co.’s tariff I. C. C. No. 3855, and various other tariffs. 


I. C. C. PERSONNEL CHANGE 


The Commission has announced the appointment of James 
A. Murray as chief attorney of the section of law and enforce- 
ment, Bureau of Motor Carriers, to succeed George H. English 
who retired from government service on March 31. An em- 
ploye of the Commission since 1928, Mr. Murray has acted as 
assistant chief attorney since July, 1943. 


STATE COMMISSION PERSONNEL CHANGES 


In New Mexico, L. R. Conarty has succeeded Commissioner 
Truder and D. E. Rodriguez has succeeded Commissioner 
Valdez on the Public Service Commission, according to a report 
received by Fredreick G. Hamley, general solicitor, National 
Association of Railroad and Utilities Commissioners. Miss 
Irene Kerschner has succeeded Miss Kay Parker as secretary 
of the New Mexico commission. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 
ished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. No. 5486, Switching—Bush Terminal R. R., from 
April 18 to and including November 17, certain schedules as 
published in Bush Terminal Railroad Co.’s tariff I. C. C. No. 81. 
The suspended schedules propose to increase the charges for 
switching between points on the Bush Terminal Railroad in 
Brooklyn, N. Y. 

I. and S. No. 5482, Paper Boxes—Bastrop, La., to the South- 
west, from April 26, to and including November 25, schedules 
as set forth in supplements Nos. 62 and 36 to Agent D. Q. 
Marsh’s tariffs I. C. C. Nos. 3608 and 3672, respectively. The 
suspended schedules propose to restrict the destination inter- 
mediate rule in connection with rates on paper boxes, paper 
bottle carrying cartons and paper covers, fillers or partitions, 
in carloads, from Bastrop, La., to points in Southern and West- 
ern Trunk-Line Territories so as not to apply at points in the 
southwest. 

I. and S. No. 5487, Cartage—Rail to Steamship Piers at 
New York, from April 20, to and including November 19, cer- 
tain schedules as published in supplement No. 20 to Agent 
W. S. Curlett’s tariff I. C. C. No. A-856. The suspended sched- 
ules propose to cancel the charges for cartage from railroad 
stations or piers to the piers of domestic steamship lines at 
New York Harbor. 

I. and S. No. M-2741, Commodities via C. N. C. Distrib- 
utors in New York Area, from April 24 to and including No- 
vember 23, all schedules published in tariff MF-I. C. C. No. 5 
(James Perillo, series) of C. N. C. Distributors, Inc., lessee and 
operator of James Perillo, Cliffside Park, N. J. The suspended 
schedules propose to establish new commodity rates on gums, 
resins, plastics, surveyors’ equipment and related articles be- 
tween certain points in New York and New Jersey. 


Railroad Abandonments 


Milwaukee ’ 


By a report and certificate in Finance No. 15603, Chicago, 
Milwaukee, St. Paul & Pacific Railroad Co. Abandonment, the 
Commission, division 4, has permitted abandonment by the Mil- 
waukee of a line between DeKalb and Aurora; and abandon- 
ment of operation by it under trackage rights over the line of 
the Elgin, Joliet & Eastern Railway Co. between Aurora and 
Joliet, in DeKalb, Kane, Kendall, and Will counties, Ill. Con- 
ditions were prescribed for protection of employes. 


Green Bay & Western 


After permitting abandonment by the Green Bay & West- 
ern Railroad Co. of a 9-17-mile branch line between Scandi- 
navia and Waupaca, Wis., (see Traffic World, March 8, p. 720), 
the Commission, division 4, has assigned the proceeding for a 
hearing at a time and place to be designated. The action was 
taken on request of the Waupaca Association of Commerce, by 
an order in Finance No. 15564, Green Bay & Western Railroad 
Co. > era mae The order set aside the certificate of aband- 
onment. 

In a letter to Senator Joseph R. McCarthy and Representa- 
tive Reid F. Murray, transmitted by the Senator to the Com- 
mission, Mayor Stanley Wetherbee, of Waupaca, said that in 
the course of the abandonment proceeding, “we understood the 
case would be set for hearing,” and that consequently no pro- 
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test was made to the Commission until March 10, following the 
abandonment order, when the Waupaca Association of Com. 
merce requested reopening and a hearing. 

The division, in its report permitting abandonment, had 
noted that the Railway Labor Executive Association had stipu- 
lated with the railroad for adoption of the Burlington condi- 
tions for employe protection and advised the Commission it did 
not desire a hearing. The division said no protests against the 
abandonment had been made prior to its action. 

By an order of March 20, the division, after receiving the 
Waupaca association’s request, postponed the effective date of 
the abandonment certificate to April 30. 

The Waupaca association, in asking for reopening at the 
request of Waupaca shippers, said the G. B. & W. handled a 
majority of the freight in and out of Waupaca and that ware- 
houses and yards had been built for loading and unloading on 
the G. B. & W. tracks. 

“Abandonment of these tracks,” said the association, “would 
mean an enormous expense to these shippers, for remodeling 
of warehouses, relocation of yards, etc. We believe they are 
entitled to an opportunity to show why the proposed abandon- 
ment should not be granted.” 


Oo. P. & E. 


Due to construction by the United States of a flood control 
dam on Row River which, it said, would submerge a portion 
of its trackage, the Oregon Pacific & Eastern Railway Co. has 
asked the Commission, in Finance No. 15690, for authority to 
abandon an 8-mile segment of its railroad in Lane county, 
Ore., extending from mile post 4 to mile post 12, together with 
all sidings, spur tracks and appurtenances, and to acquire and 
operate, in lieu thereof, a newly relocated segment between 
the same points, built by the United States. Applicant said the 
line sought to be abandoned was part of its railroad which ex- 
=— approximately 20 miles from Cottage Grove to Disston, 

re. 
Santa Fe 

In Finance No. 15692, the Atchison, Topeka & Santa Fe 
Railway Co. has asked the Commission for authority to abandon 
approximately 3.25 miles of its line in Chase county, Kan., 
extending from Cottonwood Falls to Gladstone. The railroad 
said “this line” was used only “occasionally and merely” for 
operating convenience, that maintenance requirements were 
now heavy and the expense was not justified in view of the 
use to which the line was put, and that its abandonment would 
not affect service to any shippers. 


Union Pacific 

The Union Pacific Railroad Co. has filed a petition with the 
Commission asking for withdrawal of its application, in Finance 
No. 15479, dated September 28, 1946, for authority to abandon 
13.43 miles of its Greeley branch in Weld county, Colo., ex- 
tending from Barnesville to Briggsdale, without prejudice to its 
renewal in the future, if it is so desired. Applicant said its 
application for abandonment was predicated on “continued poor 
traffic showing” and that indications were that carload ship- 
ments originating on the line, mostly grain, would continue “at 
the low level” of previous years. However, it said, figures were 
now available which revealed that in the latter part of 1946 
there was a substantial outbound movement of grain from 
Briggsdale as the result of favorable moisture and growing 
conditions, combined with good market prices as a result of 
economic conditions in the post war period, and it was reported 
that crop production would even exceed the 1946 figure. Based 
on these favorable prospects, the railroad said it was willing 
to enter on another trial period of operation to determine 
whether a sufficient volume of traffic was available to warrant 
continued operation. 


PERISHABLE RECONSIGNING RESTRICTION LIFTED 


By general permit No. 5 under service order No. 396, Per- 
ishables—Restrictions on Reconsigning, which restricted holding 
for diversion, reconsignment or disposition, carloads of certain 
perishables, Director Clinger, of the Commission’s Bureau of 
Service, has authorized railroads: 


To disregard the provisions of paragraph (j) of service order No. 
396 insofar as it applies to shipments subject to a through or joint rate, 
providing, however, that this general permit shall not apply to ship- 
ments for which there are published tariff charges applicable for back- 
hauling or out-of-route movement. 


The general permit is effective from 12:01 a.m., April 19, 
and applies to all cars in transit on and after that date. 


CITRUS ICE SALTING AMENDMENT 
The Commission, division 3, by amendment No. 8 to service 
order No. 260, Salting of Ice on Cars of Citrus, effective from 
12:01 a. m., April 20, until 11:59 p. m., June 30, has added to 
paragraph (a) of the original order the following: 
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Exception: The provisions of this order, during the effectiveness 
of this amendment, shall not apply to the salting, at regular icing 
stations enroute, with not to exceed three per cent (3%) salt, of ice 
in the bunkers of refrigerator cars, shipped from any origin in the 
state of Florida, loaded with straight carloads of oranges or grape- 
fruit or mixed carloads of oranges and grapefruit. 











WHITE LEAVES O. D. T. FOR TURKISH RAILROADS 

Present and former members of the staff of the Office of 
Defense Transportation gave a farewell dinner April 22, for 
J. L. White, executive assistant to Director Johnson. The affair, 
held in the LaFayette Hotel, Washington, D. C., was attended 
by Mr. White’s co-workers not only in Washington, but from 
Cleveland, New York City, Chicago, and Wilmington, N. C. 
J. H. Aydelott, vice-president, operations and maintenance de- 
partment, Association of American Railroads, and Samuel Bruce, 
of the traffic department of the Koppers Co., Pittsburgh, were 
co-chairmen of the farewell party. 

The occasion for the party was the imminent departure of 
Mr. White for Turkey, where, for the next two years, he will 
install the American system of accounting on the Turkish rail- 
roads, and make a study of that country’s rate structure. It 
was said at the O. D. T. that W. F. Kirk, western director for 
the O. D. T. at Chicago, and agent of the Commission under 
service order No. 99, with authority to control transcontinental 
traffic, will accompany Mr. White to Turkey, with the job of 
installing American operating methods on the Turkish railroads, 
which are government-owned. . 

It was said Messrs. White and Kirk would probably leave 
the first week in May, when rehabilitation of a ship purchased 
from the Cuban Line by the Turkish government are due to 
be completed. 

C. L. Harrison, assistant to the director of the Commission’s 
Bureau of Service, takes over Mr. White’s duties at the O. D. 'T. 
Mr. Harrison said he was on loan from the Commission, and 
would continue to perform certain administrative duties in the 
Bureau of Service. 


































Oo. D. T. BUDGET ESTIMATE SUBMITTED 

At the direction of President Truman, Director Johnson, of 
the Office of Defense Transportation, has submitted to the Bu- 
reau of the Budget an estimate of the money required for con- 
tinuance of O. D. T. for a year beyond June 30. At the O. D. T. 
it was said that Director Johnson had made no recommendation 
for continuing that body, but that he was instructed to present 
a budget estimate in view of the car shortage situation. 

While the amount requested for the O. D. T. for the fiscal 
year after June 30 was not available, it was understood that it 
was based on maintaining the present O. D. T. personnel, in- 
cluding 29 Commission service agents carried under a special 
fund of the O. D. T., out of which the Commission is reimbursed. 
For the current year, the O. D. T. asked for about $700,000, and 


it is understood the estimate submitted was somewhat below 
that figure. 

















Cc. F. A. GRAIN SHIPPERS PRAISE O. D. T. HEAD 

The Grain and Grain Products Traffic Council, Central 
Freight Association, at its recent meeting in Chicago adopted 
aresolution commending Director Johnson of the Office of De- 
fense Transportation for his efforts to alleviate the car short- 
age. A copy of the resolution was sent to President Truman. 
The council represents grain and grain products shippers in the 
central states and has approximately 60 members. 










Reversal of Division 2 Order in 
Motor Distribution Rate Case Asked 


_ Middle Atlantic States Motor .Carrier Conference has peti- 
tioned the entire Commission “as now constituted” for reargu- 
ment, reconsideration, and reversal of the order of division 2 in 
L and S. M-2501, Distribution Rates—Newark, N. J., to N. J. 
and N. Y. Points. In that proceeding, the division found lawful 
under section 408 of the interstate commerce act proposed sched- 
Wes containing motor common carrier distribution commodity 
fates, amended as proposed by the respondent and with the 
addition of definitions of truckload and carload shipments (see 
Traffic World, February 15, p. 473). Commissioner Splawn 
dissented. 
Under the proposed schedules, said the conference, the re- 
‘Spondent Mahon’s Express, established lower charges, on a num- 
ber of selected commodities, than those contained in its general 
. Those new rates, it said, would apply only out of Newark 
and would be applicable only to less-than-truckload shipments, 
tach to be made on a separate bill of lading. The conference 
Said that the rates would apply under conditions that there 
must previously have occurred within a stated time an inbound 
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shipment to Mahon’s terminal by a railroad, water carrier, or a 
private contract or common motor carrier, “it ing no differ- 
ence whether the inbound transportation was for a long distance 
or a city block away in Newark.” The quantity so previously 
transported, it said, must have been at least equal to a “carload” 
or a “truckload”. It said the consignor at Newark, under the 
rates, to ship out of Newark in Lt.l. quantities by Mahon musé 
be either a freight forwarder or ‘others who employ or utilize 
the instrumentalities or services of Mahon under like condi- 
tions,” and the inbound carload or truckload movement must 
also have been for a freight forwarder “or others” as afore- 
mentioned. 


The conference said parties were all in agreement that un- 
less section 408 authorized both the tariff and the professed 
intended use of it, the plan was not a valid one. It would consist 
only of a tariff containing attempted proportional rates that 
would not be lawful, said the conference, in view of the decision 
of the Commission, affirmed by the Supreme Court of the 
United States in the Chicago Heights Trucking Co. case, 310 
U. S. 344, both because there would be no through route and 
billing, and because of the discriminatory effect of the arrange- 
ment. 


The conference cited eight reasons why its petition should 
be granted. The dissent of Commissioner Splawn, it said, sug- 
gested a basis for at least some measure of reasonable doubt. 
Final decision would be of exceptional importance to everyone 
concerned with land transportation, said the conference, adding 
that if the majority view of division 2 were to prove correct the 
result would be revolutionary. Saying the principal questions 
involved were legal rather than factual, and the particular case 
being suitable to test the meaning of the statute as far as the 
Commission’s authority and duty were concerned, the confer- 
ence asserted that the entire Commission should set forth its 
action and its reasons for that action. In a proceeding of this 
nature, it said, “the full Commission action, even if it were to 
uphold the majority view of division 2, ought not to be sub 
silento in the form of a mere denial of reargument and recon- 
sideration.” 

Since there would probably be, said the conference, a ju- 
dicial review of the final action of the Commission, whatever 
that action might be, it was believed, it said, that the entire 
Commission would appreciate that whatever conclusions the 
Commission might reach would aid the judicial reviewing body. 
The conference also asserted that the division 2 majority had 
given only one reason for its conclusion as to the principal ques- 
tion of law involved, i.e., their understanding that those ques- 
tions of law were decided and truly meant to be decided by the 
full Commission membership in Definition of Freight Consoli- 
dators, 43 M. C. C. 527. The conference said the particular 
issues were not before the Commission and were not decided in 
pone ey adding that Commissioner Splawn agreed. It 
continued: 


Therefore, since the majority of division 2 placed its decision of 
the questions of law entirely upon its interpretation of what the full 
Commission previously had decided in the other case referred to it 
appears to be proper for the full Commission, now is its own separate 
report and order, on review in the present proceeding, to interpret 
for itself the intended meaning of its own previous decision. 


The conference observed that, even if there was seeming 
disposition of the quetions of law in the Consolidators’ case, it 
would be apparent there was “a dearth of explication” to satisfy 
any inquiry as to why the Commission came to any such major 
conclusion other than with respect to the highly restricted facts 
then before it which, the conference said, were quite different 
from the facts in the present case. Moreover, said the confer- 
ence, less than a majority of the Commission, as presently con- 
stituted, voted as a majority in that case. 

Later it said that in the Consolidators’ case Commissioners 
Mahaffie and Splawn had dissented; Commissioners Rogers and 
Johnson did not vote; and two of the present Commissioners 
(Barnard and Mitchell) were not then members and had never 
voted on the question. 


In conclusion the conference said: 


The subject matter of this particular litigation is much too im- 
portant for it to go off to Commission finality the way division 2 left it. 
Any reviewing court would quite likely express discontent that nothing 
was before it from the Commission itself than an opinion by division 2 
to the effect that the questions involved had been previously decided 
in Definition of Freight Consolidators, when, upon careful reading, it 
is so apparent that if that earlier opinion was truly meant to cover the 
subject matter of this litigation the Commission’s intent in that regard 
was inadvertently concealed and no ‘‘explication’’ furnished. The pub- 
lic importance of the issues to shippers and carriers alike deserves 
that a much more comprehensive exposition of the real position of the 
Commission as now constituted should be set forth upon reconsidera- 


tion following reargument, and that the majority view of division 2 
be reversed. 
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S. W. Rails and Midwest Motor Bureau 
Protest Reduced Iron, Steel Rates 


The southwestern railroads and the Middlewest Motor 
Freight Bureau have asked the Commission to suspend items 

and 344 of supplement No. 8 to Warren G. Shayler’s MF- 

. C. C. No. A-3 with respect to reduced rates on scrap iron or 
steel, in straight or mixed truckloads, from Oklahoma City, 
Okla., to St. Louis, Mo., and straight or mixed truckload rates 
on plate or sheet iron or steel articles from Granite City, IIlL., 
° eg Oklahoma destinations, published to become effective 
pr: : - 

The railroads said the protested rate on scrap iron or steel 
was 13 cents a 100 pounds lower than in effect via competing 
motor lines and was lower than the present rail rate, except in 
connection with a minimum weight of 75,000 pounds. The rail 
rates of 36 cents a 100 pounds, minimum weight 50,000 pounds, 
and 30 cents a 100 pounds, minimum weight 75,000 pounds, said 
the protestant railroads, reflected the class 15 and class 12% 
bases of rates, respectively, as related to the class scale pre- 
scribed in the original No. 13535 decision, 123 I. C. C. 203, with 
the various general increases added. These ratings, said the 
rails, were prescribed by the Commission in No. 19919, 164 
I. C. C. 587 and 226 I. C. C. 683 and it would be noted that the 
present rate prescribed for the 50,000 pounds minimum was six 
cents higher than the protested rate of 30 cents a 100 pounds 
peo oT subject to a 20,000-pound minimum. The protestants 
added: 


The protested rates on plate or sheet iron or steel are considerably 
lower than those in effect via competing motor carriers and in almost 
every instance are four cents per 100 pounds lower than the present 
rail rates. The present rail rates represent 32% per cent of the exist- 
ing first-class rate and were prescribed as a reasonable maximum 
basis in Docket 13535, 123 I. C. C. 203. 


The Middlewest Motor Freight Bureau alleged that the 
proposed rates were unduly low and noncompensatory and 
therefore, unjust and unreasonable in violation of section 216 
of the interstate commerce act. 

“Tt is the allegation of your petitioner,” said the bureau, 
“that this respondent has proposed rates on I. and S. scrap ap- 
plying from Oklahoma City, Okla., to St. Louis that will pro- 
duce revenue of 11 cents per truck mile and which amount is 
less than the actual cost of transportation and is unduly low 
and noncompensatory in violation of section 216 (i) of the act, 
which provides that carriers by motor vehicle shall have rev- 
enues sufficient to furnish adequate and efficient transportation 
in the interest of the public.” 


The bureau said the respondent proposed rates on iron and 
steel plate or sheet and other articles from Granite City to 17 
Oklahoma destinations on a basis of rates in effect on March 
20, 1942. It said the respondent was a member of the Middle- 
west Motor Freight Bureau and was a participating carrier in 
item 18110-C, supplement 35, MF-I. C. C. 49, in which class 
33%, minimum weight 18,000 pounds, was provided on the 
commodity in question applying from Granite City to the iden- 
tical destinations to which rates were proposed under the re- 
spondent’s publication for which suspension was requested. 

The proposed rates, said the bureau, would bring an aver- 
age revenue of 24.9 cents a truck mile. It said that estimating 
this figure on a basis of freight-rate increases allowed by the 
Commission at present because of increased operation cost, the 
bureau would add 20 per cent which would make the cost of 
operation approximately 30 cents a truck mile in 1947. 





Motor Vehicle Transportation 
Regulations Opposed 


The Pilot Manufacturing Co., of Caro, Mich., and the Dallas 
& Mavis Forwarding Co., of South Bend, Ind., have filed peti- 
tions to intervene in opposition to regulations established by 
the Commission, division 5, for the transportation of motor 
vehicles, effective April 1. The division’s order was entered 
in Ex Parte MC 4, In the Matter of Qualifications of Employes 
and Safety of Operation and Equipment of Common Carriers 
and Contract Carriers by Motor Vehicle, embracing Ex Parte 
MC 3, In the Matter of Need for Establishing Reasonable Re- 
quirements to Promote Safety of Operation of Motor Vehicles 
Used in Transporting Property by Private Carriers (see Traffic 
World, March 15, p. 793). 

The Pilot Manufacturing Co. asked for stay of the effective 
date of the order, reopening and further hearing, and recon- 
sideration with respect to, among other things, rules relating 
to “marking new tow bars,” restricting the use of tow bar 
fastenings to new cars only, and requiring chains or cables to 
be used in addition to tow bars. 





















TRAFFIC WORLD 


In its petition, the Dallas & Mavis Forwarding Co., said it 
believed that the regulation, article 194.5 (d)(3), prohibiting 
the carrying of vehicles on towed vehicles would not increase 
the safety of driveaway operations but would be conducive to 
increased highway hazards, and asked that this rule of the 
commission’s order in MC 4 be stayed. Instead, it asked adop- 
tion of rule 3.544, relating to carrying vehicles on towed 
vehicles, which, it said, was agreed on between the industry 
and the Bureau of Motor Carriers. 


In a joint petition in Ex Parte MC4, Howard Sober, Inc., 
Kenosha Auto Transport Corporation and Fugate and Girten 
Driveaway Co., Inc., asked for reconsideration of the findings 
and conclusions reached by division 5 in its report establishing 
regulations for the transportation of motor vehicles, to permit 
“double saddle-mounts” in driveaway operations by amend- 
= of rule 3.54 of the revised motor carrier safety regula- 

ions. 


CLARK TRUCTRACTOR PUBLICATION 


_ Celebrating its 12 years of publication, the “Material Han- 
dling News,” published by Clark Tructractor, has a new format. 
Continuing to show action pictures of Clark fork trucks and 
towing tractors, the current issue has an expanded editorial 
treatment. “It will present case studies of installations of Clark 
fork trucks and tractors, and authoritative discussion of mate- 
rial handling problems in many industries,” said J. H. W. 
Conklin, Tructractor sales manager. 


No. 29728, Bowater Paper Co., New York, N. Y., vs. Lehigh Valley. 
Alleges demurrage charges on 34 carloads of newsprint paper 
shipped in the period October 7, 1944, to October 10, 1944, from 
Buffalo, N. Y., to New York City, for free lighterage delivery to 
two ships damaged by enemy war activities and returned to Eng- 
land for repairs, in violation of section 1. Asks reparation. (S. S. 
Eisen, 140 Cedar St., New York 6, N. Y.) 
No. —— Walter Kidde & Co., Belleville, N. J., et al., vs. D. L. & W., 
et al. 


Rates on numerous shipments of carbon dioxide gas liquefied, in 
cylinders, from Belleville to Oakland, Richmond, San Francisco, 
S. San Francisco, and Wilmington, Cal., and to Portland, Ore., in 
the period since March 20, 1944, in violation of section 3, because 
of alleged preference to shippers of carbon dioxide solid. Ask cease 
and desist order, rates, and reparation of $20,000. (L. V. Brandt, 
1811 S. Prairie Ave., Chicago 16, Ill.) 


- 29727, Swift & Co., Chicago, Ill., vs. C. & N. W., et al. 

Rates on numerous carloads of cattle, hogs, and sheep, shipped 
within two years prior to filing of complaint, from various points 
in Nebraska and Colorado to Los Angeles, Calif., in violation of sec- 
tion 1. Asks cease and desist order, rates, and reparation of $5,000. 
(Ross Dean Rynder, 4115 Packers Ave., Chicago 9, Ill.) 


MC C-889, Freight Transportation Engineers, Inc., Chicago, IIl., vs. 
Southern Tier Trucking Co. 

Rates on numerous shipments of ‘‘Hodeiah Kidskins’’ in bales 
since May, 1943, from Middletown, N. Y., to New York, N. Y., and 
Newark, N. J., in violation of section 217(b). Asks cease and desist 
order, rates, and refund. (L. V. Brandt, 1811 S. Prairie Ave., Chi- 
cago 16, Il.) 


MC C-890, Leo’s Stores, Inc., Cincinnati, O., et al., vs. Trucking, Inc. 
Rate on one less-truck-load shipment consisting of 91 cartons of 
bicycles, from Chicago, Ill., to Cincinnati, in violation of section 
217(b). Asks administrative determination of lawfulness of rates 
and that Commission invoke its powers under the penalty provisions 
contained in section 222. (L. V. Brandt, 1811 S. Prairie Ave., Chi- 
cago 16, Ill.) 


No. 29707, Sub. 12, Donovan Contracting Co., 
Canadian National et al. 

Rates on carload shipments of automobile floor, toe, running and 
rack boards, fillers, filler blocks and sills, in the period November 
1, 1944, to August 1, 1945, from Jackson, Miss., to Burlington and 
Winooski, Vt., in violation of sections 1, 3, and 6. Asks cease and 
desist order rates, and reparation of $4,647. (R. F. Bohman, 32 
Pleasant St., Gardner, Mass.) 

No. 29730, Great Atlantic & Pacific Tea Co., New York, N. Y., Vs. 
Maritime Commission et al. 

Alleges charges for wharf demurrage, on shipments of canned 
fruits held at ports of Alameda, Oakland, San Francisco, and Stock- 
ton, Calif., because of strike conditions from dates in September 
and October, 1946, until about November 25, 1946, in violation of 
sections 305 and 306. Asks cease and desist order. (L. Z. Whit- 
beck, 420 Lexington Ave., New York 17, N. Y.) 


Burlington, Vt., vs. 
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C. C. Should Not Issue Car Service 
Rules Examiner Finds 


In a proposed report in No. 29669, Car Service—Freight 
Cars, dealing with the question as to whether the Commission 
should formulate and promulgate car service rules, to replace 
rules published by the Association of American Railroads in 
behalf of rail carriers, Examiner Claude A. Rice has recom- 
mended that the Commission should not promulgate car serv- 
ice rules. He said he found that the views of the participating 
parties, as expressed in the evidence and on brief, were pre- 
ponderantly against the proposal. 

The examiner said comparatively little interest in the 
proceeding was manifested by shippers and receivers in the 
“more easterly and southeastern” parts of the country. After 
a brief review of the car service rules, he said the present 
practice of largely disregarding them resulted in the accumu- 
lation of cars on individual roads and in districts that received 
more tonnage than they originated, particularly in the states 
east of Pittsburgh and Buffalo. 

The examiner reviewed the car relocation orders meant 
to counteract this tendency. On March 1, said he, box cars 
were scattered to such an extent that Class I railroads had on 
their rails but 16.4 per cent of the units owned. He continued: 


If the association or the Commission should now enter an order 
requiring rigid observance of the car service rules, carriers would be 
obliged to immediately start cars rolling in the direction of the owning 
roads, loaded or empty, and, due to cross hauling over direct and in- 
direct routes of empty cars, when loads in the direction of the home 
toad were not available, the aggregate volume of traffic handled might 
be materially reduced. In instantes where carriers have provided them- 
selves with a particular type of car for the tonnage they originate, and 
which terminate but small quantities of interline freight carried in that 
class of equipment, the association by special orders has sometimes 
directed that such cars be returned to the home line immediately after 
being unloaded. An example is the open-top cars of certain coal carriers 
which now are the subject of outstanding orders. Similar orders, in 
addition. to the afore-mentioned car relocation orders, could be entered 
with respect to box cars, purchased by railroads like the Great Northern, 
Northern Pacific, and the Minneapolis & St. Louis, and constructed 
primarily for the carrying of grain and grain products. Many of the 
box cars now being moved to the northwest and central west under car 
telocation orders, while usable for rough freight, are not suitable for 
lie tian like flour without coopering, cleaning, and lining, which 

re e, 


_ Ina discussion of weekly car shortage figures, the exam- 
Iner said the shortages appeared to be due in part to inability 
of the carriers to acquire new equipment in the past few years 
when manufacturers were otherwise engaged at the direction 
of the federal government and in part due to the increase in 
freight offered for movement since the termination of the war. 
The current: post-war freight car shortage, he said, was the 
only severe peace-time car shortage, described of record, that 
had occurred since 1922-1923. He added that the 179,239 car 
shortage reported by the railroads in the latter part of Octo- 
ber, 1922, was more than four times as many as reported for 
the first week of March, 1947. 

After a discussion of the urgent appeals for additional 
box cars from the northwest and the centralwest, and the 
need for cars for the 1947 grain crop, the examiner reviewed 
raceme to box cars on line in the various territories, and 

nued: 


In the following table, compiled from exhibits of record, there is 
Shown for designated railroads in the. Eastern district, Allegheny dis- 
ct, Northwest district, and Central Western district, in columns (1) 
€ number of box cars owned on the dates given, and in columns (2) 


“w! asi relations of box cars on line to box cars owned at those 
Periods, 


Eastern Allegheny Northwest Cent. West 

1946 (1) (2) (1) (2) (1) (2) (1) (2) 
mp 1 eg 157,480 108.7 124,175 100.7 121,835 83.7 139,021 99.6 
ugust 1 ....157,187 109.7 124,219 102.3 121,364 80.7 139,021 97.4 
peptember 1..156,897 110.3 124,058 104.0 120,670 87.0 139,344 98.5 
Uetober 1. ...156,732 108.9 123,818 103.3 120,111 100.0 139,147 97.7 
Ovember 1..156,283 113.6 123,729 104.9 119,936 91.7 138,691 94.1 
ee 1..155,760 112.2 124,012 104.6 119,644 82.7 138,686 94.2 
vanuary 1 ...155,098 107.8 123,918 104.0 119,365 82.9 139,561 95.5 
ebruary 15..155,074 107.0 124,198 103.5 118,987 80.9 139,410 91.4 


In a discussion of causes of car delays, and suggested 





means for overcoming them, the examiner said the simplest 
and most practicable form of penalty, in connection with the 
New Haven, where, he said, reported delays seem to indicate 


‘it had more freight cars on its rails than could be handled 


efficiently, would be a high per diem charge, applicable against 
this railroad and others which accumulated and retained on 
their lines large numbers of freight cars owned by other rail- 
roads. However, he noted, after speaking of per diem rates of 
$5 or $10 a car a day as sums that might be assessed, that the 
question of penalty per diem was under consideration in an- 
other proceeding, and that the suggestion in the instant report 
was without prejudice to conclusions and findings in the other 
investigation. 

The examiner reviewed the position of various parties, 
noting that they were largely opposed to Commission-made 
car service rules, although he said the O. D. T. suggested that 
the Commission order each railroad to file rules with its bu- 
reau of service, which might be made obligatory after hear- 
ing. He said the Association of American Railroads and the 
Class I railroads declared that the distribution and utilization 
of the freight car supply “lie at the heart of railroad opera- 
tion,” and briefly reviewed their position as follows: 


They perceive in the evidence of record no factual support for 
abolition of the present system of private management, and substitution 
of government control, over the handling and distribution of freight 
cars, and no evidence that more efficient use of the existing car supply 
would be accomplished by the promulgation of I. C. C. car service rules, 
They contend that the conditions complained of in the testimony, if 
susceptible to relief through the Commission at all, can be remedied 
by car service orders. They think the promulgation of I. C. C. car 
service rules ‘would result in the establishment of a budding bureau- 
cracy, at variance with American ,traditions, and incompatible with the 
principle of private operation of the railroads. 


The proceeding has been assigned for oral argument be- 
fore the Commission, May 14, in Washington. 


Joint A. ot L.-F. E. foes Line in Fla. 
Everglades Recommended 


A recommendation that it is not necessary for either the 
Atlantic Coast Line Railroad Co. or the Florida East Coast 
Railway Co. trustees to build proposed railway lines in the 
Florida Everglades and that present public convenience and 
necessity require only one line in that territory that should be 
jointly built maintained and operated by the two railroads on 
agreed terms approved by the Commission, has been made by 
Examiner J. S. Prichard in a proposed report in Finance No. 
15335, Atlantic Coast Line Railroad Co., et al. Construction, 
embracing Finance No. 15444, Florida East Coast Railway Co. 
Trustees Construction. 

If the two roads fail to agree to construct and operate a 
joint line as recommended, both applications should be denied, 
said the examiner. — 

Both lines in question were designed for the same general 
purposes, said he, adding that the primary purpose of each was 
to serve the sugar mill of the Okeelanta Growers & Processors 
Cooperative, and that the secondary purpose was to provide an 
outlet for agricultural products, chiefly vegetables, which each 
applicant anticipated would be produced on newly developed 
land along its particular line. 


The proposed line of the A. C. L., said the examiner, re- 
sembled the letter “L” and that of the F. E. C. resembled the 
same letter reversed, converging on the sugar mill from the 
west and east, respectively. 


The A. C. L., said the examiner, desired to construct ap- 
proximately 18 miles of line in Palm Beach county, Fla., ex- 
tending from a connection with its Lake Harbor branch at a 
point about four miles west of Lake Harbor to a point in the 
Everglades about 8.5 miles directly south of that connection; 
thence easterly, about 7.5 miles to the site of the Okeelanta 
sugar mill or sugar interests; thence easterly, about two miles 
beyond the sugar mill, to a point on state highway No. 25. 

The F. E. C. trustees, he said, applied for authority to con- 
struct and operate a branch extending from a connection with 
its Okeechobee branch at a point about two miles east of South 
Bay Station to a point in the Everglades about eight miles 
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directly south of that connection, thence westerly about four 
miles across highway No. 25 to the sugar mill, a total distance 
of approximately 12 miles. 

The territory in which the two roads desired to build their 
lines, said the examiner, was immediately south of Lake Ochee- 
chobee. He said that both applicants, realizing the traffic pos- 
sibilities of agricultural expansion, had been reaching out for 
more territory in southern Florida for many years. 


Traffic Needs Controlling Issue 


The controlling issue in the proceedings, said the examiner, 
was whether the present or prospective traffic needs of the gen- 
eral territory were sufficient to warrant rail-transportation fa- 
cilities, and, if so, whether such needs required the construction 
and operation of either or both of the lines in question, via the 
routes proposed. Continuing, the examiner said: 


From the evidence submitted by both applicants, uncontroverted 
by either, the need for rail-transportation facilities to provide an out- 
let for potential traffic from that territory, particularly from the Okee- 
lanta sugar mill, cannot be doubted. While the sugar interests and 
other land owners in the western area prefer the proposed line of the 
Atlantic Coast, and the land Owners and shippers in the eastern area 
prefer the proposed line of the East Coast, it is clear that the con- 
struction of more than one line of railroad in that territory is unneces- 
sary and would be an economic waste... . 

The contention of the East Coast that it has an exclusive right to 
serve the easterly portion of the territory to be reached by the proposed 
line of the Atlantic Coast is not controlling but the fear that the 
Atlantic Coast may divert some of the East Coast’s existing vegetable 
traffic is not without foundation. Of course the additional traffic -im- 
mediately in prospect for both carriers is the refined sugar and other 
products of the Okeelanta sugar mill... the present lines of the 
applicants skirt the southern shores of Lake Okeechobee and connect 
at Lake Harbor. It would be unreasonable to conclude that any por- 
tion of the territory sought to be served by the proposed line of the 
Atlantic Coast should be held by the East Coast against all competitors. 


The examiner said that since the evidence clearly showed 
the necessity for rail transport facilities to serve the general 
territory south of the lake, the question arose as to which of 
the proposed lines would be of more advantage from the public 
standpoint. 


Landowners’ Interests Conflict 


“The interests of the landowners are conflicting,” said the 
examiner. “Each is in favor of the particular line that would 
be built nearest his property and some of them frankly admit 
that their favoritism may be for selfish reasons.” 

The sugar companies, said the examiner, designated or 
selected the proposed A. C. L. route with a view of obtaining 
maximum advantages in developing their own lands. There 
could be no doubt, he said, that a railroad built most anywhere 
in the Everglades south of the lake would be of immeasurable 
aid in developing the land within its reach. He continued: 


The fact that the land within reach of the proposed line of the 
East Coast is largely developed and has access to highways, while the 
land within reach of the proposed line of the Atlantic Coast is largely 
undeveloped and has no highways, would seem to strengthen the posi- 
tion of the latter insofar as the public need for transportation facili- 
ties to aid development is concerned. However, the merits of the appli- 
cants’ proposals herein seem to be about equally balanced. 


Consideration of the situation in its broader aspects, said 
the examiner, strongly suggested the advisability of the two 
applicants arranging for construction of a joint line in lieu of 
the proposed lines. He said F. E. C.’s present status would 
seem to demand exercise of all possible economy and that such 
an arrangement “surely would not militate against that de- 
mand.” Each of the applicants, he said, would then have an 
equal opportunity to acquire the prospective traffic and neither 
po eae be wholly excluded from the disputed territory. He 
added: 


In the absence of any definite evidence as to the most desirable 
location for a joint line, which is a matter for the applicants to decide, 
it is suggested that it be built in a course following directly south 
from the point where the applicants’ existing lines meet at Lake Har- 
bor, to the east-west right-of-way of the proposed line of the Atlantic 
Coast, and thence over the portion of that right-of-way extending east- 
erly to highway No. 25, a total distance of approximately.15 miles, The 
Atlantic Coast originally intended to build from Lake Harbor in a 
general southwesterly direction, along the west bank of the Miami 
Canal, but finally adopted the route now proposed at the request of 
the United States Sugar Corporation. 


BRIDGEPORT-RYE WATER SERVICE 


‘The Commission’s Bureau of Water Carriers and Freight 
Forwarders, in a proposed report in W-271, Sub. 1, Bridgeport 
and Port Jefferson Steamboat Co., Extension—Rye, N. Y., has 
recommended that the Commission issue a second amended 
certificate and order authorizing the applicant, a corporation of 
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Bridgeport, Conn., to conduct seasonal operation, from June to 
September, inclusive, of each year, as a common Catrier by 
self-propelled vessels in the transportation of passengers be. 
tween Bridgeport and Rye, N. Y. The proposed service, for 
which applicant was granted temporary authority to operate 
until September 2, according to the report, would be an exten. 
sion of applicant’s present seasonal operations of passengers 
and commodities generally between Bridgeport and Fort Jef. 
ferson, N. Y. It said applicant estimated that a minimum of 
30,000 passengers would be transported in the proposed service 
and $45,000 additional revenue would be derived therefrom. 








Recommends McAllister Water Rights 
Denial Be Affirmed 


Examiner L. H. Dishman, in a proposed report in W-81, 
McAllister Lighterage Line, Inc., Contract Carrier Application, 
has recommended, on further hearing, that the Commission 
affirm the findings in the prior reports, 250 I. C. C. 803, and 26) 
I. C. C. 803, that the applicant was not entitled to authority as 
a common carrier by water under section 309(a) of the inter. 
state commerce act. 

Denial of the permit sought under the “grandfather” pro. 
visions of the act was upheld by the federal court for the south- 
ern New York district and the decision of that court affirmed 
by the Supreme Court of the United States in McAllister Light. 
erage Line, Inc. vs. U. S. et al., 327 U. S. 655. 

A petition for reopening was granted, said the examiner, to 
give the applicant opportunity to support its contention that 
diversion of its vessels to war work in New York Harbor from 
1940 until the end of the war was not volunt and constitutei 
an interruption in service not within its control. 

The examiner said the record was clear that the applicant 
was not engaged in operations subject to the act on the “gran¢- 
father” date, and that its contract to handle war cargoes in the 
harbor made after that date were not begun under threat of 
requisition. He also said as to a claim by the applicant that an 
attempt to engage in operations outside the harbor would have 
been frustrated by the Office of Defense Transportation, there 
was no showing that applicant had made any effort during the 
war to utilize its fleet any place except in the harbor. He added 
that the record was not all conclusive that an effort on the ap- 
plicant’s part to engage in transportation essential to the war 
effort — the harbor would have resulted in requisition of 
its vessels, 





AMERICAN BARGE LINE OPERATIONS 


Examiners F. L. Sharp and W. J. Sweeney, Jr., by a pro 
posed report in W-552, American Barge Line Co. Applications, 
have recommended that the Commission issue the applicant an 
amended certificate authorizing continuance of operation as a 
common carrier by non-self-propelled vessels with the use of 
separate towing vessels in the transportation of commodities 
generally between ports and points on the Mississippi River 
above St. Louis, and between ports and points on the Mississippi 
River above St. Louis and ports and points on other waterways 
which it is authorized to serve, and between ports and points 
on the Tennessee River from Chattanooga, inclusive, to its 
mouth and ports and points on the Mississippi River and the 
Ohio River and their tributaries which it is authorized to serve, 
but not including service between ports and points on the 
Tennessee River. 

_The examiners also recommended denial of application for 
towing rights and for certificates under section 309(d) of the 
interstate commerce act authorizing extension of service on the 
Tennessee River above Chattanooga, Tenn. The report said the 
record failed to show that the applicant had performed towage 
for shippers or other water carriers subject to the act, on the 
upper Mississippi or Tennessee Rivers, and that its application 


to conduct general towage operations on these rivers should 
be denied. 





























Proposed Reports 


Peanuts 


No. 29604, De Soto Candy Co. vs. Atlantic Coast Line Rail- 
road Co. et al. By Examiners C. E. Stiles and A. L. Corbin. 
Recommended that Commission dismiss complaint and find not 
shown unreasonable or unduly prejudicial rates on raw shelled 
peanuts, not salted, in bags, in carloads, from various points in 
the period from January 1, 1944, to September, 1946. The re 
port said that nothing in the recommendation should be cot- 
strued to prohibit defendants from establishing a rate that was 
less than the reasonable maximum rate from the origin points 
involved to Miami providing that such a rate, if established, 
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April 26, 1947 


would not be a burden on the present rate structure in this 
territory. The report said that the rates paid, whcih were class 
%5-V rates, ranged from 66 to 71 cents a 100 pounds and were 
subject to a 30,000-pound minimum, although the actual weight 
of the shipments conformed to Office of Defense Transportation 
order No. 18 providing for a minimum loading of 50,000 pounds 
on shelled peanuts. 










Razor Blades 





No. 29626, Gillette Safety Razor Co. vs. Acme Fast Freight, 
Inc. embracing Same, Sub. 1, Same vs. Universal Carloading 
& Distributing Co., Inc., et al. By Examiner E. L. Boisseree. 
Recommends dismissal of complaint and a finding that since 
November 1, 1942, the rating applicable to the transportation 
of razor blades, in boxes, less than carload, from Boston, Mass., 
to destinations in Southwestern and Western Trunk Line terri- 
tories was and is column 70. The report said the sole question 
presented was one of tariff interpretation. 
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a Tacoma Port Switching Services 
rity as No. 29628, Status of the Port of Tacoma, Wash. By Ex- 
inter-§ aminer Leonard Way. Recommended that the Commission 






should find that the Port of Tacoma’s transportation services 
in switching cars in connection with its operations as an ocean 
terminal are those of a wharfinger as defined in Status of 
Wharfingers, 251 I. C. C. 613, and are. not transportation as a 
common carrier by railroad subject to provisions of the inter- 
state commerce act. Recommended that the Commission should 
further find that if the port switches the traffic for industries 
operating in the port area without charge to the industries and 
without receiving an allowance or ne coma from trunk 
line railroads or the Municipal Belt Railway of Tacoma, it is 
not and will not be a common carrier subject to the act, as it 
would be receiving no compensation for the transportation of 
property of such industries. The report said the port would be 
expected to advise the Commission within 30 days whether it 
had ceased from the acceptance of any allowance or compensa- 
tion for such transportation. The instant proceeding was an 
investigation instituted by the Commission, on its own motion, 
to determine whether the port railway operations were trans- 
portation. 
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Dismantied Houses 






MC C-506, Bush Construction Co., Inc., vs. Arthur J. Plat- 
ten, dba Trailer Transport Co. By joint board No. 57. Recom- 
mended that the Commission close the proceeding and find: (1) 
That defendant performed the transportation by motor vehicle 
of mixed truckload shipments of set-up sections of dismantled 








a pro-@ houses and related articles, from Windham, O., to Royal Oak 
sations, # Township, Mich.; (2) that defendant had no appropriate oper- 
vant ang ating authority authorizing performance of the transportation; 
n as a@ (3) that the tariff rates charged or demanded by defendant 














were inapplicable on transportation performed by defendant; 
(4) that the defendant’s operations in transporting the com- 
plainant’s shipments were those of a common carrier by motor 
vehicle; (5) that at no time were any common-carrier rates 
fled, maintained, or applicable on behalf of defendant for 
transportation of the shipments under consideration; and (6) 
that the rates charged or demanded by the defendant for the 
transportation of mixed loads containing so-called box or heater 
sections and component parts or miscellaneous articles were 
and are unjust and unreasonable to the extent the charges a 
load exceeded charges based on the following rates: $154 for 
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ion fori the first 14,000 pounds or fraction thereof in the mixed load, 
of the plus $14.41 a ton of 2,000 pounds, subject to no minimum, on 
: = bn the weight, if any, in excess of 14,000 pounds. 

said the 

towage Automobile Parts 

on the 

lication No. 29554, Dorsey Brothers et al. vs. A. C. L. et al., em- 
should bracing No. 29580, Same vs. Same. By Examiners C. E. Stiles 





and Walter D. McCloud. Recommend that the Commission find 
inapplicable, in the title case, fifth class rates of $1.13 a 100 
pounds from Detroit, Mich., and $1.12 from Lansing, Mich., 
charged on automobile parts to Elba, Ala., consisting of side 
or locking rings in mixed carloads with automobile wheels or 
brake drums; and that the applicable rate was the 6th class 














re Rail-§ "te of $1 based on the actual weight of the rings. Reparation, 
Corbin. with interest, proposed. Also recommend finding that rates 
find not charged on automobile parts in straight or mixed carloads from 
shelled Chicago, Ill, Cleveland, O., Detroit and Lansing, Mich., Erie 
oints ing ®8d Monongahela, P., to Elba, Ala., were not unreasonable 
The re- but unduly prejudicial; that rates to Birmingham, Charlotte, 





emphis, New Orleans and Savannah were unduly preferential 
of manufacturers of truck trailers at those points. The report 
recommended that the undue prejudice be ordered removed. 
e report dealt with shipments received after June 4, 1944. 
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Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’’ type, with name of town or 
city following.) 


Massachusetts (Boston)—-MC 35438, Sub. 2, W. F. Prout 
& Sons (Corrected Report). Certificate proposed. Household 
goods between specified Mass. points, on the one hand, and, on 
the other, all points in Conn., Me., N. H., N. J., N. Y., Pa., R. L., 
and Vt., over irregular routes. 

Massachusetts (Holyoke)—-MC 107518, Stanley Lazarus and 
Christian Ibsen, dba Christian Trucking Co. (Corrected Report). 
Denial of permit proposed. Prefabricated houses, in sections, 
including hardware, plumbing, electrical fixtures, and acces- 
sories, glass, and other component parts necessary to erect and 
completely equip a house, from Westfield, Mass., to points in 
Conn., Me., N. H., N. J., N. Y., Pa., R. L., and Vt., and rejected 
shipments on return. 

Colorado (Denver)—MC 107839, Sub. 1, Denver-Albu- 
querque Motor Transport, Inc. Certificate proposed. Meats, 
meat products, meat by-products, dairy products, articles dis- 
tributed by meat packing houses, and fresh and frozen fruits, 
vegetables, and fish, over described regular routes, between 
Denver and Albuquerque, Los Alamos, and Santa Fe, N. M., 
serving specified intermediate points, with no service between 
Santa Fe, on the one hand, and, on the other, Los Alamos and 
Albuquerque. 

Massachusetts (Boston)—-MC 106804, Sutcliffe Storage & 
Warehouse Co., Inc. Denial of certificate proposed. Passengers 
and their baggage, having an immediately prior or subsequent 
movement by airplane, or in connection with or in lieu of trans- 
portation by airplane, between Boston and Bedford, Mass., on 
the one hand, and, on the other, points in Mass., R. I., Conn.., 
Me., N. H., Vt., N. ¥., and N. J., over irregular routes. 

Colorado (Durango)—MC 106587, Navajo Trails, Inc. De- 
nial of certificate proposed. Passengers and their baggage, and 
express, mail and newspapers in the same vehicle, between 
Albuquerque, N. M., and Sait Lake City, Utah, and return, 
over a described route, serving all intermediate points, except 
Bernalillo, N. M. 

Pennsylvania (Mt. Holly Springs)—-MC 95813, Sub. 1, 
E. B. Neff. Certificate proposed, with removal of duplications. 
Over irregular routes, (1) canned goods from points in a de- 
scribed area of Cumberland county, Pa., to specified points in 
N. Y., N. J., Del., Md., and to Washington, D. C.; (2) wood 
pulp from Mt. Holly Springs, Pa., to Jersey City, Elizabeth, 
and Spotswood, N. J.; (3) wood pulp from New York, N. Y., and 
specified N. J. points to Mt. Holly Springs; (4) paper and 
paper products from Mt. Holly Springs to specified N. J. points; 
(5) machinery and supplies used in, connected with, or in- 
cidental to, the manufacture of paper and paper products, from 
Harrison, Jersey City, Elizabeth, and Spotswood, N. J., to 
Mt. Holly Springs, Pa. 

Washington (Seattle) —-MC 79690, Sub. 6, South Bay Motor 
Freight Co., Inc. Certificate proposed. Over irregular routes, 

(1) seafoods, unprocessed, to processing plants between points 
in Wash. on and west of U. S. highway 99, on the one hand, 
and, on the other, points in Ore. on, north or east of U. S. high- 
way 30 between Astoria and Portland, Ore., inclusive, and 
north of U. S. highway 101 between Astoria and Warrenton, 
Ore., inclusive; and (2) ice in the packing or preservation of 
seafoods between the points enumerated in (1) aforementioned, 
but not restricted to processing plants. 

California (San Francisco)—-MC 66982, Sub. 1, A-B-C 
Transfer & Storage Co., Inc. Denial of certificate proposed. 
Household goods between points within 50 miles of San Fran- 
cisco, including that city, and between points and places in 
San Francisco, over irregular routes. 


Oklahoma (Tulsa)—MC 63994, Sub. 6, A. C. Clark, dba 
A. C. Clark Trucking Co. Certificate proposed. Machinery, 
equipment, materials, and supplies used in, or in connection 
with, the discovery, development, production, refining, manu- 
facture, processing, storage, transmission, and distribution of 
natural gas and petroleum and their products and by-products, 
between points in Tulsa, Okla., on the one hand, and, on the 
other, points in Ark., La., Miss., Colo., and Wyo., over irregular 
routes, subject to condition that the proposed rights shall not 
be combined with rights heretofore granted for the purpose of 
engaging in transportation of shipments other than those orig- 
inating at or destined to points in Tulsa county. 

Colorado (La Jara)—-MC 58166, Sub. 3, Fred T. Gibson. 
Certificate proposed. Over irregular routes, between specified 
Colo. and N. M. points, livestock, hay, grain, and animal feeds, 
and farm machinery and parts, farm implements and parts, 
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seeds, feeds and fertilizer, and between specified Colo. points, 
wool, in grease. 

New York (Rochester)—MC 52633, Sub. 34, Mathews 
Trucking Co. Certificate proposed. Over irregular routes, 
meats, meat products, and meat by-products, and dairy prod- 
ucts, frozen foods, and fresh fruits and vegetables, from points 
in Tenn., to points in 11 states, and rejected shipments on re- 
turn, through W. Va., for operating convenience. 

Alabama (Anniston)—-MC 35384, Sub. 1, Anniston Motor 
Express, Inc. Denial of certificate proposed. General commod- 
ities, with exceptions, between Anniston, Ala., and Atlanta, 
Ga., over U. S. highway 78, serving all intermediate points, 
with no transportation of traffic between Atlanta and Birming- 
ham, Ala., in connection with presently authorized operation. 

Oklahoma (Ada)—-MC 9873, Sub. 4, Denco Bus Lines, Inc. 
Certificate proposed. Passengers and their baggage, and ex- 
press, mail and newspapers in the same vehicle, between speci- 
fied points in Okla. 


LC Cc Receives Pacific Coast 
Rail and Water Proposals 


Pacific Coast water and rail carriers have filed rate in- 
crease proposals with the Commission pursuant to directive 
of the Commission in No. 29721, All-Rail Commodity Rates 
Between California, Oregon and Washington, and No. 29722, 
Pacific Coastwise Water Rates, which were made the subject 
of investigations under the request of the Maritime Commis- 
sion and the War Shipping Administration for an investigation 
of all water-competitive railroad rates, Ex Parte 164 (see 
Traffic World, April 5, p. 1092). 

The water carriers said they proposed an increase in all 
commodity case rates via water (prior to September 26, 1946) 
of 50 per cent, the resulting rates to be subject to Ex Parte 
162 increases. The railroads said that, after consideration of 
their understanding of the proposed coastwise rates, they had 
determined it would be feasible to increase the maximum rail 
rates between California, Oregon and Washington to the ex- 
tent sought in Ex Parte 162, but which they did not receive, 
with certain exceptions. 

Meetings between the rail and water carriers were held 
April 9 and April 11, according to the Pacific Coastwise Confer- 
ence, which said the railroads had declined the proposal of the 
water carriers “on the basis that the proposal did not give 
due regard to various competitive influences, such as truck 
rates or charges and rail rates from other competing territories 
not involved in the proceedings.” 


The rail proposal, said the conference, would afford “but 
scant” relief to the water carriers and would not reflect a rea- 
sonable level of rail rates considering Pacific Coast operating 
conditions, and that revenues of the steamship lines under their 
alternative would be entirely insufficient to permit private serv- 
ice on termination of government operation, June 30. 


“Although it is our understanding that the rail lines will 
give further consideration to their maximum rate structure, 
provided the water lines publish or publicly announce what 
rates they desire,” said the conference, “there is no assurance 
under such a program that rates may be properly adjusted 


to the level necessary to insure private steamship operations 
by June 30, 1947.” 


Appended to the conference communication was a list of 
commodities named in the appendix to the order of investiga- 
tion in No. 29722, carrving present coastwise steamer base 
rates and minimum weights, proposed coastwise steamer base 
rates, and proposed all-rail base rates, which, the conference 
said. was believed should be established in order to provide 
equitable distribution of traffic. It continued: 


Particular attention is directed to the fact that the rates proposed 
are base rates and not inclusive of Ex Parte 162 increases. What the 
water carriers seek to accomplish is to increase all rates wherever 
possible to the amount of fifty (50%) per cent above the level of the 
June 30, 1946. base and to add on to such increased rates the additional 
increases authorized in the Interstate Commerce Commission’s docket 
Ex Parte 162. It does not follow that all rates in this exhibit are 
to be increased under this proceeding. No increase is proposed on 
those water rates which, under the above formula, were increased 
September 26, 1946, to the full amount of fifty per cent. 


The water carriers also attached a supplemental list of 
what they said was a representative group of commodities that 
should have been included in the procéedings, commodities they 
said moved in large volume via the water route prior to the 
war. Some were now moving via water, they said, but to 
a very limited degree, and that the steamship lines sought rate 
relief on all those commodities. 

The conference said “we are also prepared and anxious” to 
follow a similar program of publication throughout its tariffs 
providing the issues in the proceeding might be broadened “to 
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the entire Pacific Coast water carrier situation,” and that at 
hearing it would submit an exhibit showing proposed carload 
commodity rates “for the entire tariff concerning which pro. 
posed tariff modification the public has been notified.” 


The Water Carrier Proposal 


The conference said the water carrier operators had, on 
September 26, increased all rates 50 per cent in addition to the 
increases authorized in Ex Parte 162, excepting on commodities 
on which the rail lines maximum rates held as a ceiling. It said 
the water lines had not changed their position in this respect 
and felt increased costs of postwar operations should be shared 
by shippers of all commodities, rather than a limited number 
identified by the list of commodities in the appendix to the 
order of investigation. It continued: 

If the Commission permits the establishment of water rates on the 
basis proposed by the water lines. the order should include authority 
for corresponding increases in joint rates with other carriers. It {s 
apparent, therefore, that this will also necessitate an increase in the 
compétitive all-rail rates. If the connecting carriers participating in 
joint rates with the steamship lines do not voluntarily agree to make 
corresponding increases in the joint rates to an extent at least equal 
to the increase authorized in these proceedings for the all-water rates, 


then the water carriers will have no alternative but to take appropriate 
steps to cancel the joint rates. 


All carriers participating in Agent C. R. Nickerson’s freight tariff 
No. 29, U. M. S. C. No.1, . . . and freight tariff No. 28-A, MF-ICC 
No. 2, have been requested to indicate their concurrence in the pro. 
posed rate structure. 

The water carriers proposed that there be a total differen. 
tial of 20.36 cents a 100 pounds on the rail commodity rates 
above the water rates between San Francisco and north coast 
ports; 20.52 cents between Los Angeles and north coast ports; 
and 14.52 cents from San Francisco Bay, and 14.02 cents from 
Los Angeles Harbor, on traffic from or to interior points tribu- 
tary to ports, plus line haul to or from interior points, and, in 
each case, “plus intangible.” 

As to the proposed joint water-rail haul, it said rail and 
water lines were to publish joint through class and commodity 
rates between California interior points tributary to the ports 
on the one hand, and north coast ports as well as interior points 
tributary to the ports in Oregon and Washington on the other 
hand, based on combination of local rates over the ports. 


Rail Proposal 


The rail rates proposed to be increased, said the railroads, 
were on the commodities northbound and southbound. as indi- 
cated in the appendix to the order of investigation, except that 
no increases were proposed on: 


(a) Items 4310 and 4320, P. F. T. B. tariff 1-S, Agent J. P. Haynes, 
I. C. C. 1352. Alcohol, N. O. S. To increase the alcohol rates would 


—o north and south Pacific coast rates above the trans-continental 
rates. 


(b) Item 6180. P. F. T. B. tariff 1-S, Agent J. P. Haynes, I. C. C. 
1352, Infusorial Earth. To increase the Infusorial Earth rates would 


disturb the relationship existing between Terrebonne, Ore., and the 
California and Nevada producing points. 

(c) Items 9080 and 9110, P. F. T. B. tariff 10-S, Agent J. P. 
Haynes, I. C. C. 1352, Gypsum and Plaster. To increase the gypsum 
and plaster rates without corresponding increases from Montana and 
Utah producing points, which rates are not the subiect of this investiga- 
tion, would be contrary to the Commission’s decisions in dockets 18909 
(181 I. C, C. 360) and 20110 (151 I. C. C. 69). 


The railroads appended an exhibit showing present and pro- 
posed rail rates on such of the commodities shown in the an- 
pendix to the order of investigation that were not afforded the 
full increase sought in Ex Parte 162. 

The railroads said they recognized there were probably in- 
stances where maximum rail rates between California, Oregon 
and Washington should be further adjusted, but that time did 
not permit proposing such additional adjustments which, they 
said, necessarily must take into consideration relationships be- 
tween producers or receivers and motor truck competition as 
well as other factors. They continued: 


These rail line respondents will give consideration to further adjust- 
ment of their maximum rates on the same commodities after the water 
lines either publish or publicly announce what rates they desire to 
establish between California ports and the north coast ports. Each 
proposal would be covered by separate application and would be pro- 
gressed in the regular manner, advice being given to the public as 
to what rates are being considered. 


PROPOSED F. C. C. RULES FOR RAIL RADIO 


The Federal Communications Commission has prepared 4 
set of proposed rules and regulations and amendments of exist- 
ing rules and regulations in its docket No. 8294, Exverimental, 
Emergency, Miscellaneous, Railroad and Utility Radio Services, 
and, in its notice of proposed rule making, has provided that 
interested parties objecting to the new or revised rules and 
regulations or to their adoption in the form set forth by the 
F. C. C. should file written statements or briefs with the 
commission on or before May 20. 
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April 26, 1947 


Commission Hears Argument in 
Eastern Fare Increase Cases 


Status of Commission’s authority under section 13 of 
the interstate commerce act, and of outstanding 13th- 
section orders discussed. New York and Ohio com- 
missions assert primary jurisdiction over intrastate 
fares. Changes in act in 1933 held to have altered 
scope of Commission’s power 


The Commission heard argument in Washington April 17 
in No. 29711, Increased Passenger Fares, Eastern Railroads, and 
No. 29678, Increased Passenger Fares, New Haven R. R. 
Sitting in cooperation with the Commission were H. L. Mason of 
the Ohio Public Utilities Commission and T. A. Flaherty, of 
the Department of Public Utilities of Massachusetts. 

No. 29711 involves a request of eastern railroads for au- 
thority to increase coach fares from 2.2 to 2.5 cents; first-class 
fares from 3.3 to 3.5 cents; and minimum one-way fares from 
10 cents to 15 cents. The railroads also asked certain increases 
in commutation and other forms of multiple fares, but that 
phase of the application has been assigned for hearing, sepa- 
rately from the coach and first-class fares, in Brooklyn, April 
92 (see Traffic World, March 8, p. 713). 

No. 29678 involved similar requests by the New Haven. In- 
crease in its basic fares were granted to give it a 2.5-cent coach 
fare, a 3.5-cent first-class fare, and a minimum fare of 15 cents 
(see Traffic World, April 19). 

Argument in No. 29711 was limited to ihe interstate basic 
fares and intrastate phase; in No. 29678, it was limited to the 
New York state intrastate phase. 

Thomas P. Healy, general solicitor of the New York Cen- 
tral System, represented the railroads in No. 29711. H. D. 
Boynton spoke for the New Haven in No. 29678. Joseph J. 
Doran appeared for the New York Public Service Commission, 
and William V. Blake, for the Public Utilities Commission of 
Ohio, and argued that the railroads should présent their peti- 
tion to those state commissions rather than seeking the in- 
creases through modification of outstanding 13th-section orders. 

Mr. Healy discussed the need of the petitioning railroads 
for increased revenues; the judgment of the railroads that their 
revenue position would be bettered because the increases would 
produce substantial net revenues; and the modification of the 
outstanding section 13 orders. As to the need for increased 
revenues, he said the increased operating expenses, including 
those incurred after the railroad petition for a general freight 
increase was filed, applied to all services, freight and passenger, 
interstate and intrastate, and that “to the greatest extent possi- 
ble each service should conribute towards meeting the increased 
expenses.” 

In a review of testimony offered at hearing in these pro- 
ceedings in Washington beginning March 31 (see Traffic World, 
April 5, p. 1093), Mr. Healy said operations of the Pennsylvania 
Railroad for the first two months of 1946 resulted in a deficit 
In net income of nearly $10 milion dollars, and that, for the 
first three months, the New York Central estimated its deficit 
in net income would be about $3 million dollars. He also said 
that, while the New York Central had more than doubled pas- 
senger revenues, 1946 over 1936, the deficit in net railway oper- 
ating income in each of those years was about $8,000,000. De- 
creases in gross below wartime levels revenues of the Pennsyl- 
vania, the N. Y. C., the Baltimore & Ohio, and other eastern 
railroads had nothing to do with the fare structure, he said. 

As to outstanding section 13 orders affecting intrastate 
fares in New York, Ohio, Michigan and Illinois, in effect since 
1920, he said New- York and Ohio had questioned the propriety 
of modifying those orders. He added that “the petitioning rail- 
Toads say that the propriety of such modification has been 
Clearly established and is necessary in the present emergency.” 

Commissioner Mahaffie asked if any estimate had been 
made recently of the amount of transportation performed free. 

. Healy said he had seen no recent check, but agreed with 
a further remark of the commissioner’s that there had been a 
diminution in the past 10 years, adding that restrictions estab- 
lished five years ago eliminated exchange transportation of 
those who did not give a substantial portion of their time to 
the railroad business. 

Commissioner Lee asked what had been the result of the 
Prescription of 3-cent Pullman and 2-cent coach fares in 1936, 
and Mr. Healy said it was a “nice question,” since it could not 

determined whether increased rail revenues in 1937 resulted 


from the lower fares or from the better general business con- 
ditions of that year. 


New Haven Argument 


For the New Haven, Mr. Boynton said the increases re- 
ant granted in basic fares had been filed to become effective 
pPril 17, He said basic one-way intrastate fares in New York 
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had been, since some time in 1920, maintained at the same level 
as interstate fares in compliance with the 13th-section order 
No. 11623, as subsequently modified. He referred to a memo- 
randum, with respect to the propriety of invoking the out- 
standing 13th-section order, made public by the Commission on 
the day of argument, and said the supplemental petition of the 
New Haven for modification of the order was appropriate, 
timely, and necessary. He said the order required the New 
Haven to maintain certain basic one-way fares for intrastate 
transportation in New York and that those fares could not be 
changed without the consent of the Commission. Thus, he said, 
this was not a “by-passing” of the New York commission be- 
cause the prior action of the Commission deprived the New 
York body of all authority over the fares in question for so 
long as the order remained in effect. 

The increase in intrastate fares in New York, he said, 
would produce $336,000 annually. He asked that the request 
of the New York commission for dismissal of the petition for 
modification of the 13th-section order be denied. 


New York State Authority 


Mr. Doran said the authority of the Commission over intra- 
state fares was only in section 13 and might be exercised only 
in the manner provided in that section according to the inter- 
pretation by the Supreme Court of the United States. He said 
such interpretation had laid down well-recognized rules that 
section 13 orders must meet a high standard of certainty and 
that there could be no presumption to supplant the primary 
jurisdiction of the state over intrastate fares. 

He said it would be interesting to go back over the situa- 
tion in which New York state was “ousted” from its jurisdiction 
over intrastate fares. He reviewed the proceeding in Ex Parte 
74, 58 I. C. C. 220. Referring to statutory limitations on pas- 
senger fares in that state, he said the carriers did not choose 
to base their case for increases on section 49 of the state rail- 
road law, under which the state commission might grant in- 
creases exceeding the limitations if necessary to yield reason- 
able compensation, but had based their case solely on the 
ground that as a matter of federal law the New York intrastate 
fares “had to equal those authorized by the Commission in Ex 
Parte 74.” On this basis, he said, the New York commission 
had denied the petition. 


In answer to questions by Commissioner Rogers, Mr. Doran 
expressed the view that, if the Commission did nothing in this 
case, the carriers could go before the New York commission 
and that the latter body could make changes in the rates with- 
out the Commission doing anything about the outstanding order. 
Commissioner Mahaffie asked if the New York commission had 
ever exercised its authority under section 49, and Mr. Doran 
said he did not think so until recently, citing Queen-Nassau 
Transit Lines vs. Maltby et al., 188 Misc. 424, 271 Appellate 81. 

He said he thought the dissenting opinion of Commissioner 
Eastman in No. 11623, Rates, Fares and Charges of N. Y. C. 
R. R..Co., 59 I. C. C. 290, was adopted by the Supreme Court, 
having in mind the substantial change in section 15 (a) of the . 
interstate commerce act, in the case of North Carolina vs. 
United States, 325 U. S. 507, from which he quoted to the effect 
that Congress, in 1933, had abandoned “the income pooling 
system,” by which, under the 1920 act, the national railway 
system was treated as a unit, and rewritten the rule of rate 
making so that, while the Commission was to give consideration 
to the need of adequate and efficient rail service at lowest cost 
consistent with furnishing such service, and to the need of suffi- 
cient revenue, “the rates were no longer to be treated on a 
national basis as though all railroads constituted one system.” 

Mr. Doran argued that, under the 1933 change in the law, 
the Commission could not issue a “sweeping” statewide order. 
Answering a question by Commissioner Alldredge as to whether 
or not a decision under section 49 of the New York law would 
not require engineering and accounting studies to separate pas- 
senger and freight revenues, Mr. Doran said what could be done 
under that section ought to be worked out by the state author- 
ities. 

Commissioner Mitchell asked if a finding by the Commis- 
sion of an effect on interstate traffic because of lower intra- 
state rates would not be sufficient to order an increase in intra- 
state rates; Mr. Doran said he did not think so. He said if it 
were assumed to be a section 13 proceeding, the Commission 
would have to have as a prerequisite evidence on which to make 
a finding that intrastate fares were not compensatory and did 
not cover the cost of the service. Although Commissioner Rogers 
said the thought such evidence was in the record, Mr. Doran 
said he thought such evidence was in the record, Mr. Doran 
ing could be made. He said “you have a composite picture— 
system operations.” He added that figures on intrastate traffic 
introduced for some of the railroads did not establish that intra- 
state fares were not compensatory. 


Chairman Aitchison asked how the New York commission 


had allowed the matter to “go on 14 years after 1933,” and Mr. 
Doran replied that he had “very frankly” admitted on brief that 
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the existing order as modified was in effect until annulled, modi- 
fied or canceled. Otherwise, he said, it could have been asserted 
that the New York commission had failed in its duty. 

In a further series of questions, Commissioner Rogers, after 
Mr. Doran had said that under the Supreme Court interpreta- 
tion, the Commission could not modify the old order and so do 
what the court had said it could not do by issuing an original 
state-wide order, asked if the Commission could take that ac- 
tion “on this record.” Mr. Doran said it could not, adding that 
“you have to have a section 13 proceeding. This is a general 
revenue case.” Commissioner Rogers said evidence had been 
taken on the fourth section order, and asked if the Commission 
could act if it met the rule of the North Carolina case. Again 
Mr. Doran said: “No, not in this case.” 

In answer to a question by Commissioner Splawn, Mr. 
Doran said he thought the outstanding order valid until an- 
nulled or modified, but added he did not think it was a valid 
exercise of authority. 


Ohio’s Position 


Mr. Blake, referring to the chairman’s question about the 
fact the New York commission had not acted in connection with 
the section 13 order, said the Ohio commission had been “a 
little asleep” because on three occasions the railroads had 
come to Ohio for increases rather than asking for reestablish- 
ment of the 13th section order. 

He argued that there had been many changes in conditions 
since the decision in the Ohio case, No. 11830, 60 I. C. C. 78; 
that the fares now in effect were under action of the Ohio com- 
mission and not as a result of section 13 action; that the intra- 
state fares now in effect were the same as the interstate fares; 
and that the railroads, on previous occasions, had recognized 
the jurisdiction of the Ohio commission. They must first ex- 
haust remedies in Ohio he said, before section 13 could be 
invoked. 

He said that, in the instant proposal, instead of finding dis- 
crimination against interstate traffic, there would be discrimina- 
tion against intrastate traffic, by reason of cancellation of round- 
trip rates under 200 miles in Ohio, saying few distances within 
the state were over 200 miles. 

Commissioner Mahaffie asked about limitations in fares 
under Ohio law, and Mr. Blake said they had existed since 1886, 
but that the Ohio commission, in permitting the Ex Parte 148 
increases to be made intrastate, had recognized an emergency. 
Asked by the Commissioner if he would make it a point to say 
that, the emergency.being over, the Ohio commission would not 
have the power to exceed the statutory limits, Mr. Blake said 
he could not say how the Ohio body would find, and in answer 
to a further question as to its power to exceed the statute, Mr. 
Blake said he could only say it had done it in the past because 
of the war emergency. 

He said he was not attacking the 13-section order as orig- 
inally issued, but because, three times, the carriers had “‘come to 
Ohio,” so that the order was no longer effective. By their ac- 
tion, he said, the carriers had given up what they had under 
section 13 order. 


New Haven Asks 20 Per Cent 
Increase in Commutation Fares 


Officials of the New York, New Haven & Hartford Railroad 
appeared to testify in behalf of the road’s petition for a 20 per 
cent increase in commutation fares, at the hearing April 22 
in the Hotel St. George, Brooklyn, in No. 29678, Increased Pas- 
senger Fares, New Haven Railroad. New Haven officers told 
Commissioner Rogers and Examiner Fuller that although one- 
way fares had been increased, and although increases had been 
requested for mail and express, commutation fares have re- 
mained unchanged since 1925. (The hearing in No. 29711, 
Increased Passenger Fares, Eastern Railroads, began April 23.) 

The New Haven petition was vigorously opposed by spokes- 
men for various communities along the railroad’s right of way, 
and by leaders of commuter groups organized to oppose the 
increase, 

G. T. Carmichael, New Haven vice president, presented a 
number of exhibits relating to the financial condition ‘of the 
railroad. His figures showed a deficit of $6,365,788 for 1946 
after federal income tax carry-back credit. The estimated loss 
after federal income tax carry-back credit for 1947, based on 
figures for the first three months of the year, was $4,055,000. 
He revealed that total increased revenue resulting from freight 
express, and basic one-way passenger rate increases already 
granted would amount to $19,350,000 while operating expenses 
would increase $21,200,000. He said that the railroad had con- 
tracted to spend in excess of $30,000,000 for new and improved 
equipment in order to give better service; that the program 
visualized completion of deliveries in 1948; and that the increase 
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in commutation fare was necessary in order to help pay for the 
contemplated improvements. 

Frank J. Wall, traffic vice-president of the railroad, esti. 
mated that the proposed 20 per cent increase would increase 
revenues by over $408,000. He said that the public in genera] 
“and our commuters in particular, know and understand the 
tremendous increases which the New Haven has incurred dur. 
ing the past few years in tre form of increased wages and 
increased cost of materials and supplies, including fuel.” 

He said that as a result of increased expenses, the railroad’s 
passenger service has been operated at a very heavy loss for 
more than a year. 

Mr. Wall asserted that “our monthly commutation fares 
are the same today as they were in 1941. We have proposed 
an increase of 20 per cent. Our one-way fares in coaches today 
are 25 per cent higher than they were in 1941. With the excep- 
tion of certain heavy tonnage commodities, the New Haven’s 
a rates generally have been increased 25 per cent since 

He pointed out that wages and salaries generally had in- 
creased substantially during and subsequent to the war and 
that, as a result, the increase would represent a smaller part 
of the income of the great majority of commuting passengers 
than at any time in the past. 

Commuters Say Present Rates High 


Spokesmen for New York and Connecticut towns on the 
New Haven right of way and for commuter groups pointed out 
that New Haven rates are 22 per cent higher than New York 
Central or Long Island rates for comparable service. They 
maintained that an increase of 20 per cent would bring New 
Haven rates up to 50 per cent over other railroad rates. In- 
stances were given where New Haven rates are higher betwen 
the same points over parallel trackage. They also pointed out 
that the New York Central makes available 12 and 26 ride 
tickets, whereas the New Haven sells only 60 ride tickets. They 
contended that few, if any, people ride every day of the month; 
that, to the contrary, most people work only five days; and that 
therefore many of the tickets were useless. 

They assailed the use of the first three months of 1947 com- 
pared to a similar period on 1946 as a basis for figuring probably 
profit and loss, pointing out that a severe snowstorm and a 
serious wreck occurred in the period during 1947. Emanuel 
Schwartz, representing the Town of Pelham in Westchester 
County, N. Y., developed under questioning that the railroad 
had operated its passenger service at a loss during every year 
since 1931, excepting the war years. 

The people of New Rochelle, through their mayor, asked 
that the Commission withhold decision until the New York 
Public Service Commission renders its decision on intrastate 
commuting rates. The mayor reported that his constitutents 
feel that rates are tremendously high at present and that there 
should be no increase on commutation tickets. 


It was maintained that more passengers would mean less 
cost to the railroad per passenger, and that lower rather than 
higher rates, combined with more efficient management, might 
be the answer to the New Haven problem. The threat was 
raised that many commuters would turn to other forms of trans- 
portations and would form car pools if rates were raised, thus 
making the end result of a rate raise an actual decrease in 
revenue. 

Mr. Wall, answering this argument, said that the New 
Haven did not anticipate any falling off of business as a result 
of a raise, and he insisted that the raise in commutation rates 
was necessary. He said “we will have to raise our rates or 
go out of business.” 

Commissioner Rogers overruled a motion by commuter 
spokesmen to dismiss the railroad’s petition. 





PAN-ATLANTIC SEEKS CHARLESTON AUTHORITY 

_ By an application in W-378, Sub. 5, Pan-Atlantic Steam- 
ship Corporation, “Pan-Atlantic Line,” of Mobile, Ala., asks 
revision of its present operating authority, as follows: 

Authority to transport commodities generally and passengers as 
a common carrier in interstate or foreign commerce between Charles- 
ton, S. C., on the one hand, and ports and points covered by certificate 
No. W-378 (and as sought in applications dockets W-376, Sub 1, W-376, 
Sub. 2 and W-376, Sub. 3) on the other hand (Boston, Mass., New 
York Harbor, Philadelphia, Pa., Georgetown, S. C., New Orleans, La., 
Mobile, Ala., Panama City, Fla., Tampa, Fla., Port St. Joe, Fla. 
(W-376, Sub. 1), Miami, Fla., (W-376, Sub. 2) and Baltimore, M4., 
(W-376, Sub 3) and as covered by W-376, Sub 4TA. 

The applicant said the granting of the authority sought 
would not be for the benefit of particular industries, but that 
it would serve all industries, new and old. It said shippers and 
receivers at Charleston now had no deep sea coastwise common 
carrier water service to and from the aforementioned ports, 
and that shippers and receivers at those ports did not have 
available such water service to Charleston. 
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Transcontinental Rail and Water 












































































cst | Intercoastal Rates Cases Heard 
neral In the opening moments of a hearing April 22 before Com- 
| the § missioner Alldredge and three examiners in proceedings in- 
dur- § yolving rail and: water competitive rates on transcontinental 
and § rail and intercoastal water traffic, a motion presented on behalf 
of the Secretary of Agriculture asked immediate termination 
oad’s § of the proceeding if the water carriers contended their revenue 
s for § needs could only be satisfied by increasing rail rates. The Sec- 
retary contended the Commission could not protect water car- 
fares § riers from rail competition if it appeared this would transfer 
20sed § part or all of the “inherent advantage” of transportation now 
today § possessed by the railroads to the water carriers. 
xcep- The hearing was before Commissioner Alldredge and Ex- 
ven’s § aminers Hosmer, Colgren and McCloud, in No. 29663, Transcon- 
since § tinental Rail Rates; No. 29664, Intercoastal Water Rates; and 
No. 29708, All-Water, Water-Rail, and Rail-Water. Rates Be- 
id in- § tween Pacific Coast Ports and Interior Points. The three pro- 
and § ceedings grew out of the original request for an investigation 
part # of all water-competitive railroad rates and practices made by 
ngers §# the War Shipping Administration and the Maritime Commis- 
sion, and docketed as Ex Parte 164. As specific rates against 
which complaint was made were made known to the Commis- 
n the ™ sion, it instituted the three proceedings. 
d out A prehearing conference having failed to produce an agree- 
York @ ment between the rails and water carriers to the level of rates 
They each would agree to, the Maritime Commission obtained an 
New @ opinion from the Attorney General of the United States that 
;. In-@ @ negotiation of rates between the two types of carriers, if 
etwen carried on under a directive of the Commission, would not 
d out @ Violate the antitrust laws. The Commission issued a directive, 
; ride @ and after conference, the carriers presented their proposals. 
They Generally, the transcontinental railroads said they had deter- 
ionth: @ Mined to increase their rates to the extent they had asked in 
4d that @ =X Parte 162, but had not received. The water carriers set 
out increases in basic rates, with such relief considered only as 
‘com. § “interim” (see Traffic World, April 12, p. 1173). 
ybably Motion of Secretary of Agriculture 
wore James F. Knudson offered the motion on behalf of the 
hester § Secretary of Agriculture. He said the decision of the Supreme 
ilroad § Court of the United States in Interstate Commerce Commission 
y year § Vs: A. L. Mechling, Inland Waterways Corporation, the Secre- 
tary of Agriculture, and the United States of America, in which 
asked § the highest court affirmed a decision of the federal district court 
York @ for the northern Illinois district, setting aside an order of the 
astate § Commission requiring establishment of proportional rates on 
utents @ ¢x-barge grain from Chicago to the east somewhat higher than 
there @ the correspondent rates on ex-rail or ex-lake grain, had a 
material bearing on the substance and procedure in the instant 
eels cases (see Traffic World, April 5, p. 1101). 
- a In that case, said Mr. Knudson, the Supreme Court found 
J ‘oht that the national transportation policy on the basis of its 
— legislative history flatly forbade “the Commission to approve 
ut was @ barge rates on barge-rail rates which do not preserve intact 
a the inherent advantages of cheaper water transportation, but 
Pies discriminate against water carriers and the goods they trans- 
ase 0 @ port.” After further quotation from the opinion, the secretary’s 
New motion continued by saying that the decision, by substitution 
ghee of parties applied with equal force to the instant proceedings 
sean “insofar as the inherent advantage of transportation, measured 
7 by cost or otherwise, is presently possessed by the rail carriers 
ates OF Hand not the water carriers.” 
amuter “In other words,” it continued, “we submit that, within the 
meaning of this decision, the Interstate Commerce Commission 
is without power or authority to increase rail rates to protect 
ITY water carriers from rail competition where it appears that this 
Steen would transfer part or all of the ‘inherent advantage’ of trans- 
asia portation now possessed by the railroads to the water carriers.” 
" The motion also directed the Commission’s attention to its 
decision in Fourth Section Application 16028, Citrus Fruit from 
gers as Florida to North Atlantic Ports, in which, it said, substantially 
os the same conclusion had been reached (see Traffic World, Dec. 
 w-376, 24, P. 1635). 
s., New Referring to the negotiations “pursuant to the stated im- 
ins, La., munity from the anti-trust laws voiced by the Attorney Gen- 
= bei, eral and the subsequent authorization of this Commission for 
elie the respective carriers to so negotiate,” the Secretary of Agri- 
sought * culture said that, in essence, the proposal was to the effect 
ut that that the railroad carriers would not object to increases in rates 
coe oa Involved in the proceeding up to the level sought by them in 
<r mon | =X Parte 162. This, he said, was an attempt on the part of the 
ee rt rail carriers to “convert this proceeding into a revenue case 
— ancillary to Ex Parte 162, a position which, if honored, we be- 








eve, places the Commission in an extremely untenable posi- 
lon.” 
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He continued by observing that at the prehearing confer- 
ences the railroads had taken the position that while some of 
the transcontinental rates were somewhat depressed, they were 
still within the zone of reasonableness and that they had no 
evidence to present that was not presented in Ex Parte 162, 
hence they could not ask for that which was there denied. 
Now they asked, the motion continued, following negotiations 
with the water carriers, the full Ex Parte 162 increases orig- 
inally sought. 

In view of this, the secretary moved that the Commission 
determine at the earliest possible moment whether the water 
carriers rested their contentions in the proceeding “in any degree 
on the proposition that their revenue needs can only and must 
be satisfied by the Commission increasing rail rates for the sole 
purpose of underwriting subsequent increases in water carrier 
rates and that, if such finding is or can be made at any stage 
in this proceeding,” the rule of the Mechling case and the con- 
clusion of the Commission in the citrus fruit case, supra, “re- 
lating to the application of the national transportation policy 
be applied and this proceeding be immediately terminated.” 

He also asked that if the Commission decided “as of the 
moment” to pursue the investigation, it be characterized for all 
purposes as a rate case having to do primarily with sections 
1, 2, 3, and 4 of the act and that the burden be placed on the 
water carriers to prove that every rail rate they attacked was 
below a compensatory level before any increase was authorized. 
Also that the rail carriers be placed under a corresponding 
burden of proof to show “with respect to the rates which they 
‘seek’ or will allow to have increased” by the amounts sought 
in Ex Parte 162, that such rates were not now producing earn- 
ings commensurate with the standards of reasonableness. 

It was asked that the motion be conveyed to the entire 
Commission for appropriate ruling. 


Support From Fruit Association 


Frederick Mielke, of San Francisco, representing the Dried 
Fruit Association of California, offered support of the motion of 
the Secretary of Agriculture. M. G. DeQuevedo, for the Inter- 
coastal Steamship Freight Association asked that no consid- 
eration be given to the motion. 

William Radner, representing the Gulf Intercoastal Confer- 
ence and Luckenbach Steamship Co., Inc., said those carriers 
unreservedly did not rest their case on the contention that their 
revenue needs could be satisfied only by raising rail rates, and 
agreed that if that were the basis of their case, they would 
have no standing before the Commission. He said, “We urge 
that the railroad rates are unlawful,” and that the carriers he 
represented could operate under a railroad rate structure no 
higher, comparatively, than elsewhere in the country. He said 
the conference asked that the railroads be prohibited from de- 
pressing rates and so destroying the inherent advantages of 
water transportation. 


Maritime Commission Witnesses 


The first witnesses appeared for the Maritime Commission. 
There were: George E. Talmage, Jr., chairman of the M. C. 
domestic shipping committee; Robert C. King, chief, trade routes 
section, research division; and Robert R. Doyle, chief, voyage 
cost control section of the operating department. 

Mr. Talmage, referring to the shrinkage in steamship serv- 
ice he said the M. C. had prophesied, said not one 1946 voyage 
in the intercoastal trade, when it was operated by the govern- 
ment, broke even, “not even when the vessels were loaded to 
capacity.” That was why private capital was not interested, he 
said. He compared the intercoastal fleet of 50 ships now with 
the prewar fleet which he said was normally “around 150 ships.” 
He said that “it is only the cumulative effect of years of pro- 
gressive reductions in competitive rail rates, unexpectedly ex- 
aggerated by the tremendous rise in costs caused by the war, 
which has brought on the present strangulation of water borne 
commerce.” Referring to the industry as “a sick patient” of 
the Commission, he said it was suffering from a malady that 
the Commission had the power and duty to cure. He said it 
was “our sincere hope” that the interim relief embodied in the 
emergency rate increases set forth in the carriers’ proposals 
would be permitted to become effective before the July 1 dead- 
line, when the government would no longer operate the services. 

Mr. King said his appearance was to present economic facts 
showing that intercoastal water service was essential to the 
peace-time commercial economy of the United States and that 
the vessels employed in the intercoastal trade were necessary 
to the national defense of the country. He said the country was 
faced with ‘‘a domestic fleet shrunken below minimum national 
defense requirements if we should become involved in another 
major conflict,” and estimated that at least 75 to 80 vessels of 
the size now utilized was needed to meet the basic requirements 
of shippers and port communities with respect to frequency of 
service, but that all ports would not receive as much service as 
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they desired. About 100 modern vessels of one million dead- 
weight tons would be needed to provide fully adequate inter- 
coastal service to the ports, he said, but that it was “wishful 
thinking” to contemplate such an intercoastal fleet, or even 50 
modern dry cargo vessels, until the “depressed rate structures 
are adjusted to meet the increased postwar operating costs.” 
He referred to port charges, to the portion of Panama Canal 
tolls provided by intercoastal operations, and the service to port 
city markets as showing the importance of an intercoastal fleet. 
At one point he said continuation of intercoastal service was 
necessary to prevent excessive increases in transportation rates 
by rail carriers. On objection of H. C. Barron, representing the 
western carriers, the witness prefaced the remark with the 
phrase, “in my opinion.” 

Mr. Doyle offered “an over-all summary statement” of voy- 
age terminations between December 1, 1945, and January 1, 
1947. These operations, he said, showed aggregate voyage rev- 
enues of $28,456,229, and expenses of $37,552,882, or a loss of 
$9,096,653, before deductions for certain items, which loss, he 
said, was less than the deficiency that would have resulted from 
commercial operations on a sound commercial cost accounting 
basis for the period involved. Another exhibit offered by the 
witness, he said, reflected the estimated average current results 
of vessels operating in the intercoastal service, assuming pri- 
vate operation. 


Under cross-examination, Mr. Talmage said the M. C. took 
no position as to the rail proposals, but was in favor of a motion 
of the Gulf Intercoastal Conference to include additional com- 
modities in the scope of the investigation. After further ques- 
tioning, Leonard G. James, counsel for the M. C., said Mr. 
Talmage’s statement was confined to competitive commodities, 
but that the M. C. did not wish to be confined to the commodi- 
ties named in the appendix to the Commission’s order of inves- 
tigation. C. E. Childe, for Reynolds Metal Co., asked if the 
M. C. took the position that each of the rate increases proposed 
by the water carriers was justified because present rates were 
too low. Mr. Talmage said the carriers should file their pro- 
posals with the Commission and be prepared to defend the 
reasonableness of those rates, and in answer to a further ques- 
tion said the M. C. had made no investigation to determine for 
itself the situation as to each of the proposed rates. 


Irving F. Lyons, of San Francisco, for the Canners League 
of California, questioned each witness as to the bearing of labor 
increases on the added costs for water transportation, and drew 
from Mr. Talmage a statement that the productivity of labor, 
particularly in handling cargo, was below prewar standards. 
Mr. Barron drew the information from the witness that all 
ships that could be put into service for from $60,000 to $80,000 
were in service and that idle ships were those requiring more 
extensive repairs. 


In answer to questions by Mr. Barron, objected to by Mr. 
James, but permitted because reference had been made by Mr. 
King to depressed rates, Mr. King said the Commission, if it 
found transcontinental rates unduly depressed and unlawful, 
should adjust them so they would be fair to the water lines, 
the railroads and the public. In answer to a further question, 
he said ‘“‘we think the Commission should find both rail and 
water intercoastal rates are unduly depressed.” Mr. Barron 
asked if the witness in speaking of the need for a great many 
more vessels in the intercoastal trade had in mind that “the 
higher the rates are by the water routes the greater number 
of vessels can be engaged?” The witness said it was expected 
that with a reasonable level of rates there would be an increase 
in traffic. 


Mr. Barron asked if the ‘real competition for the inter- 
coastal trade was not between the water lines themselves, and 
when the witness said there had been “both types of competi- 
tion,” Mr. Barron asked if the competition had not become so 
violent the M. C. investigated the rates and established a mini- 
mum rate order that was still in effect, with certain modifica- 
tions, to which the witness replied in the affirmative, as to the 
existence of the order, but said he did not know about the 
modifications permitted by the Commission. 

John S. Burchmore, for the National Industrial Traffic 
League, asked how much pressure the M. C. had been bringing 
to bear in the matter of the rates. Mr. King said there had 
been no pressure “along that line.” He said the M. C. had 
merely asked that depressed rates be raised to a fair and 
reasonable level taking into consideration rates in other parts 
of the country. He added that the railroads were willing to 
increase rates on non-competitive traffic, but resisted increases 
on competitive traffic. 

In cross-examination of Mr. Doyle, Mr. Barron asked if 
the M. C. and the Navy had not been generous in granting wage 
increases and after the witness replied they had, Mr. James 
objected to that line of cross-examination, later bringing out a 
statement that no bonus payments were now being made to 
seamen. The witness said he could not reply to estimates by 
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Mr, Barron that seamen’s wages had increased since 1939 by 
185 per cent, and stevedores’ more than 100 per cent. 

At the close of the first day’s hearing, Mr. Burchmore 
served notice that objection would be made when Harry §., 
Brown, chairman of the Intercoastal Steamship Freight Asso- 
ciation, read his testimony which, Mr. Burchmore said, con- 
tained quoted sentences from witnesses in a number of different 
proceedings. Under the Commission’s rules of practice, he said, 
the entire record of such proceedings should be available for 
examination, and that counsel be relieved of the necessity of 
seeking the full record elsewhere. 

At noon on the second day of the hearing in No. 29663 and 
related cases, in view of the request of the water. carriers for 
immediate interim relief, it was agreed that the proceeding 
from that point would be on the interim phase. 

At the opening of the morning session, it was announced 
that verified statements had been received from the Mobile 
Chamber of Commerce and the Alabama State Docks and Ter- 
minals; the Wilmington (N. C.) Port-Traffic Association; and 
the Tacoma Chamber of Commerce. 


Boyd Speaks for Wilmington 


H. E. Boyd, traffic manager of the Wilmington association, 
said the six exhibits attached to his statement for the associa- 
tion showed the port could never look forward to development 
until the intercoastal and transcontinental rates were properly 
adjusted to permit the free flow of commerce “as set forth in 
the transportation act of 1940.” The Tacoma chamber objected 
“in principle” to the directive of the Commission to the two 
types of carriers to submit proposed rates, but was of the 
opinion there was no alternative under which steamship oper- 
ators could continue service after June 30. It also expressed 
the opinion that, under private operation, steamship opera- 
tions would be less costly than by the Maritime Commission 
and expressed the belief that rates would not have to be as 
high as they would be “under present circumstances.” In- 
creases granted should carry an expiration date not later than 
one year from the effective date, it said, the Commission to 
make a thorough investigation of methods of cargo handling 
and other practices of stevedoring companies, marine terminal 
operators and steamship companies to determine that they are 
operating in the most efficient and economical manner. Some 
time within the year the matter should be reopened for further 
hearing, it said. 

The Alabama interests said modern ocean terminals had 
been built at Mobile by the state, costing more than $12,000,000, 
and asked the Commission to grant whatever relief was neces- 
sary to the respondent water carriers that they might continue 
to render adequate service to the port. 

Henry E. Foley, for the Port of Boston Authority, sub- 
mitted a statement in the interest of saving time, contrasting 
six sailings a month at the present time compared with an 
average of 30 in 1939. As to the value of intercoastal service 
to the port, the statement showed a total intercoastal wage bill 
of $1,589,506.38 for 19389 based on the Boston wage cost of the 
American-Hawaiian Steamship Co. This included agency wages, 
terminal wages and stevedoring costs. The statement set forth 
other losses at the port if there were no intercoastal service in 
the future. Under the heading, “Importance to Shippers,” the 
statement quoted Wickwire Spencer Steel Division, Colorado 
Fuel & Iron Corporation, as saying that “everything reasonably 
possible must be done to preserve an intercoastal service—one 
that will be a check on the rail service and that will also be 


= of merchant marine available for war service when 
ne ; 


Port of New York Authority 


Appearing for the Port of New York Authority, Walter P. 
Hedden, director of port development, said many waterfront 
industries and terminals had been built up largely as a result 
of intercoastal shipping service and that failure to restore that 
service would reduce the markets available to industries in 
the hinterland as well as in the Port of New York and other 
United States port communities. Unless the Commission made 
intercoastal service possible, he said, it would be terminated 
after the government ended its activities, “and a saving of about 
$9,000,000 to shippers will be dissipated.” 

He said intercoastal ships paid an annual rental of about 
$750,000 for deep water piers in the port, that intercoastal 
steamship services in 1939 had provided a payroll of between 
$12,000,000 and $14,000,000 a year for truckmen, lightermen, 
longshoremen and other pier labor alone. In addition, he said, 
intercoastal carriers spent several million dollars a year in the 
—_ for ship repairs, food, fuel, and other services and sup- 
plies. 

G. Stewart Henderson, transportation director of the Balti- 
more Association of Commerce, similarly testified as to the im- 
portance of intercoastal traffic to the port and its area. He said 
the inability of the intercoastal service to resume under private 
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operation without some increase in rates had been obvious. 
He said the association supported an adjustment of rail and 
water rates to continue the economic stability of the steamship 
services, 







Testimony of Intercoastal Carriers 


After Mr. Lyons and Mr. Barron had objected to the testi- 
mony and exhibits to be offered by Harry S. Brown, chairman, 
Intercoastal Steamship Freight Association, Mr. Lyons saying 
they were “purely arguments,” and Mr. DeQuevedo had sug- 
gested submission of the testimony without oral recitation, 
there was a discussion which resulted in a ruling by Commis- 
sioner Alldredge that the testimony should be read in the usual 
way. 

Mr. Brown’s reading of his testimony was subiected to a 
number of objections. The bench ruled that all references to 
rail divisions of rates should be stricken, Commissioner All- 
dredge saying the Commission had never accepted divisions as 
a measure of the reasonableness of rates. He also required 
that quotations from testimony in other proceedings before the 
Commission carry specific references to docket numbers as well 
as to transcript pages. 

Mr. Barron raised an objection to rates stated in one of 
Mr. Brown’s exhibits, which he said had been constructed from 
the cost studies introduced by Dr. Ford K. Edwards, the Com- 
mission’s head cost analyst, in No. 28300, Class Rate Investiga- 
tion, 1939. Mr. Barron questioned Mr. Brown’s qualifications 
to discuss Dr. Edwards’ formula, or to “stand” cross-examina- 
tion on the cost formula. After Commissioner Alldredge ruled 
that reference to the figures based on the study should be ex- 
cluded, Mr. Radner asked reconsideration because, he said, as 
aresult of the Edwards’ formula the Commission, in No. 28300, 
had reduced rates in the Western Territory. He said the west- 
ern carriers had argued that application of the formula pro- 
duced confiscatory rates. Mr. DeQuevedo asked suspension of 
questioning of Mr. Brown, after which Mr. Radner made an 
offer of proof. The result of the discussion was that the water 
carriers called Dr. Edwards to the stand, and through Dr. 
Edwards’ Senate Document 63, under which title his study was 
published, was offered in evidence. It was identified as pur- 
porting to develop average territorial costs by type of equip- 
ment in each territory, with costs separated between line-haul, 
terminal, and other costs. 

cross-examination, Mr. Barron elicited replies from Mr. 
Edwards to the effect that an approximation might be made 
for transcontinental hauls by the use of the formula, depend- 
ing on how close an approximation was desired. Asked if it 
would be possible to determine the “fully distributed cost” on 
ashipment of baking powder from New York to San Francisco, 
Dr. Edwards said the formula could not reflect a particular 
situation, as the traffic might move by 20 or 30 different routes 
where there might be. 20 or 30 different costs. Mr. Barron said 
any number of elements were to be considered before the fully 
distributed costs could be determined for the transcontinental 
haul, and Dr. Edwards said he would not put it that way, but 
that “you might come back with something close to what we 
have here, if it moved over a normal route.” He also said quo- 
tations from the document were correct, as to the distribution 
of switching expense on a mileage basis, and to the effect that 
the territorial average costs were not intended to reflect the 
operating conditions that might exist on specific movements. 










































Ruling Reversed 


After Mr. Mielke, and Harry C. Ames, for the Mississippi 
Valley Barge Line, had questioned the witness, Mr. DeQuevedo 
said the Edwards figures were the only ones available, that the 
Commission had used them and that its use of them had been 
attacked in the courts. He asked Mr. Barron if the railroads 
had figures that would show the fully distributed costs for 

isportation of any commodity between New York and any 
Pacific Coast port. Mr. Barron said no such figures had been 
prepared. 

Commissioner Alldredge said he would reverse his ruling. 
Mr. Barron then said the railroads would insist on having as 
much time as they required to examine Mr. Brown on the cost 
Study as used for computations in his exhibit. Commissioner 
Alldredge observed that Mr. Barron had had an opportunity 
to cross-examine Dr. Edwards and when Mr. Barron said Dr. 
Edwards had not put into the record the figures objected to, 
the commissioner said Mr. Barron might cross-examine Mr. 
Brown in the area within which the latter had made use of the 
Cost figures, but that Mr. Barron could not cross-examine Dr. 
Edwards through Mr. Brown. 

Mr. Brown proceeded with the reading of his 40-page pre- 
pared statement, and introducing exhibits in support of the 
Contention of the water carriers that “the transcontinental 
Tate structure is based almost exclusively on intercoastal 
Tates, and that the railroads’ concentration upon this competi- 
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tive element has resulted in their ignoring the normal and cus- 
tomary rate-making factors that must be considered if the 
interstate commerce act is to be observed .. .” 

His exhibits, he said, were intended to substantiate the 
present efforts of the transcontinental railroads to obtain the 
full measure of the increases asked by them in Ex Parte 162 
as promptly as possible, and to show that such increases would 
be generally insufficient to place the transcontinental rate 
structure to and from the territories in which the intercoastal 
carriers were interested on a proper level. 

In the course of questions by Mr. Lyons as to the treat- 
ment of canned goods in the water carrier proposals, Mr. 
Brown said that the entire list of commodities was submitted 
at the request of the Commission for more specific data, as 
illustrative. Commissioner Alldredge said he had not so under- 
stood the listing of the commodities, observing that the Com- 
mission had given the water carriers full opportunity to specify 
any rates to be investigated, in order that a definite order 
might be drawn. Mr. Brown said the water carriers wanted 
all rates in the tariffs studied, but Commissioner Alldredge 
said that was not understood and asked the witness to keep 
that in mind. 


Middle Atlantic Motor Rate Rise 
Proposals Discussed at Hearing 


Supporting its proposals for increased motor-carrier rates 
in Middle Atlantic Territory, the Middle Atlantic States Motor 
Carrier Conference, Inc., presented data on costs of terminal 
labor and pick-up and delivery and platform operations and its 
witnesses were closely questioned by shipper representatives 
as hearings began in Washington on April 22, in MC C-882, 
Increases—Middle Atlantic—New England Territories before 
Examiner T. Naftalin (see Traffic World, January 18, p. 165). 

The tariffs proposing the increases, published to become 
effective January 6, had been protested by the Secretary of 
Agriculture and shipping and port interests. They were not 
suspended but were made subject to investigation by an order 
of the Commission, division 2, in the instant proceeding. 

Middle Atlantic’s master tariff No. 5, according to an ex- 
hibit offered as representative, carries general increases, on 
first class, ranging from 5 to 25 per cent with a system of area 
arbitraries in three rate groups. 

Witnesses for the Middle Atlantic appearing the first day 
on direct examination by Charles E. Cotterill, of New York, 
were Dabney T. Waring, Washington, general manager of the 
conference; and William Carpenter, Washington, transportation 
analyst employed by the conference to make cost analyses. 
Julian E. Bulluck, traffic manager, Albemarle Paper Manufac- 
turing Co., Richmond, Va., appeared voluntarily to state his 
company’s position with respect to motor-carrier rate increases. 


Among other appearances registered, besides that of Messrs. 
Cotterill and Waring, were: Edgar Watkins, Atlanta, Ga., 
Southern Motor Carriers Rate Conference; Frederick E. Brown, 
S. H. Moerman, and Edward W. Laux, Shippers Conference of 
Greater New York, Port of New York Authority, and New 
Jersey Industrial Traffic League; Henry A. Cockrun, for the 
Secretary of Agriculture; Gilbert J. Parr, chief of the Commis- 
sion’s cost section and Harold J. Day, of the Commission; 
W. G. Burnett, Lynchburg (Va.) Traffic Bureau; L. E. Galaspie, 
Reynolds Metal Co., Richmond, Va.; W. H. Ott, Kraft Foods 
Co., Chicago; Frederick W. Burton, Rochester (N. Y.) Chamber 
of Commerce and associated New York state industries; W. W. 
Weller, Newark, N. J.; R. E. Covey, Sylvania Division, Ameri- 
can Viscose Corporation, Fredericksburg, Va.; H. J. Wagner, 
Norfolk (Va.) Port Traffic Committee; Charles J. Fagg, New 
York, Middle Atlantic Shipper Motor Carrier Committee; Henry 
F. Suiter, Merck & Co., Inc., Rahway, N. J.; Frank E. McDon- 
ough, Richmond (Va.) Chamber of Commerce; Philip H. Dorsey, 
Jr., Baltimore, peoples’ counsel before the Public Service Com- 
mission of Maryland; J. T. Schatt, United Paperboard Co., 
New York; Allen Lesley, Reading Transportation Co., Phila- 
delphia; James S. Arthur, State Port Authority of Virginia, 
Norfolk; J. W. Shea, New York, Sinclair Refining Co.; George 
J. Riester, Jr., Standard Oil Co. of New Jersey, New York; 
A. A. Stanky, traffic manager, Columbia Mills, Inc., New York; 
and Thomas B. Harvey, Continental Transportation Lines, Inc., 
Pittsburgh. 

M. A. Rate History Reviewed 


Mr. Waring said the conference had 850 members, of which 
approximately 150 were Class I carriers whose gross revenue 
was around 80 per cent or more of the members’ total revenue. 
He reviewed the history of motor carrier rates in Middle Atlantic 
Territory since the first tariffs were filed early in 1936. Efforts 
were made to unify rates in the area, he said, adding that the 
“rate war” reached such a stage in 1937 that non-members in 








1314 


the New York-Philadelphia area and conference members 
formed a joint committee whose activities “helped some.” Real 
uniformity, he said, was not achieved until the Commission 
issued its order in Ex Parte MC 120 on February 24, 1941. He 
said he believed the increases made as a result of the order 
were offset by rate reductions. 

Other increases, he said, included a general rise of six per 
cent, March 8, 1942; a four per cent increase in October, 1943; 
and “emergency charges” published May 14, 1945, subject to 
expiration date. The emergency charges were canceled effective 
April 15, 1946, he said, and percentage increases were substi- 
tuted—15 per cent on shipments under 6,000 pounds, and five 
per cent on shipments over 6,000 pounds. He said no territorial 
differences in rate increases were described in the last named 
increase and that the spread was between large and small 1. t. 1. 
shipments. ‘The reason for the spread was, he said, that “we 
knew it cost a great deal more to transport small than large 
shipments.” He said the carriers were then handling small 
shipments at an out-of-pocket loss and that the increased small 
shipment rate was made to avoid bankruptcy. Wage increases, 
he said, were more severe on small shipment traffic because 
more labor was performed. 


Wage Rises Precede Rate Increases 


There were no territorial distinctions in rates until the 
January 6 rates, involved in the instant investigation, were pub- 
lished, said Mr. Waring. Under the tariff, he said, the increase 
was not less than five per cent affecting interstate rates, on 
which were superimposed area arbitraries. Between Middle 
Atlantic Territory and New England, he said, the basic increase 
was 7% per cent, to which were added Area C arbitraries. In 
the New York-Philadelphia area, he said, the increases 
amounted to 15 per cent on truckload and 25 per cent on less 
than truckload. 

Carriers in the territory, said Mr. Waring, generally had 
to pay wage increases a year and a half before receiving com- 
pensatory rate increases. He referred to various strikes in the 
territory in the last year and said the carriers resisted heavy 
increased wage demands “most vigorously.” He said the con- 
ference had been criticised by “our shipper friends” for making 
general increases too often. Mr. Waring said he knew of 30 or 
40 carriers whose operations were almost exclusively in the 
New York-Philadelphia area and that labor costs in that area 
had always been higher than in other areas of Middle Atlantic 
Territory. Until recently, he said, there were compensating 
conditions for maintenance of relatively the same rates through- 
out the territory. 

Wages represented a small percentage of over-the-road 
cost but most all of terminal costs, said Mr. Waring. He said 
he found it impossible to maintain a uniform rate level in Mid- 
dle Atlantic Territory and do justice to shippers and carriers 
alike. He said he believed that -in no other territory of the 
country would there be found the cost disparities that existed 
in Middle Atlantic Territory as between New York and Phila- 
delphia, on the one hand, and outlying areas like central Penn- 
sylvania and southwestern Virginia, on the other. 


Farm Products Tonnage Small 


He said uniform rates could be maintained in the territory 
nowadays only by (1) bankrupting the New York and Phila- 
delphia carriers, or by (2) imposing unreasonably high rates 
on carriers in other parts of the territory. He said the proposed 
arbitraries appeared to represent the differences between direct 
labor costs. 

In response to a question on cross-examination by the De- 
partment of Agriculture representative, Mr. Waring said un- 
processed agricultural commodities represented an infinitesimal 
portion of the tonnage of commodities as a whole and that 
carriers handling large agricultural commodity tonnages needed 
the increase as urgently as carriers generally. 

There was not a single Class I carrier, said Mr. Waring, 
whose principal operations were in a nonarbitrary area. He 
added that the principal carriers handling freight in nonarbi- 


trary areas had their main operations in cities in the arbitrary 
areas. 


In nonarbitrary areas, said Mr. Waring, the motor-carrier 
rates on shipments of 6,000 pounds and over were 3.4 per cent 
lower than rail rates. On an average, he said, it would require 
a 3 per cent increase to “put us on equality” with rail rates. 

Mr. Waring said the proposed scale of arbitraries repre- 
sented to the best of the conference’s ability an estimate of the 
difference in costs between the arbitrary and nonarbitrary 
areas. 

He said there was an added cost for deliveries to small 
towns because union regulations sometimes required delivery 
to a terminal beyond the destination so that the shipment had 
to be “peddled” back to the point of delivery. 

Mr. Carpenter presented a 95-page tabular summary of his 
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analyses of terminal direct labor costs and pick-up and delivery 
and platform operations. There were 30 analyses, he said, cov- 
ering 42 localities, and 135 terminals. 

For a test-week extending from February 24 to March 1, 
1947, Mr. Carpenter, referring to an analysis of terminal opera- 
tion and payrolls, based on reports from all terminals in the 
territory to the Middle Atlantic conference, said there was an 
increase of 17.31 per cent over a comparable 1946 period for 
payroll expense an hour. 


1. C. C. to Complete Cost Study 


Mr. Parr said the Commission expected to complete a 
Middle Atlantic Territory cost study in the next four or five 
months in connection with a nationwide territorial motor- 
carrier cost study now being conducted. He said it had now 
completed such studies for Southern, Western Trunk Line and 
New England Territories and that all basic data of these 
studies would be available to all parties of record in the pro- 
ceeding. The Commission data on Middle Atlantic costs, said 
Mr. Parr, were gathered mostly in July and August, 1946. Mr. 
Cotterill said he was interested in bringing out any similarity 
of objectives in the studies of the Commission and the Middle 
Atlantic conference. . 

Mr. Bulluck, of the Albemarle Paper Manufacturing Co., 
said his company had no objection to a reasonable increase in 
trucking rates provided the carriers showed a definite need for 
it. He said his company was now shipping considerably more 
by rail than by motor. He said class-rate restrictions had lim- 
ited his company’s ability to ship to many points to which it 
formerly shipped. He said he believed the carriers serving 
Richmond, Va., nortbound were in a generally healthy finan- 
cial condition. 

Additional witnesses examined were: C. M. Carter, as- 
sistant general manager, Middle Atlantic conference, Washing- 
ton, whose testimony concluded that of the conference wit- 
nesses; Paul W. Moyer, Philadelphia, superintendent of the 
Reading Transportation Co., a separate respondent in the pro- 
ceeding; and the following shipper and port interest representa- 
tives: Mr. McDonough, manager of the Richmond (Va.) Cham- 
ber of Commerce transportation bureau; William B. Saunders, 
transportation consultant, Washington; and Mr. Laux, traffic 
manager of the Port of New York Authority and appearing 
also for the two other aforementioned organizations in the New 
York area. 

Mr. Carter presented exhibits which he said showed oper- 
ating ratios of Middle Atlantic and New England Class I car- 
riers for 1946 based on quarterly reports to the Commission 
grouped according to principal areas of operations which dif- 
fered from the Commission groupings in that he included in a 
particular territory carriers having 75 per cent of their opera- 
tions there; revenue, expenses, and operating ratios of 35 Mid- 
dle Atlantic Class I carriers for January, February, March and 
the first 1947 quarter, based on reports to the conference; 
quarterly operating ratios of Middle Atlantic and Middle At- 
lantic-New England Class I carriers for 1946, based on quar- 
terly reports to the Commission; and revenues, expenses, and 
operating ratios of 67 M. A. and M. A.-N. E. Class I carriers 


for January and February, 1947, based on reports to the con- 
ference. 


Carrier Revenues and Expenses 


On questioning by Mr. Cotterill, Mr. Carter said figures 
for periods subsequent to April 15, 1946, included the rate in- 
creases effective on that date and reflected changes due to 
strike conditions. Mr. Cotterill referred to a grand total oper- 
ating revenue as shown by one of Mr. Carter’s exhibits for 220 
carriers of $132,551,320; total expenses of $128,338,167; and 
operating ratio for this group of 96.8. Mr. Carter said the fig- 
ures for the 1946 second quarter more nearly reflected the 
April, 1946, rate increases than the figures for any other quar- 
ter. He said that according to statements made to him by some 
of the member carriers there had been a falling off of business 
in the latter half of March and in April, 1947. 

Mr. Cockrum, of the Department of Agriculture, referred 
to a list of Mr. Carter’s showing carriers allotted to the Middle 
Atlantic region by the Commission, but excluded from Mr. 
Carter’s operating ratio exhibit because, according to Mr. 
Carter, their principal operations were not in that region. _Mr. 
Carter said he thought that to have accepted the Commissions 
grouping would have produced a distorted picture. _ 

Mr. Cotterill announced that the Middle Atlantic confer- 
ence desired to subject the current rate level to a test of ex- 
perience and that it would soon file with the Commission a 
petition setting forth reasons for keeping open or reopening 
the record in the proceeding to enable the conference to obtain 
proper evidence with respect to rate levels. Until the second 
quarter -had elapsed, he said, calculations for that quarter 
could not be made. He said a suitable test for six months’ ex- 
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perience this year was desired by the carriers for proper con- 
sideration of the rate levels. With respect to direct terminal 
labor costs, he said, it did not appear that certain differences 
prought out in the hearings as between Arbitrary Area C and 
the non-arbitrary area were warranted. 


Carrier Predicts Increased Tonnage 


Examiner Naftalin said he had been proceeding on the 
assumption that the case would be decided on the record made 
at the current hearing. 

Mr. Moyer, of the Reading Transportation Co., said his 
company was a Class I route operator hauling general com- 
modities in southeastern Pennsylvania and southern New Jer- 
sey, mostly on an I. t. 1. basis. He presented an exhibit show- 
ing what he described as an “optimistic estimate” of increased 
business expected in 1947, observing that the company in 1946 
had obtained increased tonnage. 

Mr. McDonough, of Richmond, asserted that the class 
rates in M. A. Territory, at least since the January 6 adjust- 
ment, had not conformed to a systematic basis and created 
incongruities and inconsistencies that obviously appeared diffi- 
cult to defend. 

“It is believed,” he said, “that they must be revised, and 
the carriers should be ordered to revise them upon a terri- 
torial distance basis like that which prevailed prior to Jan- 
uary 6, 1947. In this suggestion Richmond shippers acquiesce, 
and they have no definite alternative plan which they feel 
inclined to support at this time. Richmond shippers insist that 
former distance rates in the entire territory be maintained for 
the present. They insist that the previous rate relationship 
existing between the various communities should also be 
maintained.” 

Richmond shippers, said Mr. McDonough, although not 
having access to a breakdown of all the costs on which the 
Middle Atlantic arbitraries had been based, suggested that 
those arbitraries might have been fixed without adequate 
study, and without due regard to the tremendous volume of 
through traffic to interterritorial southern points, and to other 
points in Middle Atlantic Virginia territory handled via the 
Richmond terminals. 


Asks Cost Breakdown Studies 


“They suggest the application of the alleged high terminal 
costs to the various classes by fixed percentages is an admis- 
sion on the part of the carriers that an actual breakdown 
study has not been made and no sound basis has therefore 
been found to spread those costs, if in fact there are additional 
terminal costs at Richmond, Va.,” said Mr. McDonough. “Rich- 
mond shippers urge the Commission to require thorough 
breakdown studies of the costs on the flow of through traffic 
handled via Richmond before approving a system of arbi- 
traries that would continue the present injury to Richmond 
shippers under the system of rates now in effect.” 


Mr. Saunders said that after an examination of documents 
filed originally and in the instant hearing it appeared that the 
tate increases in the territory averaged as a whole 16 to 25 
per cent and that the average was probably closer to 16 per 
cent. Referring to Mr. Carpenter’s exhibit, he said the aver- 
age cost of handling small shipments in Middle Atlantic Ter- 
titory appeared to be slightly over 38 cents a 100 pounds and 
that in Arbitrary Area A, the New York area, the costs ap- 
Peared to be 22 cents more on an average in the small ship- 
ments group than in the remainder of M. A. Territory. Mr. 
Saunders said his purpose in studying the exhibits was to find 
Whether there was any justification for the arbitraries. 

In areas alleged to be high cost areas, said Mr. Saunders, 
there were, within the limits of the study, some terminals with 
averages below that of the territory as a whole and that, he 
said, suggested to him that it was unreasonable to term a par- 
ticular area a high-cost area. He answered in the affirmative 
a question by Mr. Ott as to whether he found the spreads 

tween higher and lower cost terminals such as to make 
unjustified their grouping under one rate level. 

_In spite of an allegation by the carriers that operating 
ratios were high, said Mr. Saunders, the number of Class I 
catriers in the general territory had risen about five times and 
fevenues about six times. He said an operating ratio of 97 had 
not been a barrier to fairly rapid growth. Mr. Saunders ques- 
tioned Mr. Carpenter’s figure of a 17.31 per cent increase for 
‘Payroll expense an hour. He said he considered it high. 


Depositions Introduced 


Depositions were introduced in the record by Mr. Covey, 
of the American Viscose Corporation, as taken from three resi- 
dents of Fredericksburg, Va. They were: Edward E. Jones, 
Conducting the E. W. Jones Express; Elwood T. Ashby, who 
Said he performed delivery and pick-up service for interstate 
common carriers by motor truck; and Carey Russell Leitch, 
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who said he operated a pick-up and delivery service for com- 
mon carriers of freight, also a moving company, a storage 
warehouse, and a taxi and bus business. These individuals 
stated, among other things, that they knew of no added ex- 
penses to the carriers they represented which, in their opinion, 
would justify at Fredericksburg the additional charges involved 
in the Commission proceeding. ; 

Mr. Laux said that, in his judgment, the area arbitraries 
should be eliminated because “we know, and undoubtedly the 
motor carriers know, too,” that the shippers were diverting 
as much of their 1.t.]. traffic away from the motor carriers as 
they could and that this diversion would mount steadily and 
the effects be felt more keenly by the motor carriers as the 
railroads became better able to furnish adequate and depend- 
able l.c.l. service. . 

Mr. Laux said the interest of the organizations for which 
he appeared ran mainly to the so-called relationship and level 
of rates applicable to and from the municipalities within the 
area comprising the New York port district as mapped in an 
exhibit he presented, as against the level of rates to and from 
municipalities outside of the port district but within the same 
territory “generally referred to as the Middle Atlantic States 
Territory,” including such important municipalities as Balti- 
more, Buffalo, and others. Cate 

“The rate relationships to and from the municipalities com- 
ing within the New York port district, as established by the 
carriers,” said Mr. Laux, “have been seriously disrupted by 
virtue of the rates now including what we term ‘penalty arbi- 
traries’ and the differences have been materially widened as 
a result of the motor carriers superimposing various area arbi- 
traries in cents per 100 pounds over increases in the rates in 
effect as of April 14, 1946.” 


N. Y. Port Authority Makes Surveys 


Mr. Laux was asked if the shippers’ organizations he repre- 
sented also had an interest in the general rate situation and the 
carriers’ revenue needs. He said they had and that many of 
them were represented by witnesses of the Middle Atlantic 
conference. Consequently, he said, the record should be made 
clear that his testimony should run only against the rate levels 
and relationships recently established and maintained by the 
carriers to and from the port ‘district and not necessarily to the 
over-all revenue needs of these carriers. 

The port authority, said Mr. Laux, made a survey of 85 
terminals operated by carriers respondent in the proceeding 
and serving the port district. Of the 85, he said, approximately 
32 per cent consisted of garages, old stables reconverted, or 
office space affording only facilities for receiving information 
with regard to pick-ups or delivery drops. He said about 44 
per cent maintained fairly suitable facilities which, however, 
could not be regarded as excellent or adequate. The latter 
group, however, he said, maintained better than the average 
run of terminal facilities. 

He said the port authority had made a study of the over- 
the-road motor carrier tonnage handled in and out of New York 
and that, based on responses to questionnaires from motor truck 
operators in 1944, it was estimated that a daily volume of 38,000 
tons was moved into and out of the New York and New Jersey 
areas of the port district. He said that without a doubt the 
New York port district was one of the greatest generating areas 
for tonnage of motor trucks in the United States and he gave 
figures showing that the tonnage in the area was increasing. 

The port authority, said Mr. Laux, in recognition of the 
need for adequate truck terminals, was now engaged in con- 
structing two gigantic truck terminals, one to be located in 
New York and the other in Newark, N. J. He said the author- 
ity believed that, through these facilities which would be avail- 
able to motor carriers serving the major parts of M. A. Terri- 
tory, substantial economies would be accomplished. One of the 
terminals should be completed by next year, he said. 

“Our fear,” said Mr. Laux, “is that should the Commission 
permit the motor carriers to continue to,maintain penalty ar- 
bitraries for application in the rates to and from the port dis- 
trict, that the economies to be obtained through the union truck 
terminals of the port authority, will be offset and the shippers 
and consignees, of this district, as well as the carriers thus de- 
prived of these economies.” 


COLORADO RIVER WATER AUTHORITY SOUGHT 

Roman Hubbel, of Winslow, Ariz., by an application W-961, 
asks authority to institute a new operation as a contract car- 
rier of passengers, over regular and irregular routes the year 
round, except when prevented by flood waters or ice floe, on the 
Colorado River, from Lee’s Ferry, Ariz., to Hite, Utah, and 
return, and from Lee’s Ferry to Boulder Dam and return, when 
chartered. Over irregular routes, when chartered, the appli- 
cant asks authority to operate from Lee’s Ferry to any inter- 
mediate point north to Hite and return, and from Lee's Ferry 
to any intermediate point south to Boulder Dam and return. 
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The applicant said the operation was primarily for sight- 
seeing and recreational purposes and would not serve any par- 
ticular industries along the proposed route. However, it said, 
it was contemplated that if Davis Dam was constructed on the 
Colorado River, it would furnish a fast and safe means of trans- 
portation to the proposed dam site for all who were required to 


visit there, since there were no available roads to the proposed 
site. 


Motor Carriers Abandon L. T. L. 
Weight Breakdowns 


Asserting they had completely abandoned the scheme of 
weight breakdowns on less-truckload shipments, Central Motor 
Lines, Inc., and carriers parties to Agent J. P. Phillips’ MF- 
I. C. C. Nos. 17, 20, 21, 22, 24, and 25, have petitioned the Com- 
mission in MC C-538, Increased Rates To, From and Within the 
South, and I. and S. M-2721, Increased Rates Within South and 
Between South and North, for dismissal as respondents and for 
vacation of the order of suspension as to certain tariffs. 

They said the rates now in effect, involved in the two pro- 
ceedings, were determined by the use of conversion tables and 
that, by reason of those conversion tables, the tariffs were: ex- 
ceedingly complicated, cumbersome and difficult to read. Because 
of complexities described, the carriers said the tariffs provided an 
exceedingly awkward method of determining proper rates and 
that it was difficult even for those skilled in the use of tariffs 
to check and quote rates therefrom. Also, they said, it was 
difficult for carriers to determine proper divisions and make 
correct interchange settlements. 

To avoid as many of the complications and disadvantages as 
possible, they said, the petitioners proposed to make effective a 
single basis of rates on all 1.t.1. shipments, regardless of weight 
and that, to accompish this, they had applied for and received 
special permission M-56323, of March 20. Supplements pursuant 
to that special permission were filed with the Commission on 30 
days’ notice to become effective April 21, they said, and that, as 
of April 14, no protest against the rate changes provided by the 
supplements had been served on the petitioners. 

Specifically, the petitioning carriers asked: 


1. That petitioners be dismissed as parties respondent in No. MC 
C-538, that they be dismissed as respondents in I. and S. No. M-2721, 
and that the Commission vacate its suspension order in I. and S. No. 
M-2721 insofar as said order suspends: 

Supplement No. 6 to Central Motor Lines’ Tariff MF-I. C. C. No. 
22; supplement No. 7 to Central Motor Lines’ Tariff MF-I. C. C. No. 
29; and the following tariffs of Agent J. P. Phillips: Supplements Nos. 
22 and 24 to MF-I. C. C. No. 17; supplement No. 7 to MF-I. C. C. No. 
20; supplement No. 1 to MF-I. C. C. No. 21; supplements Nos. 13 and 
14 to MF-I. C. C. No. 22; and supplement No. 3 to MF-I. C. C. No. 25. 

2. Or, in the alternative, that petitioners be dismissed as respond- 
ents in I. and S. Docket No. M-2721 and that the Commission vacate 
its suspension order therein as to the tariffs above enumerated. 

3. Or, im the alternative, that the Commission vacate its suspension 
order in I, and S. Docket No. M-2721 as to the tariffs above enumer- 
ated while continuing its investigation as to said tariffs. 


As to Central Motor Lines, the petition said it was con- 
vinced substantial changes must shortly be made in its general 
rate structure in order to provide it with adequate revenues. The 
revisions contemplated were wholly apart from the changes in 
rates involved in I. and S. M-2721, were not related thereto, and 
include 1.t.l. weight breakdowns, it said, and that to require 
special permission under the order in I. and S. M-2721, prior to 
putting contemplated changes in tariff’s form, would result in 
delay and necessarily would entail additional expense. When 
the changes were made, they must be filed on statutory notice, 
subject to protest, and, if suspended, full justification would be 
required prior to their becoming effective, the petition said. 


VIRGINIAN OPPOSES C. & O.-N. Y. C. TIE 


The Commission, by Commissioner Mahaffie, has issued 
three orders permitting the Virginian Railway Co. to intercede 
in opposition finance proceedings having to do with applications 
of Robert R. Young, chairman of the board of the Chesapeake & 
Ohio, and Robert J. Bowman, president of that road, to serve 
as directors of the New York Central; and dealing with a re- 
quest of the C. & O., and the Alleghany Corporation to release 
from a voting trust stock of the N. Y. C. now owned by the 
C. & O. (See Traffic World, April 12, p. 1171). 

In each of its petitions for intervention, the Virginian said 
it interchanged traffic with the C. & O., and N. Y. C., that those 
roads were in competition for a substantial portion of the in- 
terchanged traffic, and that the Virginian was in competition 
with the C. & O., for traffic interchanged by it with the N. Y. C. 
The Virginian said its interests and those of the public would 
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be adversely affected if anything tended to lessen competition 
between those companies. 

The orders for intervention were entered in Finance No, 
14692, Chesapeake & Ohio Railway Co. Purchase Etc.—Petition 
of the Chesapeake & Ohio Railway Co. and Alleghany Corpora. 
tion for Modification of Order; Finance No. 11923, Sub. 2, 
Application of Robert R. Young for Authority to Serve as a 
Director of the New York Central Railroad Co. While Retain- 
ing his Present Positions with the Chesapeake & Ohio Railway 
Co. and Affiliated Companies; and Finance No. 6281, Sub. 6, 
Application of Robert J. Bowman for Authority to Serve as a 
Director of the New York Central Railroad Co. while Retaining 
his Present Positions with the Chesapeake & Ohio Railway Co, 
and Affiliated Companies. 
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Pittsburgh Chamber Opposes Higher 
Rail L. C. L. Rates in East 


The Chamber of Commerce of Pittsburgh, through D. 0, 





Moore, manager, freight traffic division, on April 15 appealed tions, < 
to the joint conference of Central Freight Association, New § Witten 
England Freight Association and Trunk Line Association repre- of a 
sentatives, meeting in Buffalo, New York, to disapprove car- is 
riers’ proposal to establish fourth class rates as minimum on Ur 
less carload or any quantity freight, from, to or within Official 246, Ur 
Territory. porte 


“The principal commodities affected by the proposal are 
manufactured iron and steel articles, less carloads, with respect 
to which the Pittsburgh district rates would be increased by Th 


substantial percentages, whereas the rates applying within § 1987 t 
Southern, Southwestern and Western Trunk Line territories § ment, 
would continue on the present basis, namely, exceptions to the § railroa 
Southern and Western Freight Classifications,” asserted Mr, § missio1 
Moore. that b 
He said that the higher basis proposed from Official Terri- § the pr 
tory to southern points, as well as within Official Territory, § that c 
“would create a situation exactly the same as that which re- aspect: 
sulted in the southern governors’ case and the interterritorial § the in 
class rate investigation, except that the situation is in reverse. The § the C 
approval and establishment of the proposed basis would un- with t 
doubtedly rate or ‘price’ Official Territory steel producers out § idea tl 
of the southern market.” "7 
The proposed increase of about 10 per cent in the Official- § and t 
Western interterritorial rates, with no change within the west, Jf of civ 
would also result in widening the spread between the rates § to saj 
from Pittsburgh and those from western producting points to § condu 
specific destinations in the west and southwest, stated Mr. § stand: 
Moore, asking that the sixth class or Column 40 rate between § merce 
Official and Southern territories which has been in effect for § by th 
many years, be not disturbed. IS xe 
tice o 
their 
Phillips Gets Injunction Against publi 
O. D. T. Gas Tank Car Order striki 
The federal district court for the District of Columbia on + 
April 21 granted a temporary restraining order sought by the been 
Phillips Petroleum Co. against execution of a recent order of dantr 
the Office of Defense Transportation (special allocation order on 
O. D. T. R-2) allocating 423 liquefied petroleum gas tank cars priva 
among various commercial companies (see Traffic World, April prohi 
5, p. 1096). The restraining order, by its terms, remains in : 
effect for ten days. ; item 
A hearing on Phillips’ petition for a permanent injunction withi 
will be held by the district court April 28. Phillips alleged, in tain 
its petition. that the O. D. T. order was invalid because it allo* pr 
cated the tank cars to shippers rather than to carriers, although, rm 
according to Phillips, the O. D. T., under the first decontrol act 
of 1947, had authority to allocate rail equipment only to car- 
riers. = 
The injunction suit is docketed in the district court as No. rag 
1630-47, Phillips Petroleum Co. vs. J. M. Johnson, Director of cont 
the Office of Defense Transportation. that 
Wee ce man 
IMPROPER LIVESTOCK CARE CHARGED max 
The federal government has filed a suit in the federal dis- na 
trict court, Chicago, against the Illinois Central Railroad, seek- “bur 
ing a judgment of $12,500 on 25 counts of allegedly confining gs 
hogs in cattle cars without unloading them for rest, water or ies 
feeding. The alleged offenses occurred between December 31, ie, 
1945, and February 22, 1946, stated the government attorney, ates 
J. Albert Woll. 
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Anti-Trust Suit Against Railroads 
Comes to Trigk at Lincoln, Neb. 


-e No, ; 

etition wring the carriers against liability for dis- 
rpora- vious that their unlawful joint and concerted 
ub, 2, aus renders them peculiarly subject to a 
- asa imination,” said Wendell Berge, Assistant At- 
e tain- in charge of the Justice Department’s anti-trust 
ailway his opening statement before the federal district 
ub. 6, coln, Neb., as, on April 23, trial of the government’s 
e asa suit against 47 western railroads, the Association of 
aining § Ameri Railroads, the Western Association of Railway Ex- 
ay Co. Fecutives, two New York City banking corporations and 89 indi- 


viduals, began. les . 

Mr. Berge and the anti-trust division attorneys associated 
vith him in the case said, before they left Washington for the 
district court at Lincoln, that they would complete presentation 


er \of their case on the first day of the trial, including their offer 
/in evidence of exhibits comprising a volume of nearly 850 pages 
_-part ir trial brief I of their brie 
D.0O 1187 a ea e exhibits consisted largely of reproduc- 
ealed tions, of, or excerpts from, correspondence and memoranda 
P New written in 1934 and subsequent years by officers of the A. A. R., 
‘repre. of the Western Association of Railway Executives, of individ- 
e a ual railroads, and of rail rate committees or bureaus. _ 
in an The suit is identified in the court at Lincoln at Civil No. 
ficial 246, United States of America, Plaintiff, vs. The Association of 
a! B American Railroads, the Western Association of Railway Ex- 
a al ecutives, et al., defendants. 
espect “Statutory Scheme of Regulation” 
sed by The statutory scheme of regulation (of railroads) since 
within §§ 1887 to the present time, Mr. Berge said in his opening state- 
itories § ment, had consistently contemplated that the great mass of 
to the § railroad rates should, within the limitations set by the Com- 
d Mr. § mission, be fixed by interplay of competitive forces. He said 
that both the principles of the federal statutory scheme and 
Terri- § the practice of the Commission itself rested on the assumption 
ritory, § that competition rather than regulation would govern most 
ich re- § aspects of the economic and business activities undertaken by 
itorial § the individual railroad. In support of that view he cited from 
se. The | the Commission’s annual report for 1939 a passage beginning 
ld un- § with the statement that “there is a gross exaggeration in the 
rs out § idea that every act of the railroads is subject to regulation.” 
“It is beyond dispute,” he said, “that the statutory scheme 
fficial- § and the Interstate Commerce Commission constitute a system 
> west, ff of civil police regulation, not one of military control. That is 
. rates If to say, the scheme has established certain standards for the 
ints to ™@ Conduct of railroads and then it is only when a violation of those 
d Mr. @ standards is brought to the attention of the Interstate Com- 
>tween f Merce Commission, either by someone who has been injured or 
ct for | by the Commission itself, that theforce of government control 
is exerted. It follows that the statutory scheme and the prac- 
tice of the Commission assumes that the railroads in their ordi- 
nary business dealings with one another, with shippers, with 
their workers, and with ciers should be adjusted in the 
public interest by the interplay of competitive forces. . . 
“The evidence in this case discloses a railroad industry in 
striking contrast to that accomplished by the statutory scheme 
bia on @ % Tegulation . . . But if the evidence here reveals an industry 
by the in which individual initiative and competitive energies have 
der of been completely and utterly subjected to joint and arbitrary 
“order § Control, it should be remembered that such control results not 
k cars —| {f0m the force of public law but rather from the operation of 
|, April | Private law created by defendants here in open defiance of the 
sins in @ Prohibitions of the anti-trust laws. 

_ “Indeed, the evidence will disclose that the private mecha- 
inction —| “Sms defendants created arbitrarily to rig and manipulate rates 
ged, in within the zone of reasonableness conveyed to the defendants 
it allot @ acting in concert power which the Congress has not seen fit to 
hough, § Mtrust to the Commission . . .” 
~? se Discrimination in Rate-Making 
sin Mr. Berge quoted statements by Justice Douglas, in the 
as No. @ inion in which the U. S. Supreme Court accepted jurisdiction 
ctor of the Georgia “conspiracy” suit against certain northern and 

southern railroads, leading to the conclusion by Justice Douglas 
that damage must be presumed to flow from a conspiracy to 
manipulate rates within the “zone of reasonableness” between 
maximum and minimum rates. 
ral dis- “Not only are the carriers not privileged concertedly to fix 
|, seek- J Tates within the zone of reasonableness,” Mr. Berge continued, 
nfining but they likewise are not privileged concertedly to fix rates 
ater or ‘0 avoid creating . . . discrimination resulting from undue pref- 
ber 31, erence or undue prejudice. Public law is quite clear that no 
torney, @ ©@rrier incurs liability for discrimination in any activity initi- 


ated individually so long as it offers to concur wtih all connec- 
tions on a nondiscriminatory basis.” 
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He cited a U. S. Supreme_Court decision (Texas & Pacific 
Railway Co. vs. United States, 289 U! S. 627) in which it was 
stated that preference or prejudice could be found only by a 
comparison of two rates; that a carrier or group of carriers 
must be the common source of the discrimination—‘must 
effectively participate in both rates”—if an order for correction 
of the disparity was to run against it or them, and that “where 
= Boor is made under section 3 an alternative must be af- 
orded.” 

He said it was obvious that the railroads’ “unlawful joint 
and concerted action in rate bureaus” rendered them peculiarly 
subject to a charge of discrimination because, “by virtue of 
their concerted rate bureau action, the carriers in each rate 
bureau have been held to be, in words of the Supreme Court, 
‘the common source of the discrimination.’” He cited Com- 
mission decisions in Albany vs. New York Central, 235 I. C. C. 
255, and Albany Port District vs. Ahnapee & Western Railway 
Co., 219 I. C. C. 151 (1936), and quoted from “the Port of 
Albany case” various excerpts, concluding with the observation 
by the Commission that “so long as the port differential struc- 
ture stands, Albany’s port rates depend upon the concerted 
action of the same carriers that control the rates at the other 
ports, and . . . these carriers together constitute a group of 
carriers which is the common source of the alleged discrimina- 
tion and which effectively participates in both sets of rates.” 


Suit Called “in and of” Regulation Scheme 


“It follows,” said Mr. Berge, “that the concerted action of 
the defendants here, far from being authorized by law, is 
actually in derogation of public law. It equally follows that 
in seeking to restore competitive opportunity in the railroad 
industry, this law suit, far from interfering with the statutory 
scheme of regulation, is actually in and of that scheme.” 

He regarded as applicable to the anti-trust division’s suit 


the U. S. Supreme Court’s characterization of the Georgia 
“conspiracy” suit: 


The present bill does not seek to have the court act in the place 
of the Commission. It seeks to remove from the field of rate-making 
the influence of a combination which exceeds the limits of the collab- 
oration authorized for the fixing of joint through rates. It seeks to 
put an end to discriminatory and coercive factions. The aim is to 
make it possible for individual carriers to perform their duty under 
the act, so that whatever tariffs’ may be continued in effect or super- 
seded by new one may be tariffs which are free from the restrictive, 
discriminatory and coercive influences of the combination. This is 
not an action to impair the primary jurisdiction of the Commission 
over rates. It is to free the rate-making function of the influences 
of a conspiracy over which the Commission has no authority, but which, 
if proven to exist, can only hinder the Commission in the tasks with 
which it is confronted. 


In other parts of his opening statement, Mr. Berge out- 
lined allegations that he and other attorneys in the anti-trust 
division had made in Senate committee hearings on legislation 
to exempt I. C. C.-approval agreements between carriers from 
application of the anti-trust laws. He said the government’s 
suit involved “the entire railroad industry of the United States, 
its eastern bankers (J. P. Morgan & Co. and Kuhn, Loeb & Co.), 


and powerful groups in such basic industries as oil, steel, and 
cement.” 


“Central Theme” of “Conspiracy” 


“The size of the stage on which this conspiracy has been 
acted, the multitudinous cast of characters, and the complexity 
of the action, however, does not obscure the central theme of 
the conspiracy,” he said. “That theme is simple. It runs 
through every phase of the plot, each unfolding of the action. 
That theme is monopoly power. And monopoly power is the 
ultimate evil at which the Sherman act is directed. . . . Be- 
cause monopoly cannot encompass all aspects of the economy 
save under a collective form of government, it stands solitary 
against the advancing tide of progress, while the waves of 
change break against it and around it. Its ability to protect 
its own market from change is more or less limited by the 
pressures of the free economy around it, and to that extent it 
grudgingly tolerates only such changes as are necessary to its 
own preservation.” 


He said the defendant railroads had seen fit to ignore the 
repeal of the recapture clause of the transportation act of 1920 
(under which the Commission had been empowered to recap. 
ture surplus earnings of the more profitable railroads and 
redistribute such earnings among the less profitable roads), 
and had continued to view the 1920 act as justifying concerted 
action in group determination of rates in the interest of the 
carriers as a whole. 

He discussed at length the so-called “(Commissioner Plan” 
of the western railroads, contended that it “was and is” an 
unlawful contract in restraint of trade, and asserted that, al- 
though the parties to the agreement had said they had can- 
celled it as of April 23, 1943, “nevertheless, the practices inau- 
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gurated under the agreement have not been abandoned and the 
defendants have made public statements asserting their inten- 
tion to continue operation under the same or a similar plan.” 


Class Rate Differentials Hit 


He charged that the “combination and conspiracy” had 
effectuated maintenance of “traditional geographic rate differ- 
entials in class rate scales, and that evidence showed that the 
differential in these scales varied between 112 per cent and 
160 per cent against the west and in favor of the east, and was 
136 per cent against the south and in favor of the east. He 
contended that those differentials were not justified by differ- 
ences in the cost of service, and said that “the government’s 
evidence conclusively establishes that these differentials have 
been perpetuated by the operations of the combination and 
pace ty a here in preventing rate reductions and readjustments 
sought by shippers and by individual railroads.” 

Concluding his opening statement, Mr. Berge said: 


This case serves to demonstrate that the pervasive evils of monopo- 
listic practices in the transportation industry affect not only trans- 
portation, but all American industry. It is necessary, therefore, that 
the transportation industry be freed of monopolistic restraints in order 
that all American industry be free. In a day when totalitarianism is 
spreading across the face of the earth, it is more than ever necessary 
that American enterprise be free, lest the Sherman act cease to be the 
charter of freedom its framers intended and freedom of economic 
opportunity cease to be our principal bulwark against alien ideologies. 


Rail Objections Due October 1 


The 47 western railroad defendants in the government’s 
antitrust suit were given until October 1 to file objections to 
the government’s case, which was presented in the form of 
documentary evidence to Federal District Judge John W. Dela- 
hant. The government will then have 45 days in which to file 
an answer brief. 

The evidence, consisting of 809 exhibits was presented 
after Wendell Berge, who retires as an assistant attorney gen- 
eral, May 1, and Elmer A. Smith, of Chicago, chief of counsel 
for the defendant railroads, made statements to the court. 


Smith Speaks for Railroads 


Mr. Smith told the court it has before it great and 
momentous questions of law and public policy which involve 
conflict between the Sherman antitrust act and the Interstate 
Commerce Act. 

He contended that the application of the Sherman Anti- 
trust Act to a regulated industry, such as the railroads, which 
are under Interstate Commerce Commission supervision, pre- 
sents wholly different problems than application of the anti- 
trust act to an unregulated industry. 

The railroad attorney declared that in the case of the rail- 
roads there has been a substitution of government regulation 
for competition as a means of protecting the public interest. 

For the first time in half a century, Mr. Smith said, the 
Department of Justice seeks to superimpose upon the regula- 
tion of the railroads provided by the Intérstate Commerce Act, 
a theory of enforced competition which the department has 
evolved in the last four or five years. 


“Under this new theory,” Mr. Smith asserted, “rates must 
be competitive although this standard is nowhere to be found 
in the Interstate Commerce Act.” Continuing, he said: 


The application of this standard to the rates maintained by the car- 
riers, Mr. Smith continued, would be wholly in the control of the 
Department of Justice through its power to enforce the Sherman Act. 

“Thus,”’ he said, ‘‘the regulation of carrier rates would be divided 
between two bodies, one the Interstate Commerce Commission, regulat- 
ing the rates pursuant to the standards of rate-making found in the 
interstate commerce act, and the other the Department of Justice, 
regulating rates with the power it possesses to enforce the Sherman Act. 

‘“‘Under regulation, freight rates have increased only 17.6 per cent 
since 1939, whereas the latest figures of the U. S. Bureau of Labor 
Statistics show much greater increases in prices controlled by com- 
petition—67 per cent in in the case of the wholesale prices of manu- 
factured goods, 137 per cent on farm products and 116 per cent on 
food stuffs. 

“The defendants for whom I speak assert with confidence that 
every act with which they are here charged was taken by them for 
the purpose of aiding in the effective administration of the interstate 
commerce act and was indeed required by that law. Only by such acts 
could they insure that changes in rates would conform to the standards 
laid down in that act and at the same time yield revenues sufficient 
to enable the carriers to provide in the public interest adequate and 
efficient railway transportation service. Such acts also were necessary 
for the purpose of eliminating what Congress itself and what the Com- 
mission and the Federal Coordinator had so many times called upon the 
railroads to eliminate, and that is competitive waste. 

“Even if the interstate commerce act be laid to one side, the de- 
fendants further assert that every act with which they are charged 
did not constitute any undue or unreasonable restraint of:trade under 
the Sherman Act and that what they have done was in fact in aid and 
promotion of trade and commerce in the public interest. 

“And we want to make it clear that we-do not contend that the 
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interstate commerce act gives the railroads some blanket and complete 
immunity from the Sherman Act. 

“The position of the railroad defendants for whom I speak is that 
in applying the Sherman Act to railroads and railroad rate-making ang 
railroad collaboration, the court will look to the provisions of the inter. 
state commerce act and to the interpretation and application of that 
statute by the Commission to determine the intent of Congress and the 
public policy of the nation in respect to the legitimate area in which 
collaboration may operate.”’ 

Mr. Smith said that the case presents this fundamental difference 
from the antitrust cases which the Supreme Court has had occasion ty 
consider in the past five decades—the fact that the defendants here are 
a regulated industry. 

“One of the underlying and fundamental questions before this court 
is how and to what extent and in what manner the Sherman Act, in the 
light of the regulatory statutes applicable to railroads, should be and 
can be applied to railroads, and in such a way as not to weaken or 
destroy the interstate commerce act or the power and capacity of the 
Interstate Commerce Commission effectively to administer that act, and 
thus carry out the intent of Congress as expressed in the national 
transportation policy.’’ 

“The very concept,’’ he continued, ‘‘of a national transportation 
system, adequate for the purpose specified in the declaration of national 
transportation policy, precludes the belief that Congress intended to 
forbid such cooperation and conference among the carriers composing 
that system, as are required to enable those carriers to meet the duties 
and the responsibilities imposed upon them by the act, and to establish 
and maintain to the very best of their ability, in the language of the 
declaration itself: 

‘** ‘Reasonable charges for transportation services, without unjust 
discriminations, undue preferences, or advantages, or unfair or de. 
structive competitive practices’.’’ 

Mr. Smith directed attention to numerous rate decisions by the 
Commission emphasizing the duty of the individual carrier in proposing 
rate changes to consider how those changes would compare with the 
rates of other carriers in the same and other territories, how they 
would effect the other territories, how they would effect the rate struc- 
ture and consequently the revenues of the carriers as a whole, and 
whether they would strengthen. or weaken an adequate system of trans- 
portation. These matters, he said, cannot be intelligently or fairly de- 
termined by one carrier acting in a vacuum, but can be determined 
only through conference, consultation and collaboration. 

“On example,’ he said, ‘“‘will serve to show the extent to which 
the rate structure of this country is a single entity composed of re- 
lated rates. The key rate in the sugar rate structure in this country is 
the rate from New Oreans to Chicago. This rate cannot be changed 
without affecting at once the refiner of sugar beets in Nebraska, Colo- 
rado and Idaho, and the refiner of Hawaiian sugar at San Francisco, 
the refiner of sugar in Baltimore, Savannah, New York and Boston, 
and the refiner of beet sugar in Michigan. These rates are all related. 
They aire tied together by the very standards of the interstate com- 
merce act itself. One could not be reduced without resulting discrim- 
inations against refiners and shippers at other points. No such com- 
parable situation is found in the price structure of commodities gen- 
erally in this country. 

“Consultation, conference and collaboration are but the result of 
these characteristics of the railroad rate structure, all to the end that 
the rates initiated by the railroads may within human limitations con- 
form to the standards found in the interstate commerce act and to the 
principles of rate-making and to the relationships of rates that have 
been established by the Interstate Commerce Commission.’’ 

Another fundamental difference between the railroads and unregu- 
lated industries, Mr. Smith asserted, is that the rates of the railroads 
have been and are under continuous administrative supervision. 

Mr. Smith reminded the Court that the Commission has fixed the 
rates on every commodity that moves in any substantial volume in 
Western Territory. The theory, he said, that one railroad acting in a 
vacuum could or should tamper with that rate structure without regard 
to the standards laid down in the act, without regard to the effect upon 
other shippers located on other railroads, upon other railroads them- 
selves, other localities and other territories, is simply abhorrent to the 
whole theory and purpose of the interstate commerce act. 

“To say that the railroads may not take such action as is reason- 
ably required to enable them to meet the responsibilities laid upon them 
by the act,’’ Mr. Smith said, ‘‘is to say that they should flaunt the pub- 
lic policy of Congress announced in the act. 

“Several of the acts with which these railroad defendants are here 
charged relate to matters and things other than rates. But as I have 
heretofore pointed out, what was done by these defendants with respect 
to operating practices and facilities was done with a view of avoiding 
competitive waste. 

“Indeed, the decisions of the Commission in the general rate cases 
handed down in the dark days of the thirties and their annual reports 
are filled with admonitions addressed to the carriers urging the elim- 
ination of competitive waste. 

‘‘And the reports of the Federal Coordinator also contained many 
references to this matter of competitive waste and of the evils of free 
and unrestrained competition. 

‘Competitive waste in the matter of services, facilities, and rates 
is contrary to the letter and the spirit of the interstate commerce act 
and to the administration of that act by the Commission.’’ 


Mr. Smith asserted that the Commission has held in a 
long line of cases that the revenue requirements of the rail- 
roads may not be defeated or jeopardized by the action of a 
particular carrier seeking to augment its revenues, irrespective 
of the rate changes upon other carriers. Thus each railroad in 
initiating its own rates must do so with regard not only to its 
financial interests but to those of its competitors as well. He 
continued: 


This court can take judicial notice of the decisions of the Supreme 
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fourt and of the Interstate Commerce Commission as well as of the 
ng list of railroad bankruptcies in Western Territory. Only two rail- 
inads having any substantial mileage in Nebraska have escaped bank- 
mptcy in recent years. The Western railroads in each of the years 
rom 1932 to 1939, inclusive, failed as a whole to earn a sum sufficient 
io pay their fixed charges. In 1940 they earned their fixed charges by 
very narrow margin and even the earnings of the war years from 
to 1945 on the average were less than the earnings in 1929. 

On the basis of the Commission’s own valuation, the Western rail- 
roads in 1946 had a rate of return of a trifle over 3 per cent. 

All these facts show how necessary it is that the railroads, in 
wjonsidering changes in rates, give weight to the effect of those changes 
gpon their revenues and deal with those changes collectively and from 
the standpoint of the interests of the railroads as a whole. Consulta- 
tion and conference are necessary respecting proposed rate changes if 
the railroads are to obtain the information necessary to enable them 
to arrive at an informed judgment regarding the effect which such 
changes will have upon the revenues of the railroads that might thereby 
be affected. This situation sets off the railroad industry from these 
other industries, and it sets off the rate structure of the railroads from 
the price structure of other industries with respect to whose earnings 
Congress has not displayed the concern which it has displayed with 
respect to railroad earnings. 

Another very important difference between the railroads and in- 
dustries whose prices are subject to no regulation is that the railroads 
are not only regulated as to their prices but they are regulated as to 
their profits. It is assumed that with respect to these other industries 
competition is free and untrammeled and will result in reasonable 
prices and consequently in reasonable profits, but Congress has not 
placed the carriers in a position where profits are untouched by regula- 
tion. Their profits are regulated because their prices are regulated. 
No one can examine the decisions of the Interstate Commerce Com- 
mission during the last three decades, involving the general level of 
all rates in the country, and escape being impressed by the steps which 
the Commission takes to insure that there will not be excessive profits 
in the railroad industry and that there shall be no return in excess of 
a fair return on the fair value of the property. These decisions show 
that when the Commission concludes that the general level of rates is 
too high, the rates are reduced, and, on the other hand, when the 
earnings of the carriers should be increased the rates are increased. 






































Division of C. of N. J. Properties 
Sought in Reorganization Plan 


Three interested groups have filed in -the federal court tor 
the New Jersey district, and with the Commission, a plan of 
reorganization in Finance No. 29778, Central Railroad Co. of 
New Jersey Reorganization. They were the Institutional Group, 
the Watters Committee and the Brooks Committee. 

They propose a separate reorganization of the New Jersey 
and Pennsylvania assets of the debtor and said that, in order 
to make permanent the separation of operations between the 
two states, “heretofore effected by the trustes of the debtor,” 
the proposed plan provided that the properties be divided into 
separate ownership and operation as between those located in 
New Jersey and those located in Pennsylvania, each group to 
be owned by a corporation of its respective state. It was fur- 
ther desirable, they said, that the Pennsylvania company and 
the New Jersey company be controlled by a separate non- 
operating corporation, called the Parent company. 

The plan provides that all of the common stock of the New 
Jersey company issued in reorganization, 100,000 shares without 
par value, and the entire amount of its $40,000,000 principal 
amount of general mortgage series A bonds, be issued to and 
owned by the Parent company and pledged under the latter 
company’s general mortgage. 

The New Jersey company is to issue no other securities in 
reorganization, except if it is determined that the state of New 
Jersey has an unsatisfied claim for additional taxes for the 
years 1932 to 1940, inclusive, that is prior to the lien of the 
debtor’s general mortgage, there would be issued in reorgan- 
zation such an amount of prior lien income mortgage 4% per 
cent bonds as might be necessary to satisfy such claim. 


The Pennsylvania company is to issue about $20,000,000 

general mortgage series A bonds, to be distributed to holders 
of debtor’s general mortgage bonds. All of the Pennsylvania 
company’s common stock, 100,000 shares, without par value, 
and all its $10,000,000 general mortgage series B bonds to be 
issued in reorganization, to be issued to and owned by the 
Parent company and pledged under the latter company’s gen- 
eral mortgage. 
_ ‘Securities to be issued by the Parent company in reorgan- 
ization are to consist of approximately the following: General 
Mortgage 4% per cent series A bonds, $20,000,000; 5 per cent 
Preferred stock ($100 par value), $15,000,000; common stock 
(no-par), 300,000 shares. 

On consummation of the plan, the outstanding and publicly 
held securities of the three companies would consist of the fol- 
OWing, according to the plan: Pennsylvania company general 
Mortgage series A bonds, $20,000,000; Parent company general 
mortgage series A bonds, $20,000,000; Parent company preferred 
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stock ($100 par), $15,000,000; Parent company common stock 
(no-par), 300,000 shares. 

One of the articles of'the reorganization plan provides that 
the charter of the New Jersey company is to be amended or 
deemed to be amended and its statutory obligations amended 
or deemed to be amended or superseded so that it will be under 
no obligation to operate suburban passenger service except on 
a contractual basis, embodied in a contractual agreement in the 
form of a stipulation by the New Jersey company filed with the 
court. A footnote defined suburban passenger service as mean- 
ing “all passenger service, including commuter service, to and 
from suburban points, which are deemed to include, for pur- 
poses of the plan, all points within 66 miles of Jersey City.” 

The contractual basis provides that, if during any 24-month 
period following consummation of the plan the operation of 
such service on the lines of the New Jersey company result in 
a net out-of-pocket loss in excess of $1,000,000, the New Jersey 
company may discontinue such portion of the suburban passen- 
ger service on its lines and make such rearrangements in the 
service, including elimination of stops, closing of passenger sta- 
tions and changes in type and character service afforded, as 
may be necessary to reduce such loss to not more than $500,000 
a year. 

The effective date for capitalization of claims of creditors 
was made January 1, 1946. 


P. & D. Truck Line Suits Testing 
Contracts with Rails Decided 


In transporting goods from its warehouse under pickup and 
delivery contracts with the defendant railroads in Birmingham, 
Ala., the plaintiff was the agent of the railroads and not of 
the owners or consignors of the goods, and was entitled to the 
same compensation for this service as it received for the other 
pickup and delivery service it performed under those contracts, 
Judge Seybourn H. Lynne, of the federal district court for the 
northern Alabama, district decided in findings of fact and con- 
clusions of law in three cases in which the Harris Transfer & 
Warehouse Co. was the plaintiff. 

The Louisville & Nashville was defendant in one of the 
suits, the St. Louis-San Francisco, in another, and the Southern 
was the defendant in the third suit. In each case the Commis- 
sion intervened as a defendant. The cases were docketed in the 
district court as Nos. 5953, 5954 and 5955. 

In his findings of fact, Judge Lynne showed that the Harris 
company, for about 14 years, had contracts with the defendants 
and all other railroads serving Birmingham to perform pickup 
and delivery service for those roads, generally within the cor- 
porate limits of Birmingham, in connection with rail tariffs 
providing free “p. and d.” service on outbound and inbound 
1. c. 1. shipments to and from Birmingham; that the Harris 
company received, under these contracts, 14 cents a 100 pounds 
for this service; that, of the shipments hauled by the plaintiff 
under its several contracts, about 10 per cent were transported 
from its warehouse and approximately 90 per cent were trans- 
ported from premises other than the warehouse, and that, on 
or about August 1, 1946, the three railroad defendants and some 
others having like contracts (but not all of them) notified the 
Harris company that they thereafter would pay only 5 cents 
a hundred pounds on traffic hauled pursuant to the contracts 
from the plaintiff’s warehouse to the several railroad depots. 

This action by the railroads, he said, followed recéipt by 
them of advice that the Commission’s Bureau of Inquiry had 
written to the Association of American Railroads concerning 
compliance with rail tariff provisions in respect to allowances 
to consignors and consignees. Judge Lynne noted that the rail- 
road tariffs with respect to free pickup and delivery contained 
a provision that “when the consignor elects to make his own 
arrangements for the pickup service authorized herein, an 
allowance of 5 cents per 100 pounds will be made to such con- 
signor for such service.” 

The defendant railroads, he said, “desiring not to take any 
risk in that regard,” reduced the amount they were paying 
Harris from 14 cents to 5 cents a hundred pounds on traffic 
moved from the Harris warehouse, and “plaintiff agreed with 
those several railroads that it would continue to render pickup 
and delivery service as theretofore and would accept settle- 
ment on the basis of 5 cents per 100 pounds on goods hauled 
from its warehouse to the depots . . . pursuant to the several 
contracts, until the doubt in respect thereto should be resolved 
by some authoritative decision, but not longer than a reason- 
able time, reserving, however, the right to claim the balance 
at an appropriate time.” 


Truck Line Not Consignor 


_ “The filing of these complaints followed after the expira- 
tion of several months,” said Judge Lynne, adding: 
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In transporting the goods from its warehouse to the railroad depots, 
the plaintiff acts under and pursuant to its contracts with the defendant 
railroad companies; and in so doing it is the agent or contractor of 
the railroad companies, from the time the goods are loaded on the 
trucks and receipt given therefor, the same as in the case of goods 
transported from other premises. It is not the consignor of such goods. 

In respect of goods so transported, the possession and the responsi- 
bility of the railroad companies as carriers commence when the goods 
are loaded on the trucks and receipt given therefor. ‘The owner does 
not render any service connected with such transportation, as dis- 
tinguished from the preparation of the goods for transportation, or 
furnish any instrumentality used therein. 

I conclude that the contracts are lawful under the circumstances 
here appearing; that plaintiff was not the owned or the consignor of 
the goods hauled under those contracts; that in transporting the goods 
from its warehouse plaintiff was the agent of the railroad companies 
and not of the owner or consignors; that plaintiff’s compensation is 
measured by the rate named in the contracts and is to be computed 
upon the entire tonnage hauled under the contracts, including along 
with the rest, the tonnage hauled from plaintiff's warehouse. 


“Moon Carrier” Found Not “Knowingly 
and Wilfully” in Violation of Law 


The partnership doing business as “Moon Carrier,” Clifton, 
N. J., one of the older and larger motor truck common carriers 
in that area, was acquitted of violations of the motor carrier 
act and the Commission’s regulations under it in a decision 
from the bench by the United States District Court for the 
District of New Jersey on April 17. 

“In twenty counts of a criminal information the United 
States Attorney in behalf of the Commission had accused the 
company of conducting operations not authorized by its grand- 
father certificate and also in ten counts for not having required 
its drivers to keep logs recording their operations between 
Clifton and New York City in short haul collection and delivery 
operations,” said Charles E. Cotterill, counsel for the company. 

“The company pleaded not guilty and defended upon the 
following grounds: either its certificate did authorize the ques- 
tioned operations or else the certificate was not a valid one 
in view of the grandfather rights possessed by ‘the carrier which 
it offered to prove. With regard to the matter of logs the com- 
pany contended that the requirement of the Commission as to 
logs was not a ‘reasonable’ one insofar as it might have been 
intended to apply to short haul collection and.delivery opera- 
tions between the company’s terminal in Clifton and New York 
City. As to both the matters of the certificate and drivers’ logs 
the company further contended that in any event its conduct 
had not. been ‘knowing and wilful.’ 

“In acquitting the defendant the court held that it did not 
consider it necessary in that proceeding to pass upon either 
the interpretation or validity of the company’s grandfather 
certificate or the interpretation and validity of the Commission’s 
requirement as to drivers’ logs as applied to short haul collec- 
tion and delivery operations. Instead, the court held, it was 
satisfied that at least there was enough merit to the company’s 
defensive contentions to require the conclusion that the com- 
pany had not been ‘knowingly and wilfully’ in violation of the 
law. The court added that if the company chose, however, to 
continue the questioned operations and not to require the 
logs the company could not thereafter defend on the ground 
that its choice was not ‘knowing and wilful’ should any further 
cfiminal proceedings against it be instituted unless, promptly, 
it should file with the Commission appropriate pleadings afford- 
ing to the Commission a basis for reconsidering the company’s 
grandfather rights and reconsidering the reasonableness of its 
requirement as to logs for short haul collection and delivery 
operations.” , 


Motor Act Prosecutions 


(Digests of statements issued by the Secretttty of the Commission con- 
cerning prosecutions, in federal courts, for vidlations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
refulations thereunder, appear below.) 

Wisconsin eastern district, at Milwaukee. On April 9, Ervin 
Tomm, dba Ervin’s Van Service, Milwaukee, was fined $300 
following the return by a jury of a verdict of guilty of charges 
of operating as a common carrier of household goods for com- 
pensation without a Commission certificate authorizing the de- 
scribed operations. The fine was required to be paid. On May 
17, 1943, Tomm had entered a plea of guilty to a similar offense 
and the information in the present case charged the violations 
as subsequent offenses. 

Oklahoma western district, at Oklahoma City: On March 
21, in proceedings instituted by the Commission, a permanent 
injunction was granted restraining Booth-U-Drive System, Inc., 
and Hanley R. (“Cadillac”) Booth, its manager, from providing 
and arranging for the transportation of passengers by automo- 
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bile for compensation until such time as there should be in 
force and effect with respect to either of them a broker’s license 
authorizing such transactions and until either of them should 
have on file with the Commission and in full force and effect a 
surety bond as required by the Commission’s regulations. Booth- 
U-Drive System, Inc., conducted such transactions in the s0- 
called “travel bureau” manner in that it arranged with drivers 
of automobiles to transport for compensation certain passengers, 
It charged and collected certain amounts for its service. 

Southern Ohio district, western division, at Cincinnati. On 
April 11, Raymond Lee Dance, of Cincinnati, was fined $2,000 
following entry of his plea of nolo contendere to 17 counts and 
his plea of guilty to 13 counts of an information charging oper. 
ation as a common carrier of property for compensation without 
a certificate or other Commission authority authorizing the 
particular operations described in the information; with failing 
to have on file doctors’ certificates of physical examinations of 
new drivers; with permitting and requiring drivers to remain 
on duty excessive weekly hours; and with failing to require 
drivers to keep.drivers’ logs, in violation of the motor carrier 
safety regulations. The fine was ordered paid. The offenses 
were committed by the defendant while he was doing business 
as R. L. Dance Trucking Co., and prior to a transfer of his op- 
erating rights to Dance Freight Lines, Inc., of which Raymond 
Lee Dance was the controlling stockholder. 





















Attorney General Comments on Bill 
Proposing I. C. Act Amendments 


Attorney General Clark, in a letter to Chairman White, of 
the Senate interstate and foreign commerce committee, com- 
menting on S. 290, a Commission-recommended bill to amend 
the interstate commerce act in several respects, expressed ap- 
proval of some provisions of the bill, indicated disapproval or 
was non-committal with respect to certain other provisions, but 
said in the conclusion of his letter that “in the final analysis, 
whether the bill should be enacted involves a question of 
legislative policy concerning which I prefer not to make any 
suggestion.” 

The Attorney General said the bill proposed changes in 
existing law relating to (1) suburban electric railways; (2) 
extension of credit for express shipments; (3) rental of cars; 
(4) sleeping car companies; (5) service of notice in tariff sus- 
pension proceedings; (6) furnishing of information by associa- 
tions of carriers; (7) freight forwarders, and (8) eliminating 
of hearings in certain railway cases. 

Sections 2, 4 and 6 of the bill, he said, would change the 
existing test with respect to Commission jurisdiction over sub- 
urban electric railways, that test being whether they were 
“operated as a part or parts of a general steam railroad system 
of transportation,” as set forth in Yonkers vs. United States, 
320 U.S. 685. He said the bill would make engaging ‘“‘in the 
general transportation of freight” or the interchanging of 
“standard steam railroad freight equipment with steam rail- 
roads” activities which would give rise to Commission juris- 
diction. He thought it was doubtful whether each of these 
activities alone should constitute a test of the Commission's 
jurisdiction. 

‘He said he saw no reason why express companies should 
not be subject to the same rules, with respect to extension of 
credit to shippers, as were the railway carriers, and as proposed 
in the bill. 

The proposal in the bill that the Commission have access to 
records of those who furnished cars to shippers instead of 
directly to railroads would probably be beneficial, he said. 

Under section 24 of the bill, he stated, authority over con- 
trol of freight forwarders would be granted by the Commis- 
sion. He said that existing law permitted carriers to own 
freight forwarders and that he saw no reason why officers and 
employes of carriers should be prohibited from owning stock 
in freight forwarders. A part of this section affecting acquisi- 
tion of control of forwarders, he added, would carry with it 
immunity from the anti-trust laws. He said consideration might 
be given to the question whether this new provision might not 
better be made in the form of an amendment to section 5 of 
the interstate commerce act. 

“Section 5 (of the bill) would eliminate the mandatory 
requirement of a hearing in cases involving acquisition of con- 
trol of motor carriers by railroads and to that extent would 
weaken the law-directed against railroad control of competitive 
forms of transportation,” he said. 






















EXPLOSIVES ACT BILL 
Senator White, of Maine, chairman of the Senate inter- 
state and foreign commerce committee, by request, has intro- 
duced S. 1141, a bill to amend the transportation of explosives 
act in various particulars. 
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Non-Lawyer Practice Before I. C. C. 
Upheld by Galveston Trade Units 


In a brief filed with the House and Senate judiciary com- 
mittees and other members of Congress, in opposition to enact- 
ment of H. R. 2657, proposing establishment of a “credentials 
committee” to pass on qualifications of persons desiring to prac- 
tice before the Interstate Commerce Commission, the Maritime 
Commission, and other administrative agencies in the federal 
government (see Traffic World, March 29, p. 989, and April 5, 
p. 1111), Forrest G. Robinson, traffic manager of the Galveston 
(Tex.) Chamber of Commerce and the Galveston Cotton Ex- 
change and Board of Trade, has stated, on behalf of those 
Galveston organizations, that the proposed legislation is unjust 
and unwarranted. 

H. R. 2657 is entitled “a bill to protect the public with re- 
spect to practitioners before administrative agencies.” 

Mr. Robinson contended that H. R. 2657 would not protect 
or serve the public interest, but that it would “actually result 
in harm and injury to the public, and more especially small 
shippers and receivers of property transported by agencies 
under the jurisdiction of the Interstate Commerce Commission 
and the United States Maritime Commission, as well as to 
restrict the freedom of choice by individuals of their life work, 
and should be cast aside.” 

Purpose of Legislation 

He said that one purpose of the bill was to divest the 
I. C. C. and the Maritime Commission of the duty and responsi- 
bility of prescribing the qualifications or those who appeared 
before them, and that another purpose of the bill was to bring 
about a situation in which only non-lawyer individuals now 
authorized to practice before those agencies could obtain cer- 
tificates to continue such practice. 


With respect to the first of those objectives, Mr. Robinson .- 


contended that the I. C. C. and Maritime Commission were 
better qualified to determine and pass on the qualifications of 
those who might practice before them concerning matters com- 
ing within the statutes which they administered than “out- 
siders who are without knowledge gained from experience— 
the best teacher—which is essential to proper administration of 
the transportation statutes.” 

“Said agencies,” he continued, “will even be barred from 
having representation on the so-called Credentials Committee 
covered by section 3 of the bill. . . . Neither will non-lawyers, 
who have been duly found qualified and admitted to practice 
before said agencies . . . have representation on the Creden- 
tials Committee.” 

Effect of Non-Lawyer Provision 


If only the non-lawyers who were not authorized to prac- 
tice before the two agencies named were permitted to continue 
such practice, said Mr. Robinson, “future generations would, 
should the proposed legislation become effective, be barred 
from being free to choose their life’s work in the traffic profes- 
sion and practice before said administrative agencies.” 

“Death would. soon wipe out every present non-lawyer 
practitioner, thereby ending a needed service, which has proved 
satisfactory and economical to actual users of transportation 
for decades past, as well as aiding the commissions,” he added. 

He said it was commonly recognized, by unbiased and 
unselfish attorneys, that a qualified and experienced non-lawyer 
practitioner was of much greater protection and value to a 
client than an inexperienced attorney in matters before the 
IC. C. or M. C. : 

_ “Thus,” he continued, “there are about 65 attorneys in the 
city of Galveston, and with the exception of about three, repre- 
senting railroads, they are inexperienced in handling rate mat- 
ters before said agencies. Not one would alone accept the re- 
sponsibility of preparing and trying a rate case before either 
of said agencies. So why impose upon small shippers the neces- 
Sity of employing an attorney and a rate expert to handle a 
rate case when nine times out of ten an experienced non-lawyer 
practitioner could successfully handle the case and to the com- 
plete satisfaction of the client, and at less expense.” 

_ Mr. Robinson observed that I. C. C. and Maritime Com- 
Mission members were not required to be lawyers, and added 
that the practical effect of H. R. 2657 would be to require 
lawyer representation before non-lawyer agencies. He described 
‘the “shortened procedure” method of handling I. C. C. cases 
Involving small amounts or of a nature not requiring the ex- 
Pense incurred in a formal hearing, adding that this was a 
simple procedure, involving practically no expense, and that 
any qualified and experienced practitioner can handle them 
Without lawyer aid, and, at the same time the client—generally 
an individual or a small. business—is amply protected.” Under 

. R. 2657, however, he said, the client who needed aid would 
have to employ a lawyer as well as a rate expert and would 
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have to bear unnecessary expense. Mr. Robinson asserted that 
the proposed legislation was “bosh” and that a more appropri- 
ate title for it would be “a bill against justice and the public 
interest, especially as to small business men and communities.” 


Rosenbaum Opposes Restrictions 


In a number of proceedings over a long period of years, 
the Supreme Court of the United States has held that the mak- 
ing of rates is a legislative and not a judicial function, and 
most of the other functions of the Interstate Commerce Com- 
mission likewise are legislative rather than judicial in charac- 
ter, William E. Rosenbaum, transportation consultant, of St. 
Louis, Mo., asserted in a recent letter to R. Granville Curry, 
president, Association of Interstate Commerce Commissioners. 

Writing in opposition to H. R. 2657, a bill proposing the 
curtailment of non-lawyer practice before administrative agen- 
cies of the government (see Traffic World, April 19, p. 1262), 
Mr. Rosenbaum said that “some members of the legal profes- 
sion are overstepping the bounds of propriety in attempting to 
mislead Congress into believing that practice before the Com- 
mission constitutes the practice of law and that it is necessary 
to obtain the assistance of the legal profession at large ‘to pro- 
tect the public.’ 

“The average run-of-mine lawyer who seldom handles a 
proceeding before the Commission doesn’t know the difference 
between a box car and a way-bill, and when he does participate 
in a proceeding involving the transportation of freight he not 
only knows little or nothing about the technical features at 
issue but his knowledge of interstate commerce law is practi- 
cally nil,” asserted Mr. Rosenbaum. 

He recommended to the association that a bill be presented 
to Congress, prohibiting anyone, lawyer or non-lawyer, from 
practicing before the Commission unless he passes an examina- 
tion such as required now of non-lawyers, and thereby shows 
himself able to render proper and competent service to his 
clients and to the Commission. 


Says Most Lawyers Are Not Concerned 


“Most of my contacts with members of the legal profession 
makes me feel that most lawyers do not care about practicing 
before the Commission because they feel that it is a special 
field somewhat similar to patent law,” concluded Mr. Rosen- 
baum, expressing the belief that most of the agitation for leg- 
islation similar to H. R. 2657 comes from “a very small minor- 
ity” of the American Bar Association. 


Wagner Questions “Grandfather” Clause 


Warren H. Wagner, a member of the executive committee 
of the Association of I. C. C. Practitioners, former president of 
that organization, and former chairman of its Committee on 
Education for Practice, has written C. E. Jacobson, of the Los 
Angeles Chamber of Commerce, to say he is not sure that Mr. 
Jacobson is correct in thinking that H. R. 2657, a bill proposing 
to curtail non-lawyer practice before government administra- 
tive agencies, does not extinguish the rights of non-lawyers 
already admitted to practice before such agencies (see Traffic 
World, April 19, p. 1262). 

Mr. Wagner said Mr. Jacobson’s letter to the chairman of 
the House judiciary committee about the bill left the impres- 
sion that the so-called “grandfather clause” in section 6 of the 
bill permitted non-lawyers already admitted to practice before 
the Commission to continue in such practice even if the bill 
were enacted into law. Saying he was not quite sure Mr. 
J year? _ correct, Mr. Wagner made the following analysis 
of the bill: 


The so-called ‘‘grandfather clause’’ appears in the next to the last 
sentence of section 6 of the bill. It provides that on application, ‘‘indi- 
viduals subject to this section’’ who have been practicing and are certi- 
fied by the agency, shall be given credentials enabling them to continue 
such practice. 

It will be observed that it is restricted to ‘‘individuals subject to 
this section.’’ Who are subject to section 6? (I understand that ‘‘Sec- 
tions 7 or 8’’. of the administrative procedure act should read section 5 
thereof.) Section 6 of that bill applies to non-lawyers practicing before 
any agency ‘‘except in proceedings pursuant to section 5 of the ad- 
ministrative procedure act or in connection with any form of com- 
pulsory process.’’ Section 5 of the administrative procedure act em- 
braces, for example, rate cases before the Interstate Commerce Com- 
mission in which reparation is sought, or cases coming within section 
6 of the interstate commerce act, i.e., tariff interpretation cases or 
whether undercharges or overcharges have been assessed. 

Section 6 of the new bill also indicates that a non-lawyer may not 
practice ‘‘in connection with any form of compulsory process.’’ There 
are very few rate proceedings before the Interstate Commerce Com- 
mission which do not ultimately lead to ‘‘compulsory process,’’ or an 
order. 

In light of the above, it is my view that existing non-lawyer prac- 
titioners under this bill, are precluded from appearing in practically 
every type of rate case before the Interstate Commerce Commission. 

In connection with another phase of this bill, it is my view that 
an industrial traffic manager is not an ‘“‘officer of a corporation’’; that 
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a railroad traffic manager or general freight agent or the like is not an 
officer of the railroad; and that non-lawyers in charge of traffic asso- 
ciations of chambers of commerce, of which there are hundreds, are 
not officers of corporations and would therefore be prevented from 
appearing before the Commission if this bill were passed... . 


MISSOURI VALLEY AUTHORITY BILL 


Senator Murray, of Montana, addressed the Senate, April 
23, in support of a bill he introduced that day providing for the 
creation of a river valley authority forthe control and develop- 
ment of the Missouri River Valley and its tributaries. 

“This authority is to be known as the Missouri Valley Au- 
thority and is patterned on a similar program carried out in 
aon ey Valley under the Tennessee Valley Authority,” 
said he. 

The senator said he had associated with him in the spon- 
sorship of the proposed legislation Senators Taylor, of Idaho; 
Pepper, of Florida; Johnston, of South Carolina; Langer, of 
North Dakota, and other senators whom he did not name. He 
pointed out that in previous sessions of Congress he had spon- 
sored proposed legislation providing for a Missouri Valley Au- 
thority and that hearings were held on it. 


Repeal Crosser Amendments, 
Urge Chicago Area Rail Employes 


A resolution urging Congress to repeal the Crosser amend- 
ments to the railroad retirement and unemployment insurance 
acts, and to enact the Gillette bill, H. R. 2169, together with nine 
proposed amendments thereto, has been adopted by the Rail- 
road Employes Pension Protective Committee of the Chicago 
area, (see Traffic World, March 15, p. 825) and forwarded to 
Congress. The Chicago committee is comprised of employe 
groups from 62 railroads and railroad affiliates, and is headed 
by Thomas Stack, of the Chicago, Rock Island & Pacific Rail- 
way, Chicago. 

; In a covering letter to Congressmen, Mr. Stack asks Con- 
gress to “take cognizance of insurance statistics indicating that 

approximately 90 per cent of rail industry workers now in- 
dividually provide for their families by carrying and paying for 
accident, health, hospitalization, fraternal union, and other 
forms of insurance. War veterans, for example, are entitled to 
free governmental assistance; consequently, no railroad retire- 
ment law is necessary or should be enacted, with emphasis on 
maternity and sick benefits.” 

Following is a summary of the nine amendments’ which the 
Chicago committee proposes to H. R. 2169: 


1. That pensions be paid to railroad employes, both male and 
female, at age 60 and having 30 years of credit service, retirement not 
to be compulsory at said age. 

2. That pensions be paid to employes after 20 years of railroad 
service if and when totally and permanently disabled. 

3. That pensions be not reduced by any amount by reason of other 
income or pensions received by retired employes or their widows. 

4. In the event of the death of an employe before retirement act, 
there shall be returned to his beneficiary a lump sum death payment 
at least equivalent to the amount contributed to the fund by such 
deceased employe. 

5. Should an employe die while under retirement, his widow should 
receive 75 per cent of the pension her husband was receiving at the 
time of his death provided she does not remarry and has attained the 
age of 60. 

6. That present minimum and maximum pension payments are not 
wholly adequate to meet the present cost of living. 

7. That Congress enact legislation establishing a national Pension 
Protective Association to study and analyze matters affecting railway 
employe pensions, and that the railroad brotherhoods, railroad manage- 
ment and all members and employes of the Railroad Retirement Board 
be denied a voice or vote in the appointment of representatives of the 
proposed association. 

8. That officers and employes of the Railroad Retirement Board 
be limited to the performance of their administrative duties under the 
retirement act, and that they be prohibited from formulating and 
disseminating propaganda suggesting and recommending changes in 
the benefit provisions of the retirement act. 

9. That Congress give consideration to the proposal to transfer 
from the railroad unemployment insurance fund to the railroad retire- 
ment fund such an amount as may be necessary to defray any increased 
costs in carrying out the above amendments, beyond the 3.5 per cent 
paid by the employes before enactment of the Crosser amendments. 
The transfer of such funds could be reasonably made since we advocate 
the elimination of all sickness, accident or maternity benefits from the 
provisions of the railroad unemployment insurance act, and since the 
unemployment insurance fund now contains in excess of $700,000,000. 


451,000 Oppose Amendments, Says Stack 


The charge that “the Crosser bill was hatched by a staff 
of the Railroad Retirement Board and sold to the (railroad) 
unions, who are now trying to save face by supporting Repre- 
sentative Crosser’s idea of a railroadman’s paradise’ was made 
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by Thomas Stack, April 21, in a letter mailed to members of 
the Railroad Employes Pension Protective Committee. 

Mr. Stack said that President George Harrison, head of 
the Brotherhood of Railroad and Steamship Clerks, who re- 
cently suspended Mr. Stack from membership in that organiza- 
tion (see Traffic World, April 5, p. 1103), has since suspended 
six other members of the union for seeking repeal of the 
Crosser amendments. On the other hand, said Mr. Stack, his 
committee has received more than 1,200 signatures on petitions 
against the Crosser amendments from members of Lodge 554 
of the Brotherhood, Mr. Harrison’s own lodge at St. Louis, Mo. 
Photostatic copies of the petitions have been mailed all Con- 
gressmen from Missouri. 

Petitioners from railroad employes and letters to Congress- 
men on file today in Washington, urging repeal of the Crosser 
amendments, number 451,000, Mr. Stack said. 


House Rules Committee Approves 
Transport Inquiry Measure 


After a hearing in which Chairman Wolverton, of the House 
committee on interstate and foreign commerce, and Representa- 
tive Lea, of California, former chairman of that committee, 
testified as proponents of the measure, the House rules commit- 
tee reported favorably H. Res. 153, the Wolverton resolution to 
continue the investigation of transportation which the commit- 
tee began in the 79th Congress under authority of the Lea reso- 
lution, H. Res. 318 (see Traffic World, March 22, p. 894, and 
March 29, p. 989). 

Questions as to the authority of the Wolverton committee, 
under the reorganization act of 1946, to investigate all types of 
transportation, including transport by water carriers with re- 
spect to which the House merchant marine committee had leg- 
islative jurisdiction, were raised by rules committee members 
in the course of the hearing, but the committee concluded that 
the Wolverton committee had the legal authority it needed for 
proceeding with the transport inquiry, and there was no opposi- 
tion to the grantng of the rule requested for expedited consid- 
eration of H. Res. 153 by the House. 

At the House interstate and foreign commerce committee, 
it was stated that, out of $35,000 provided for expenses of the 
investigation in the 79th Congress, only about $8,000 had been 
spent, and that the committee now was seeking approval by the 
accounts subcommittee of the House administration committee 
for use of $25,000 of the unexpended balance for continuance of 
the investigation. And yet, no plans had been made for hearings 
in. furtherance of the inquiry, it was stated. 


Air Rights for Ship Lines 


Representative Bradley, of Michigan, chairman of the 
House committee on merchant marine and fisheries, has intro- 
duced H. R. 3079, to amend the civil aeronautics act of 1938 
as amended by adding to section 401 (d) (1) thereof—the sub- 
paragraph setting forth requisites of applicants for obtaining 
certificates from the Civil Aeronautics Board—a new proviso, 
reading as follows: 


Provided, That nothing contained in this act shall be construed to 
prevent or limit operators of ships registered under the laws of the 
United States from receiving certificates of public convenience and 
necessity under this section for the operation of aircraft serving the 
same overseas or foreign areas as are served by their ships. The board 
shall consider and act upon the applications of such operators in the 
same manner and upon the same basis as applications of air carriers. 


The bill was referred to the House committee on interstate 
and foreign commerce. 


In a statement he issued as he introduced the bill, Repre- 
sentative Bradley said the bill did not automatically give steam- 
ship companies the right to fly, but merely accorded them the 
same status as “any other applicant, whoever that may be, 
when applying to the C. A. B. for the right to use aviation in 
their operations overseas.” : 


‘Deprived of an air arm,” he said, “the merchant marine 
faces fully equipped foreign steamship and airline combinations 
with one hand tied behind its back. . . . The competition is 
fierce. . . . Overseas airlines, operating in complete independ- 
ence, are at a handicap. The Civil Aeronautics Board, in re- 
ferring to steamship lines in overseas trade, said, ‘They will 
be possessed of powerful competitive weapons that w'll enable 
them to crush independent airlines.’ But foreign steamship- 
airline combinations already have these weapons and are using 
them effectively. It is the epitome of national foolishness not 
to put an American team of equal strength in the field.” 
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Problems in Sea-Air Transport 
Aired Before House Committee 


Bills whose sponsors. say they would strengthen the position 
of the United States in the field of overseas transportation by 
(1) giving steamship lines an opportunity to supplement their 
surface carrier operations with airline services or (2) providing 
for establishment of a “consolidated” airline to represent the 
United States in international aviation were subjected to study 
by the House committee on interstate and foreign commerce 
in hearings begun April 22. 

Three of the considered bills had as their objective the re- 
moval of existing barriers to the entry of steamship lines into 
overseas air transport service. Thev were: H. R. 939, introduced 
by Representative Celler, of New York; H. R. 2851, introduced 
by Representative Miller, of Connecticut, and H. R. 3079, in- 
troduced by Representative Bradley, of Michigan, chairman of 
the House committee on merchant marine and fisheries. Also 
considered at the hearings were bills to set up a “community 
company” as the international air carrier for the United States, 
including H. R. 2827, introduced by Chairman Wolverton, who 
presided; H. R. 2828, introduced by Representative Hinshaw, of 
California; H. R. 2829, introduced by Representative Harris, of 
Arkansas, and H. R. 2830, introduced by Representative Howell, 
of Illinois (see Traffic World, April 5, p. 1105). The authors of 
those bills are all members of the House committee on inter- 
state and foreign commerce. 

The list of witnesses on the first day of the hearing included 
Representative Bradley, Representative Miller, Representative 
Latham, of New York; Chairman Smith, of the Maritime Com- 
mission, and Alvin B. Barber, manager of the transportation 
and communication department of the Chamber of Commerce 
of the United States. 

Testimony in support of the Bradley bill, H. R. 3079, was 
presented by its author and by Representative Latham, Chair- 
man Smith and Mr. Barber. 

Mr. Bradley said the purpose of his bill was to accord to 
American steamship lines the same rights before the Civil 
Aeronautics Board that were enjoyed by other applicants for 
overseas air routes and “most especially to place them on a 
semblance of parity with the treatment afforded foreign steam- 
ship interests in the matter of receiving certificates to operate 
aircraft in conjunction with their ocean routes.” He said his 
bill would “put a stop to the practice of stifling by government 
decree the fullest legitimate use of the most modern vehicles 
in the development of our merchant marine,” but would not 
automatically give steamship companies the right to fly any 
route. 

He stated that the proponents of the civil aeronautics act 
of 1938, including Colonel Edgar Gorrell, “then president of the 
Air Transport Association, which now opposes this bill,” had 
represented to the House merchant marine committee that the 
right of steamship companies to apply for airline certificates on 
an equal footing with any other applicant was preserved by the 
proposed civil aeronautics act. 


Land Quoted as M. C.. Chairman 


“Admiral Emory S. Land, then chairman of the Maritime 
Commission and now president of the Air Transport Association, 
which will appear in opposition to this bill,” said Mr. Bradley, 
‘has represented to our committee on January 13, 1944, that: 


The participation of the maritime industry in civil aeronautics is 
necessary if the United States is to have a merchant marine adequate 
for the development of its foreign and domestic commerce. ... Com- 
Detition with the merchant marines of other nations . . . demands that 
the American merchant marine be unshackled by arbitrary and narrow 
interpretation of civil aeronautics law. . . . Cooperation between air- 
transport systems and the merchant marine is a condition precedent 
to meeting . . . postwar competition and the maintenance of at least 
an equal position in foreign commerce with those nations who place 


ho restrictions upon the operation of steamship companies in the 
aviation field. 


Attitude of C. A. B. 


Referring to the C. A. B. decision in its docket No. 2411, the 
erican President Lines case—also described as the “sea-air 
case’”—Mr. Bradley said the board had admitted in that decision 
that it had been in error in claiming that the act of 1938 pro- 
Vided a legal bar to steamship entry into aircraft operation, but 
that it had, at the same time, stated that the law gave it au- 
thority to set up administrative barriers that were equally effec- 
ve co ap the steamship lines out (see Traffic World, April 
“Having granted 33 permits to foreign airline companies, 
Many of which are dominated, controlled or affiliated with 
famship companies and many of which are using the sea-air 
Combination to effective competitive advantage to attract, steal 
and divert our foreign commerce,” said Representative Bradley, 
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“they (the members of the C. A. B.) admit in substance that 
they intend to continue to give foreign countries the superior 
weapon of this combination with which to compete against us.” 

After declaring that the C. A. B. in its docket No. 2411 
decision had engaged in “some mental gymnastics which are 
hard to rationalize with sound reasoning or our national self- 
interest,” Mr. Bradley said the board had explained that one 
reason it believed it should not allow steamship lines to operate 
aircraft was that “by reason of their superior resources and 
extensive facilities for solicitation . . . they will be possessed 
of powerful competitive weapons that will enable them to crush 
independent airlines.” He said the board seemed to forget 
entirely that it had been required by “our bilateral treaty 
arrangement” to grant to foreign steamship interests “this very 
same right,” and that foreign ship-airline combinations were 
now in the field and were actively and effectively using ‘these 
very same ‘powerful competitive weapons.’ ” 

He said it was well known that the U. S. domestic airlines 
had ‘‘made a mess of their business’; that it would take every 
ounce of energy they could muster to put their “tottering house” 
in order, and that, “to at this time saddle them with the diffi- 
cult job of developing the complicated pattern of our overseas 
foreign trade is leading them to disaster through financial and 
managerial overexpansion.” He maintained that “there is only 
one group in America today that has any long-range experience 
in the promotion and handling of our basic cargoes, and these 
are the steamship companies.” 


Foreign Air Operations 
In his further testimony, Representative Bradley said: 


As a result of the policy which has placed the responsibility for 
the development of our foreign air commerce upon under-capitalized, 
over-expanded and inexperienced airlines, a major portion of the routes 
which have been found by the Civil Aeronautics Board to be required 
by the public convenience and necessity are actually not yet being 
operated. . . . One of the steamship companies has had to buy into 
a foreign flag airline in order to protect the steamship routes which 
it had pioneered and developed. . . . Out of a total of over 20,000 miles 
certificated in the Latin American case (by the C. A. B.) in May of 
1946, only 5,400 route miles were being operated on January 31, 1947. 
. . . At least one steamship company, turned down in the same case 
by the Civil Aeronautics Board, is operating on a non-schéeduled basis 
and could operate on a scheduléd basis a portion of the very route 
mileage which was found by the board and the President to be re- 
quired by the public convenience and necessity. The Civil Aeronautics 
Board is subsidizing the airline for its non-performance while the 
steamship line is prevented from performing this service at no cost 
to the government. 

You are probably acquainted with the fact that in the north At- 
lantic operations, the airlines of foreign countries between the first 
and second half of 1946 increased their passenger traffic over 800 per 
cent. 

The foreign shipping companies, according to a report entitled 
“United States Post-War Water-Borne Foreign Commerce,”’ issued by 
the Department of Commerce, Bureau of the Census, in March of 1947, 
by October of 1946 had captured well over 50 per cent of the shipping 
weight of our exports and imports of dry cargo, and many of the 
foreign steamship lines which were so effectively competing against us 
were able to secure that cargo because they were able to offer to 
shippers superior facilities. ... 

We can continue the ostrich-like policy of letting the Civil Aero- 
nautics Board favor the aviation clique to the exclusion of all other 
national interests, or we can enact this clarifying legislation which will 
get that board’s head out of the sand. H. R. 3079 will help to lift the 
iron curtain from the effective promotion and development of our 
steamship lines. 


Seatrain and Stevedoring Charges 


In the course of committee questioning and discussion of 
the cost of transporting freight by steamship, Mr. Bradley 
spoke of “tremendous costs of stevedoring, particularly in Cuba, 
where, he said, stevedoring charges in some instances ran as 
high as $160 a man-day. He said that “the waterfront organiza- 
tion” in Cuba had “made it so hot” for Seatrain Lines, by which 
sugar loaded in railroad cars was transported to the United 
States from Cuba, that Seatrain had to withdraw from that 
service. Seatrain had been forced to unload the sacks of sugar 
from the rail cars onto the docks and then to load the sugar 
into the cars again, with resulting high stevedoring charges, 
he said. Representative Lea, of California, expressed concern 
over reports of strikes and high wage demands of longeshore- 
men. Mr. Bradley answered affirmatively his question whether 
it was true that the present attitude of the longshoremen con- 
stituted a very substantial menace to “our shipping industry.” 
As far as Cuba was concerned, said Mr. Bradley, the evidence 
did not indicate that American ships were receiving treatment 
different from that accorded ships of other nations. 

Representative Hinshaw expressed fear that if independent 
airlines were to operate overseas in competition with airlines 
whose losses would be absorbed by the steamship companies 
that owned them, the independent lines eventually would have 
to go out of business. Mr. Bradley said he could think of one 
that was now ready to go out of business. He said American 
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airlines could transport passengers between this country and 
Norway and back again for less than it cost to travel on the 
S. S.-America to England and back. He added that he did not 
think the steamship companies’ airlines would be in direct 
competition with the independent lines on most of the routes. 
Mr. Lea said that, under existing law, the C. A. B. would 
deny a certificate if the granting of it would cause undue 
restriction of competition, and suggested that this was the 
reason the board had assigned for its attitude toward steamship 
company applications for air rights. 
Chairman Wolverton made the comment that if anybody 
wanted a good illustration of ‘mental gymnastics” he should 
read the C. A. B. decision in its docket No. 2411. He said he 
could understand the need of clarification of the law as pro- 
posed by Representative Bradley ‘when you consider the ‘as- 
surances’ that have been given, over the years,” with respect 
to other legislation. 


Attacks U. S.-Financed Rate Cuts 


Representative Miller, testifying in support of his bill, 
H. R. 2851, referred to recent reduction of passenger fares on 
international air routes by American-flag airlines, suggesting 
that the resulting revenue in some cases would be less than the 
cost of operation, and adding that “thus we find a situation 
where rate-cutting to the detriment of other forms of. trans- 
portation and non-scheduled air carriers is financed by the 
federal government.” His bill, he said, would restate the policy 
declared in the civil aeronautics act of 1938 so as to require 
that that act be administered so as to take into consideration 
the effect of certification of carriers and their practices upon 
other forms of transportation. He observed that section 2 of 
his bill would require the commencement of authorized services 
within 60 days after issuance of the certificate. but said he was 
inclined to agree with criticism of this provision, that the time 
allowed was too short, was sound. 


“Section 3 of the bill,” he said, “proposes to take from the 
(Civil Aeronautics) Board jurisdiction to approve acquisitions 
of control or mergers of air carriers or of surface carriers in 
overseas and foreign commerce. To me, there seems to be no 
other way to eliminate the discrimination against steamship 
companies in the administration of the act. .. . The board has 
said that, so far as steamship applicants are concerned, an 
application for a certificate . . . is in effect an application for 
acquisition of control or merger of properties. . 


“It is my view that any real investigation into the operation 
of the certificated air carriers will show unjustified extrava- 
gances, not only with respect to the employment of unneeded 
personnel, but also with respect to other matters which are 
charged to the cost of operation with the result that mail 
pay is based upon such exorbitant costs. On the other hand. 
there are certain steamship companies whose experience and 
success in the field of overseas transportation justifies confi- 
dence in their ability to operate aircraft in conjunction with 
their established steamship services without mail pay if it is 
desired that they transport no mail or, if required to carry 
mail, rates which do not include any subsidy whatsoever. 

“The action of the Civil Aeronautics Board during the 
past few months in granting retroactive increased mail pay 
to certificated airlines is not consistent with the reduction of 
— expenditures necessary to the reduction in the tax 
PRCCB. So 

Support for Ship Lines’ Plea 


Representative Latham described steamship lines as pio- 
neers in Overseas commerce who now, because of C. A. B. policy, 
stood barred from participation in overseas air transport—‘“this 
new type of international trade.” 

“Nine major U. S. transoceanic ship lines,” he said, “have 
applied to the board over the past few years for permission to 
use airplane and flying boat service in connection with their 
existing overseas ship service, over their regular routes, serv- 
ing their regular customers. None has been permitted this 
service. ... The steamship lines emphasize that they have both 
the legal and equitable right to equip their ships with an air 
arm upon a proper showing before the C. A. B. of their ability 
to serve the public interest... . Today . . . foreign competition 


offers the stiffest test ever confronted by American car- 
Heme: os 


Steamship Interests in Aviation 


Mr. Latham mentioned various foreign airlines, including 
a Swedish lines (S. I. L. A.) in which steamship lines held 
financial interests and which had authority to operate to and 
from the United States. He said that since the beginning of 
transoceanic aviation the steamship companies had actively 
pioneered that field, and he referred, in that connection, to such 
activities of American Export Steamship Lines (in organization 
of American Export Airlines, now American Overseas Airlines), 
Matson Navigation Co. (in connection with organization of Pan 
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American Airways), and W. H. Grace & Co. (in connection with 
Pan American-Grace Airways). 

To forbid the steamship companies to use “ships with 
wings,” he said. established a: principle of government which 
would have prevented the National Broadcasting Company from 
employing television, would have forbidden public service com- 
panies of “the gas light era” to adopt electricity, and would 
have “kept Henry Ford in the bicycle business.” 

“This is not the way America was built,” he said. “It is not 
the way to build a sound future for American aviation. . . . The 
ship lines have been, and are, and will be the future of Amer- 
ica’s foreign trade, for no handful of export divisions of two 
or three domestic airlines . . . can cope with the world business 
our own internal prosperity requires.” 


Admiral Smith’s Testimony 


Vice Admiral Smith, the Maritime Commission chairman, 
contended that barriers to the development of coordinated sea- 
air transportation by ocean carriers should be removed and 
that “progress and expansion in this direction by the merchant 
marine should not be stifled.” He, too, said there had been 
assurances at the time Congress was considering the civil aero- 
nautics act of 1938 that steamship companies would be treated 
by the C. A. B. the same as any other person desiring to enter 
the field of transoceanic air service. 

“We are not and have not been in agreement with the 
interpretation which the Civil Aeronautics Board has placed on 
the civil aeronautics act, the result of which has been to vir- 
tually preclude ocean carriers from air transportation,” he said. 

Later he stated that “the steamship companies and the 
(Maritime) Commission have exhausted their remedies, and as 
the Civil Aeronautics Board has itself suggested in Docket 2411, 
it is appropriate to address the considerations to Congress.” 

“We cannot sit idly by,” he said, “and allow a large portion 
of traffic formerly handled and in fact built up by our fleet 
to be handed over gratis to foreign lines which recognize the 
economies to be derived from utilizing their existing organiza- 
tions and facilities in connection with air transportation. .. . 
A combination of the two media of transportation under one 
management would result in improved service.” 

He remarked that Grace Line jointly with Pan American 
Airways operated “Panagra” on the west coast of South Amer- 
ica, while the Matson and Waterman steamship lines were 
presently operating non-scheduled air services. 


Criticism of Celler Bill 


Admiral Smith said the proposal in the Celler bill, H. R. 
939, to give the Maritime Commission authority to issue air 
carrier certificates for overseas operations by ocean carriers, 
while the C. A. B. would retain jurisdiction over the operation, 
would be “the least desirable’ of the considered measures 
“since it would undoubtedly lead to jurisdictional controver- 
sies.” 

He said the need for the 60-day time limit for institution 
of authorized air carrier operations, proposed in the Miller bill, 
was not apparent. He said the Bradley bill, H. R. 3079, would 
“clear the air with respect to section 408(b)” of the civil aero- 
nautics act. 

“T have sufficient faith in the entrepreneurial and individ- 
ualistic spirit of the American ocean carrier,” he said, “that 
given the opportunity to engage in air transportation he will 
more than hold his own with foreign competition on the surface 
or in the air.” 


Position of U. S. Chamber of Commerce 


Mr. Barber, of the U. S. Chamber of Commerce, in discus- 
sion of the Celler bill, said the Chamber advocated keeping 
power over air carrier certificates in the C. A. B. for a rea- 
sonable development period and ultimately concentrating all 
transport regulation in one body. He said the Miller bill went 
much farther than the Chamber considered wise by eliminating 
all requirements of section 408 of the civil aeronautics act for 
governmental approval of mergers or acquisitions of control of 
international air carriers. The Chamber regarded the principles 
of the Bradley bill, however, as in harmony with its position. 
He placed before the committee the results of a Chamber refer- 
endum, on the subject of control of one form of carrier by an- 
other, voted on in June and July, 1944, in which the Chamber 
adopted a declaration that “operators of one form of transpor- 
tation service should be permitted by law to operate other 
forms within reasonable territorial limits upon making an ade- 
quate showing to the appropriate regulatory authorities that it 
would be in the public interest and would not unduly restrain 
competition.” 

With respect to the bills proposing consolidation of inter- 
national U. S.-flag air carriers into one company, Mr. Barber 
said the position of the national Chamber was in favor of adher- 
ing to the principle of regulated competition and opposed to 
merger of all U. S.-flag companies into a single company. 
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“The Chamber,” he said, ‘“‘sees no necessity for a monopoly 
of American international air services. . . . An over-all mo- 
nopoly would not have the incentive for intensive development 
of each route that individual companies would have. Even sep- 
arate routes are in competition in many ways. They serve com- 
petitive markets and they compete for that substantial share 
of public travel. which has a choice of routes, including the 
tourist trade. All experience in transportation, both domestic 
and international, shows that this type of competition provides 
a strong stimulus to aggressive improvement of service to the 
public.” 

Overseas COmpanies Named 


The Maritime Commission chairman, answering a series 
of committee questions, named the steamship companies now 
in operation on overseas routes and the trades they served, as 
follows: 

To northern European ports: United States Lines, Moore- 
McCormack and its subsidiary, American Scantic Lines; to 
Channel ports, Black Diamond Line, Cosmopolitan Line, United 
States Lines, and the Bernstein company; to Mediterranean 
ports, American Export Lines, Isthmian, and Lykes Bros.; to 
South American ports, Isthmian, American-South African, Seas 
Shipping Co., and State Marine; Gulf to west African ports, 
Mississippi Shipping Co. and Bloomfield. 

He stated that domestic intercoastal lines were not oper- 
ating as such now, except for service to Puerto Rico, and had 
shifted to offshore foreign trades, because of low domestic water 
rates. 

Admiral Smith said the Maritime Commission had been 
allowed funds for the building of only nine ships in 1947 and 
1948, subject to a provision that it could not begin construction 
of a ship until it had a contract of sale from a U. S. buyer. 
The Dutch, he said, had recently obtained delivery of 10 fast 
cargo ships from the Sun Shipbuilding Co. in Philadelphia, and 
the Brazilians were building 14 modern ships at Pascagoula, 
Miss. Of the American ships they had operated under lend- 
lease, the British had purchased 30 coastal type ships and 106 
Liberties, the latter at a price of about $540,000 each, he said. 

William A. Roberts, attorney, of Washington, D. C., ap- 
pearing before the committee “solely as an individual,” dis- 
cussed what he described as “errors” the C. A. B. and its exam- 
iners had made in treatment of surface carrier applications in 
past years, but said such errars had been corrected by the 
C. A. B. decision in its docket No. 2411. 

He contended that remedial legislation should not, by im- 
plication, distinguish between water surface carriers and car- 
riers utilizing rail or motor vehicles. He recommended that, 
with respect to the “sea-air’” bills considered by the committee, 
Congress “expressly disavow any intention to continue more 
rigid prohibitions against participation in air operation by land 
surface carriers.” 

State Department Views 


Garrison Norton, Assistant Secretary of State and former 
director of the State Department’s Office of Transport and 
Communications, criticized the Celler bill, H. R. 939, as one 
which, in the event the Maritime Commission undertook to 
issue certificates for foreign air transport without consultation 
with the State Department, would cause “great confusion.” He 
objected to the 60-day limitation proposed in the Miller bill, 
H. R. 2851. As to the Bradley bill, H. R. 3079, he said the 
language of the bill was so “general” that it might be inter- 
preted as estopping the C. A. B. from considering the disadvan- 
tages of certification of steamship-line-owned airlines. 

“The State Department,” he said, “has misgivings the 
(Civil Aeronautics) board is required to certificate operation 
of aircraft by surface carriers in the same overseas areas as 
are served by their steamships, without regard to the route 
patterns as worked out by our bilateral agreements (with for- 
eign countries). To obtain rights for these new air carriers 
to fly to points in the new set of routes, the (State) department 
would have to attempt to renegotiate the existing agreements 
or negotiate new agreements. This would introduce a whole 
new element of trading, in order to get rights for new carriers, 
and it might mean a very greatly increased demand for recip- 
rocal rights by foreign carriers.” 


He said that airlines of 12 foreign countries now had rights _ 
to enter the United States, that there were ‘‘some 32” bilateral 


agreements with foreign countries, and that six other agree- 
ments were in the course of negotiation. About 20 countries 
had been willing to negotiate without reciprocal rights, he said. 
He noted that there was no agreement for entry of U. S. planes 
to Russia or to her so-called satellite countries. Answering a 
question as to whether the existing three routes of American 
alr carriers to Europe adequately covered “the European situa- 
tion,” Mr. Norton said he thought the “test” so far made was 
not sufficient to ascertain whether the route pattern was good, 
ad, or indifferent. 
Chairman Wolverton announced receipt by the committee, 
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for inclusion in the hearing record, of a statement submitted 
by Edward J. Lacey, executive secretary of the National In- 
dustrial Traffic League, on behalf of the League. Mr. Lacey’s 
statement quoted the League’s views on coordination of car- 
riers’ services as set forth in its response to the Lea ques- 
tionnaire, circulated in connection with the committee’s trans- 
portation inquiry. He said that the League favored, in prin- 
ciple, legislation permitting operaters of ships registered under 
the laws of the United States to receive certificates of public 
convenience and necessity for the operation of aircraft serving 
the same overseas or foreign trade areas as were served by 
their ships. 


Commerce Agrees With C. A. B.? 


William A. M. Burden, Assistant Secretary of Commerce, 
said that the statement that the merchant marine was in im- 
minent peril if it was not accorded the right to engage in over- 
seas and foreign air commerce to a more liberal degree than 
they did now seemed “hardly borne out by the facts.” He 
criticized various provisions of the considered bills. 

In a statement of definite principles, he said that “we are 
in accord with the view that our air transportation system 
should be encouraged and develoned in a manner which is in 
harmony with the national interest in strengthening all forms 
of transportation, including that transportation which is pro- 
vided by surface carriers,” but that “it would be premature at 
this time to provide a statutory formula for the coordination 
of air with other forms of transport and thereby to restrict the 
development of civil aeronautics.” 

“We are not prepared to say that merchant marine com- 
panies should under no circumstances engage in air trans- 
portation along the routes which they serve as surface car- 
tiers,” said he, adding that, however, “the unrestricted cer- 
tification of air routes for operation by surface carriers regard- 
less of the facts in a specific case would be unwise if we are 
to secure the maximum sound development of air transporta- 
tion.” 

If Congress desired to improve the position of surface 
transportation companies with respect to entering into the air 
transportation business, Assistant Secretary Burden said he 
believed this result could best be achieved by making appro- 
priate amendments in the statute governing the considerations 
by which the C. A. B. determined whether or not a certificate 
of public convenience and necessity should be issued. He be- 
lieved, however, that such standards should leave a broad 
discretion in the C. A. B. to consider the special competitive 
advantage which surface carriers might enjoy along the routes 
for which they were being certificated, as well as the poten- 
tiality that the common ownership of surface and air trans- 
portation facilities might prove detrimental to the fullest de- 
velopment of the latter. 

“In general,” continued, “we believe that the interpretation 
which the Civi] Aeronautics Board now makes of the legal posi- 
tion of surface carriers is correct, and that it fully takes cog- 
nizance of the right of surface carriers to have their applica- 
tions considered on their merits. In the opinion of the depart- 
ment, this is a reasonable interpretation which will permit ocean 
carriers to engage in air transportation in cases where they 
can make a sound case for the desirability of their conducting 
such service. We, therefore, do not believe that the act require 
modification.” 


A. A. R. on Consolidation 


J. Carter Fort, vice president and general counsel of the 
Association of American Railroads, directed his testimony to the 
bills under consideration dealing with the consolidation of in- 
ternational air carriers, including H. R. 1698, introduced by 
Representative King, of California, providing for establishment 
of an “All American Flag Line, Inc.,” and H. R. 2827, introduced 
by Chairman Wolverton. 

“We take no position with respect to the broad policy 
question involved in these bills, that is to say, the question of 
whether or not provision should be made for the establishment 
of a consolidated international air carrier, having exclusive 
rights and functioning in connection with international air 
transportation,” he said, adding: 


The only point which I wish to make is that if legislation is to be 
enacted providing for the establishment of such a consolidated inter- 
national air carrier, it should provide that the railroads may acquire a 
substantial interest in the consolidated company. There is a provision 
of this kind in the bills now before you. 

In H. R. 1698, it is provided in section 4(b) that any proposed plan 
for the formation of a consolidated company shall include certain pro- 
visions. Among those provisions is one in subdivision (5) to the effect 
that certain of the stock of the consolidated company shall be offered 
for subscription (a) to all domestic air carriers; (b) to all Class I car- 
riers by railroad; and (c) to common carriers by water in foreign com- 
merce. To each class of carrier to which I have referred, there shall be 
offered shares which constitute 20 per cent of the proposed initial com- 
mon stock capitalization of the consolidated or community international 
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air carrier. There is a further provision to the effect that the plan shall 
contain appropriate provision in H. R. 1698 for the representation of 
the holders of each class of carrier’s shares on the board of directors 
of the community or consolidated company. 

In H. R. 2827 somewhat similar provisions are found in Section 
1203(b) (5). However, there is an important difference between H. R. 
1698 and H. R. 2827 with respect to the percentage of the initial com- 
mon stock capitalization to be offered to each of the three classes of 
carriers. H. R. 2827 provides that 25 per cent of the proposed initial 
common stock capitalization of the consolidated carrier shall be offered 
to domestic air carriers, 20 per cent to common carriers by water and 
10 per cent to Class I railroads. 

We see no reason why the domestic air carriers or the water car- 
riers should be given the right to subscribe to a greater percentage of 
the shares of tha, consolidated international air carrier than the rail- 
roads. Presumably, each of these classes of carriers will engage in 
through transportation with the international air carrier and will inter- 
change passengers with that carrier. It seems likely that the railroads 
will interchange more business with the international air carrier than 
either the domestic air carriers or the water lines. 

Accordingly, if the committee reaches the conclusion that a con- 
solidated international air carrier should be created, we respectfully 
request that the railroads be afforded an opportunity to acquire, if they 
should wish to do so, a substantial interest in the consolidated com- 
pany and an interest not less than that which is to be offered to the 
domestic air carriers and to the water lines. 


New Air Bill 


Representative Cole, of Kansas, has introduced H. R. 3134, 
to amend the civil aeronautics act of 1938 by adding to sub- 
section (d)(1) of section 401 thereof a provision that “no spe- 
cial or different standards, requirements, or burden of proof 
shall be applied to any applicant under this section because it 
is a carrier other than an air carrier,” and by amending the 
second proviso of section 408(b) of the 1938 act to read as 
follows: “Provided further, that if the applicant is a carrier 
other than an air carrier or affiliated therewith, within the 
meaning of section 5(6) of the interstate commerce act, as 
amended, such applicant shall for the purpose of this section 
be considered an air carrier.” 


Coordinating Group Opposes Air Bill 


The Air Coordinating Committee, the President’s interde- 
partmental committee to coordinate United States aviation pol- 
icy, composed of the State, War, Navy, Commerce and Post 
Office Departments and the Civil Aeronautics Board, has an- 
nounced that it has unanimously agreed to recommend to the 
Senate committee on interstate and foreign commerce that S. 
987, the so-called “chosen instrument,” airline bill introduced 
by Senator Brewster, of Maine, be not enacted (see Traffic 
World, April 5, p. 1105). 


The committee advocated that the existing policy of regu- 
lated, limited competition between United States air carriers 
operating internationally be continued. 

The committee agreed to set forth its position in this re- 
spect in a letter to Senator White, chairman of the Senate inter- 
state and foreign commerce committee. 

In its letter to Senator White, the committee, in part, said: 


In assuming its responsibilities under the executive order, the 
committee has been guided by the principle that to achieve a full 
development of national air power, the decision to reverse an important 
policy in one field of aviation must depend upon the effect which that 
decision will have upon our air power as a whole as an efficient instru- 
ment for the national security and the support of world peace. In 
considering, therefore, the proposal that there be established one 
‘consolidated’ or ‘‘community’’ company to operate all the United 
States international air routes, the committee has considered the 
desirability of reversing our existing policy in this respect in terms 
not only of our international air transportation system but of the 
character and effectiveness of our national air power as a _ whole. 
This consideration has taken the form of careful review of all previous 
testimony upon similar legislation, informal discussion with interested 
national experts in this field and in re-examination of the problem 
with particular reference to recent world political developments. 

The committee’s unanimous judgment is that the existing policy 
of regulated, limited competition, as embodied in section 2 of the 
civil aeronautics act of 1938, should be continued. Experience to 
date in both the economic and foreign relations fields warrants the 
continuation of competition between United States airlines in the inter- 
national field. From the point of view of national defense, there are 
no factors making a step to the chosen instrument necessary at the 
present time. It is considered that the stimulus to progress provided 
by competition should be maintained unless and until experience in 
the future might prove otherwise. 

The foregoing summarizes the committee’s conclusions as to the 
desirability of continuing the existing policy of limited competition. 
The committee is hopeful that its position will be made part of your 
record in the hearings on S. 987. 


~— 


SHIPPING ACT AMENDMENT 
Senator Cordon, of Oregon, has introduced S. 1132, a bill 
to amend section 40 of the shipping act, 1916, as amended, by 
inserting before the period at the end of the first paragraph a 
comma and the following: “or any other official thereof duly 
authorized by such corporation to execute any such bill of sale, 
mortgage, hypothecation, or conveyance.” 


TRAFFIC WORLD 


earing at Chicago on Disposal 
of Federal Barge Line 


House small business committee announcees schedule 
of future hearings. Private barge lines urge that 
Federal be liquidated in near future on Mississippi 
and Illinois rivers and that equipment be offered in 
separate blocs. Shippers favor disposal only if pri- 
vate barge lines maintain same rates and services 


Approximately 50 persons attended a two-hour hearing 
held the morning of April 22 in the Stevens Hotel, Chicago, by 
a sub-committee of the House small business committee, on 
the question of how and when the Federal Barge Line shall 
be sold to private interests. The hearing was conducted by 
M. W. Rowel, committee director, and his assistant, A. W. 
Madden. No Congressmen were present. 

Mr. Rowel announced that similar hearings will be held, 
as follows: April 24, Radisson Hotel, Minneapolis; April 25-26, 
Fontanelle Hotel, Omaha; April 28-29, Roosevelt Hotel, New 
Orleans; April 30, Peabody Hotel, Memphis; May 1-3, Statler 
Hotel, St. Louis. A final hearing in Washington, D. C., at which 
the railroads will present their position, has been tentatively 
scheduled for May 5. Apologizing for the haste with which 
the Chicago hearing was called, Mr. Rowel said he -had sent 
telegrams to several interested parties in Chicago notifying 
them of the hearing. Title 49 of the U. S. Code, Section 153, 
describes the conditions to be met before the barge: line can 
be sold, he said, adding that it is probable that the statute 
must be amended before the barge line can be sold. A further 
purpose of the hearings, he said, is to gather recommendations 
for suggested amendments to the law governing Federal. 

A. C. Ingersoll, Jr., head of Inland Waterway Corporation, 
the government body which operates the Federal Barge Line, 
said that the carrier has undergone great development since it 
was established by Congress in 1924 under the direction of the 
Department of Commerce. ; 

“Barge transportation has grown by leaps and bounds in 
the past 23 years,’ said Mr. Ingersoll. “In recent years the 
physical condition of the Federal Barge Line has deteriorated 
badly. Unless substantial funds are invested in the enterprise, 
it will die a slow death within three years.” 

There are three alternatives open to Congress, he asserted. 
The barge line may be liquidated now. It can be permitted to 
die a slow death. Or new money can be plowed into it. The 
present law must be amended before the barge line can be sold 
to private interests, said Mr. Ingersoll, because not all of the 
conditions exist which the law specifies must exist before the 
line can be sold. 


Illinois Barge Lines’ Position 


Stuart B. Bradley, of Chicago, appearing on behalf of the 
Illinois River Carriers Association, said his group represents 
nine private barge lines operating in this section of the inland 
waterways system. The nine barge lines can be classed as 
small business, ranging in size from $50,000 to upward of 
$2,000,000, he said. They have “steadily grown over the past 
14 years to the point where they are providing low cost trans- 
portation to the public.” 

The position of his association is that legal provision should 
be made for the orderly disposal of equipment of the Federal 
Barge Lines, looking to its liquidation at a definite date not far 
distant, at least on the Mississippi and Illinois rivers, stated 
Mr. Bradley, adding: 


Federal operates on the Mississippi, the Illinois, the Missouri and 
Warrior rivers. At the time it was organized there was practically no 
private operation on these arteries. . . . All of the members of our 
association have commenced operations since that time, as have hun- 
dreds of other barge lines on various sections of our inland waterway 
system. The Federal has been a great factor in developing this enter- 
prise although it is far from being alone in its pioneering. Now we 
submit it has fulfilled its purpose and its further operation will only 
undo what it has helped to create... . 

Today and in the recent past the tendency of Federal has been to 
more vigorously compete with private carriers than at any time in its 
history. Instead of developing new sources, this federally subsidized 
line is taking business from the private carriers who pay taxes and who 
are rendering competent service to the public, so far as the inherent 
advantages of water transportation permit. 


Mr. Bradley said that about a year ago, when some equip- 
ment of Defense Plant Corporation was up for sale, Federal 
used its priority as a government agency to purchase 32 of 55 
barges, at a cost of $21,000 a barge. Private barge lines were 
hoping to purchase those barges, said Mr. Bradley, asserting 
‘that “Federal has passed from an experimental promotional 
project to a subsidized competitor.” 

Commenting on a possible claim by Federal that it trans- 
ports certain commodities in small quantities which are not 








Apri 


exter 
reas¢ 
solici 
sidiz 
been 
oper: 


sold 
more 
latio 
publ. 
to p 
right 
whic 
salez 
up a 
tive 
wate 
said 
stan 
on e 


rate: 
on c 





RLD 


ule 
hat 
opi 


in 
Dri- 
-eS 


aring 
30, by 
e, on 
shall 
d by 
\. W. 


held, 
25-26, 
New 
tatler 
which 
tively 
which 
l sent 
ifying 
a 2a, 
e can 
tatute 
irther 
ations 
al. 

‘ation, 
Line, 
nce it 
of the 


nds in 
rs the 
orated 
rprise, 


serted. 
ted to 
. The 
ye sold 
of the 
re the 


of the 
‘esents 
inland 
sed as 
ard of 
e past 
trans- 


should 
‘ederal 
10t far 
stated 


uri and 
‘ally no 
of our 
ve hun- 
aterway 
; enter- 
Yow we 
ill only 


been to 
e in its 
bsidized 
ind who 
nherent 


equip- 
rederal 
2 of 55 
s were 
serting 
otional 


trans- 
re not 


April 26, 1947 


extensively handled by private lines, Mr. Bradley said “the 
reason why the nary operators have not more zealously 
solicited such traffic is that they can not compete with sub- 
sidized Federal on all of the types of commodities and have 
been unable to acquire sufficient new equipment to expand their 
operations far into that field.” 

As to the existing law which says that Federal must be 
sold as a unit, the witness said that the equipment is worth far 
more than any one private line could pay. He urged that legis- 
lation be enacted providing for the sale of the equipment on 
public bids among whatever number of private barge lines care 
to purchase. He further asked that no “so-called operating 
rights of the Federal Barge Lines be sold. . . . The government 
which has all the rights should not consider that a separate 
saleable one exists in the Federal Barge Lines nor should it set 
up a new colossal competitor to drive out our closely competi- 
tive lines who have ‘grandfather’ rights as pioneers on these 
waterways.” 

Questioned by Messers. Rowel and Maddern, Mr. Bradley 
said that the private barge lines are prepared to give “sub- 
stantially similar service’ if Federal is discontinued, but ‘‘not 
on every type of commoditiy.” 

Asked if Federal undercuts the private barge lines as to 
rates, Mr. Bradley said that Federal had introduced new rates 
on commodities which it had not been handling hitherto. 


Shippers Want Same Service, Rates 
Several shipper representatives testified that Federal 
should not be sold to private operators unless the latter.agree to 


maintain the same services and rates maintained by Federal. 
Among those so testifying were J. T. Moore, assistant traffic 


. manager, International Harvester Co., Chicago; W. W. Huggett, 


of North Pier Terminal Co., Chicago; William A. Brock, assist- 
ant traffic manager, Celotex Corporation, Chicago; and Thomas 
E. Kiley, traffic manager, Kauder-Steuben Co. 

Mr. Huggett said that the water rates established by Fed- 
eral affect the entire rate structure of the Mississippi Valley. 

All shipper representatives said they opposed the entrance 
of government into competition with private enterprise. 

Mr. Ingersoll, in response to questioning, said that he 
estimates the liquidation value of Federal as a going enterprise 
at $11,000,000. He said that Federal has instituted rates lower 
than those charged by private barge lines only in isolated bor- 
derline cases. 

C. D. Wilson, assistant to traffic manager, Coca-Cola Co., 
told Mr. Rowel he had had not opportunity to consult with his 
company on the matter being heard, and Mr. Rowe] announced 
that all interested parties could appear at any of the further 
public hearings to testify. 


Natural Gas Expansion Viewed 
as Threat to Rail Solvency 


Cautious control by the Federal Power Commission of 
proposed expansion of the natural gas industry, so as not to 
leave the coal-carrying railroads financially disabled because 
of losses of tonnage and revenue, was advocated by William 
Wyer, chief executive officer of the Central Railroad Co. of 
New Jersey, on behalf of that company and eight other rail- 
roads in testimony he presented before the House committee 
on interstate and foreign commerce shortly before the com- 
mittee concluded its hearings on bills proposing amendments 
to the natural gas act (see Traffic World, April 19, p. 1262). 

Mr. Wyer said he was authorized to speak for the Balti- 
more & Ohio; Delaware, Lackawanna & Western; the Erie; the 
Lehigh Valley; the New York Central; the Reading; the New 
York, Susquehanna & Western, and the Pennsylvania, as well 
as the Central of New Jersey and Jersey Central Lines. He 
appeared in support of H. R. 2569, introduced by Representa- 
tive Dolliver, of Iowa, proposing broadening of regulatory 
powers of the Federal Power Commission with respect -to 
natural gas, and in opposition to the Rizley bill, H. R. 2185, 
proposing relaxation of F. P. C. regulation. 

He said the railroads were not opposed to the use of nat- 
ural gas as such or to expansion of the use of natural gas if 
such expansion was “really in the public interest.” The purpose 
of his testimony, he said, was to point out the “impact of ex- 
panded use of natural gas on the national transportation sys- 
tem.” He described the national transportation inquiry under- 
taken by the House interstate commerce committee as “one of 
the most statesmanlike jobs any committee of Congress has 
ever undertaken.” He discussed the wartime performance of 
the railroads, declaring that they constituted the backbone of 
the nation’s transport system and adding that “nothing in the 
national transportation policy of the United States must 
threaten successful operation of the railroads.as a segment of 
private industry.” 
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The U. S. Supreme Court, he said, repeatedly and in 1945 
in the Colorado Interstate Gas Co. case had found that returns 
of 6 and 6% per cent or more were fair returns on property 
devoted to public service. 

“Yet, even in the best of the war years, 1942, the railroads 
earned only 5% per cent and their average in the last ten years 
was only 3.24 per cent,” he said: 


Gas in Terms of Coal Tonnage 


After stating that coal had always been the principal com- 
modity handled by the nation’s railroads, Mr. Wyer said that 
in 1945 the railroads handled 463,000,000 tons of coal at an 
average revenue of $2.12 a ton. The 1945 consumption of nat- 
ural gas, he said, was equivalent to 160,000,000 tons of coal. 
He averred that if the railroads could have carried “these heat 
units” in the form of coal, they would have added about $340,- 
000,000 a year to their gross revenues, would have increased 
their 1946 net income by 70 per cent, the equivalent of 6 per 
cent on an investment of $3,000,000,000. . 

“It is freely said,” he continued, “that present plans of 
the natural gas producers will shortly double the consumption 
of natural gas in the United States. If this is one, another 
$3,000,000,000 of railroad investment will be threatenéd with 
destruction.” 

If the effect of half the contemplated expansion in natural 
gas fell on the railroads in the form of reduced coal tonnage, 
their return on their investment in 1946 would have been 
$75,000,000 “less than nothing,” he stated. 

“If the inroads of natural gas in our territory force the 
government to take us over in order to keep us operating as 
an essential public service,” he said, “the deficits which the 
government will have to make up in operation of our property, 
or any other property so taken over, will be just as much a 
subsidy to the natural gas industry as if the government had 
donated the Big and Little Inch pipelines to that industry, and 
yet the natural gas industry wants the right to invade territory 
and expand without regard to the results of that expansion and 
wants, in effect, the government to grant it a subsidy if it is 
successful enough to force a part of the railroad industry to 
the point where it cannot operate as a private enterprise. This 
would mean the crippling of a transportation agency on which 
the country must depend for the handling of all commodities 
in order to provide an agency the use of which is confined 
principally to one commodity.” 


Representative Hale, of Maine, wondered if, in the event 
there was produced within the next decade atomic energy that 
would “heat the whole eastern seaboard,” Mr. Wyer would 
suggest that “we ought not to have it because it would ruin 
the railroads and ruin the coal mines.” Mr. Wyer replied that 
“ten years from now atomic energy may change the science of 
railroad operation so that they do not need this protection.” 
He said natural gas for various chemical industries might bring 
about industrial development. that would strengthen the rail- 
roads, but urged that there be no indiscriminate expansion of 
natural gas use. 


House Commerce Unit's Staff 
of Experts Completed 


Chairman Wolverton, of the House committee on interstate 
and foreign commerce, has announced appointment of three ad- 
ditional “professional staff members” to serve the committee in 
an advisory capacity on legislative matters and to assist in han- 
dling of committee business. Under provisions of the reorgani- 
zation act of 1946, each House and Senate committee has 
authority to appoint not more than four professional staff mem- 
bers, sometimes referred to as “committee experts,” whose 
salaries may range from $5,000 to $8,000 a year. 

Chairman Wolverton announced early in the current ses- 
sion of Congress the appointment of Dr. John H. Frederick, 
member of the faculty of the University of Maryland, as such 
a member of his committee’s staff. He is also committee con- 
sultant in connection with the committee’s national transporta- 
tion policy inquiry. 

The new appointees are: Andres Stevenson, of Los Angeles, 
Calif., who served for about 20 months in World War II as 
director of the War Production Board’s transportation equip- 
ment division; Kurt Borchardt, of Washington, D. C., who in 
1944 and 1945 was counsel of the war contracts subcommittee 
of the Senate military affairs committee; and Arlin E. Stock- 
burger, who was executive officer of the Civil Aeronautics Ad- 
ministration from October 17, 1941, to November, 1945, and, 
from June, 1946, until his appointment to the Wolverton com- 
mittee staff, was special advisor to the administrator of civil 
aeronautics, particularly on policy matters and foreign affairs. 

Mr. Stevenson was graduated from Senn High School, Chi- 
cago, in 1922, received his bachelor of arts degree from the 
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College of Wooster in 1926 and his doctor of philosophy degree 
from the Yale University Graduate School in 1930. He attended 
the George Washington Law School in 1935 and 1936. He was 
assistant to the president of the Chicago, Springfield & St. 
Louis Railroad in 1925 and 1926. He was chief securities an- 
alyst of the Securities and Exchange Commission from Novem- 
ber, 1935, until September, 1941, and subsequently held posi- 
tions in the National Defense Advisory Commission, the Office 
of Production Management, and the W. P. B., and was a mem- 
ber of the price adjustment boards of the War and Navy De- 
partments. 

Mr. Borchardt attended the universities of Freiburg and 
Berlin, Germany, in 1930-1933, later attended Columbia Univer- 
sity and received his bachelor of arts degree from the University 
of Chicago in 1935 and his doctor of jurisprudence degree from 
the law school of that university in 1937. 

Mr. Stockburger received a bachelor of science degree in 
mechanical engineering from the University of Arkansas in 
1910. He served in the U. S. army signal corps in World War I, 
being discharged as a first lieutenant. He was city manager of 
South Pasadena, Calif., in 1925-27; city manager of Alhambra, 
Calif., in 1927-33, and city manager of Ventura, Calif., in 1933- 
34. In 1934 he was appointed California state director of finance, 
a position he held until January, 1939. In 1940 he was first 
executive deputy mayor of Los Angeles, and on October 16, 
1940, he came to the C. A. A. as special administrative con- 
sultant and acting executive officer. 


Rail Employment of Ex-Officials 
of R. F. C. Reported by Tobey 


Chairman Tobey, of the Senate banking and currency com- 
mittee, on making public a list of 81 past and present directors, 
employes and nominees of the Reconstruction Finance Corpo- 
ration who, according to Senator Tobey, in the period of Jesse 
Jones’ chairmanship of the R. F. C. and in the period of his 
service as Federal Loan Administrator gained positions in con- 
trol or management of the nation’s largest industrial, banking, 
insurance and railroad corporations, said that the assets of the 
railroad corporations controlled by boards of directors or man- 
agement including these R. F. C. appointees, totaled more than 
$4,000,000,000. 

The list of names of former R. F. C. officials who had 
obtained positions in private industry in the course of what 
Senator Tobey described as “the Jones regime” was furnished 
to the Senate committee by Chairman Goodloe, of the R. F. C., 
at Senator Tobey’s request. Separately listed were former 
R. F. C. employes who had obtained positions as railroad ex- 
ecutives or attorneys or had become engaged in legal work 
relating to railroad reorganizations. 


Senator Tobey said that each of the private corporations 
in which R. F. C. men had obtained positions had loans from 
the government or had received extensions of old loans by the 
R. F. C. “during the Jones regime.” 


The “railroad” list of former R. F. C. employes as made 
public by Senator Tobey comprised the following: 


Wilson McCarthy, resigned as a $10,000-a-year R. F. GC. director in 
1934; was appointed president of the Denver & Salt Lake Railroad at 
$20,000 a year and 1935 was appointed trustee of the Denver & Rio 
Grande Western at salary of $12,000 a year. 

Jerome N. Frank, resigned as special counsel of the R. F. C., at 
$9,000 a year, about January 1, 1935; subsequently served as counsel 
for the trustee of the Missouri Pacific in certain litigation; now judge 
of the U. S. Circuit Court of Appeals, Second circuit. F 

Cassius M. Clay, former assistant general counsel of R. F. C. at 
$10,000 a year, who went to the Baltimore & Ohio as general solicitor 
at $20,000 a year and resigned from that position in 1945. 

Russell L. Snodgrass, former assistant general counsel of R. F. C. 
at $10,000 a year, who became vice-president of the Baltimore & Ohio 
about September 1, 1942, at $25,000 a year, which later was increased 
to $25,600 a year. 

James L. Homire, who left position as R. F. C. counsel at $7,500 
a year in 1937 and became trustee and counsel to trustees of the Duluth, 
South Shore & Atlantic Railroad, at $10,000 a year, later went to Pru- 
dential Life Insurance Co., then returned to the R. F. C. in 1942, served 
as a reorganization manager and as a director of the Wabash in 1941, 
resigned as chief railroad counsel of R. F. C. at $9,500 a year in 1945, 
joined law firm and in his practice with it participated in several rail- 
road organizations, for clients of the firm. 

Frederick E. Baukhages, resigned as R, F. C. counsel in April, 
1941; now holds position of general solicitor of Baltimore & Ohio, at 
$18,500 a year. 

John W. Barriger, former chief examiner of R. F. C. railroad di- 
vision at $10,000 a year; was a reorganization manager of the Chicago 
& Eastern Illinois; resigned from R. F. C. in summer of 1941 to do 
special work for Association of Western Railway Executives, later 
served on staff of O. D. T., under Director Eastman, at $8,000 a year, 
thereafter was vice-president of Union Stock Yards & Trust Co., Chi- 
cago, and now is president of Monon Railroad Co., salary as such un- 
known to compilers of list for Tobey committee. 
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Howard J. Klossner, former R. F. C. director at $10,000 a year, 
resigned in 1945, was a reorganization manager of the Chicago & North 
Western, now is a director of C. & N. W. and as such receives di- 
rector’s fees. 

Sam Husbands, resigned as R. F. C. director at $10,000 a year in 
January, 1946, presently is voting trustee and director of the Seaboard 
Air Line Railway Co., receives director’s fees. 

Frederick E. Lyford, former examiner in R. F. C. railroad division 
at $6,000 a year, resigned in 1936 and went with Baldwin Locomotive 
Works; on July 13, 1937, was appointed trustee of New York, Ontario 
& Western at $12,000, salary later increased to $17,016. He subsequently 
resigned as trustee. : 

Mrs. Eileen Watt, resigned as secretary in the legal division of 
R. F. C. September 1, 1941, and was employed as secretary in the legal 
department of the Baltimore & Ohio. 


According to the Tobey committee’s information, Charles 
B. Henderson, recently resigned as R. F. C. chairman, is pres- 
ently a director of the Western Pacific, and Harvey Gunderson, 
a member of the R. F. C. board of directors, is a reorganiza- 
tion manager of the Denver & Rio Grande Western. The data 
in the committee’s hands show, further, that W. W. Sullivan, 
chief of the R. F. C. railroad division, was designated as a 
reorganization manager of the Rock Island but did not act as 
such because the Rock-Island loan from the R. F. C. had been 
paid off and the R. F. C. thus had ceased to have a right to 
have a reorganization manager on the Rock Island. 

The committee was advised that Frank C. Wright, special 
advisor to the directors of the R. F. C., who died early in 1946, 
was a reorganization manager and director of the Erie, of the 
Western Pacific and of the D. & R. G. W., and that, prior to 
his R. F. C. connection and until his death he was vice-pres- 
ident of the Bangor & Aroostook, at a salary of $7,500 a year. 

On the R. F. C. “railroad” list was also Stewart McDonald, 
formerly Deputy Federal Loan Administrator, now chairman 
of the board of the B. & O. 

Other names and identifications on the R. F. C. “railroad”’ 
list were: Miles C. Kennedy, chief examiner of the R. F. C. 
railroad division who resigned in 1933 and then conducted 
studies and served as a witness in rail reorganization cases; 
H. G. Moulton, chief examiner of the R. F. C. railroad division, 
who resigned late in 1932 and since then served as advisor to 
bondholders’ committees in railroad and _ reorganizations; 
George Roberts, special counsel of the R. F. C. for 14 months 
subsequent to March 12, 1932, at $15,000 a year, who returned 
to law firm which participated in C. & N. W. reorganization 
proceedings; Morton C. Bogue, who was R. F. C. general coun- 
sel in 1932 and rejoined law firm that participated in rail 
reorganizations; F. T. P. Plimpton, who resigned as general 
solicitor of R. F. C. in 1933 and subsequently took active part 
in Central of Georgia and Norfolk Southern reorganizations; 
R. J. Lehman, who was on the R. F. C. legal division in 1932 
and now is general attorney of the Santa Fe; Warren G. Elliott, 
former member of the R. ‘F.C. legal division and later on the 
C. & O. legal department, and.R. J. Fletcher, who was a mem- 
ber of the R. F. C. legal division and now is general counsel 
for the Boston & Maine. 


Boykin Proposes Airline Inquiry, 
Hits “U. S.-Financed Rate Cuts” 


By introduction of H. R. 3096, a bill to amend the civil 
aeronautics act of 1938, Representative Boykin, of Alabama, 
has proposed that the General Accounting Office be required 
to investigate, audit and report to Congress “as to the honest, 
economical and. efficient management of the subsidized airlines 
of the United States.” 

He said his bill also was designed to prevent “government 
financed rate cuts by airlines which would injure, destroy, or 
prevent competition with other carriers.” 


The Boykin bill would amend section 404 of the civil aero- 
nautics act by adding thereto a new subsection (e), providing 
that, “whenever any air carrier or foreign air carrier reduces 
its rates on the transportation of passengers or property to‘or 
from competitive points below a fair and remunerative basis, 
where the effect of such reduction may be substantially~to les- 
sen competition in transportation, or to injure, destroy, or pre- 
vent competition with any carrier,” it shall not increase such 
rates unless after a hearing the Civil Aeronautics Board finds 
that such proposed increase rests on’ changes conditions other 
than the lessening of competition, destruction of, or injury to 
other carriers. The proposed new subsection contains a further 
provision that “no rate for’the transportation of mail shall ‘be 
paid to such carrier in excess of the pound mile rate charged 
for the transportation of passengers.” Under: H:'R. 3096, thefe 
would be added to section 406 of the civil aeronautics act ‘a 
new subsection (g), providing that “with respect to any air 
carrier receiving a rate for the transportation of mail in excess 
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of 50 cents per ton-mile, the General Accounting Office is 
authorized and directed to make an audit of its accounts and 
to report to the Congress on the first day of each regular ses- 
sion thereof whether such carrier has complied with the provi- 
sions of section 406(b) of the civil aeronautics act of 1938.” 

Section 406(b) of the 1938 act contains a provision that 
the C. A. B., in fixing and determining fair and reasonable 
rates for mail transportation, shall consider, among other 
things, “the need of each such air carrier for compensation .. . 
to enable such air carrier under honest, economical and efficient 
management to maintain and continue the development of air 
transportation to the extent and of the character and quality 
required for the commerce of the United States, the Postal 
Service, and the national defense.” 


Suspects “Packing” of Payrolls 


In a statement he issued when he introduced H. R. 3096, 
Representative Boykin said: 


It is a matter of common knowledge that in the last few years the 
air transport industry has been extravagant and wasteful. For illus- 
tration, thousands of employes have been discharged within the last few 
months, in spite of the fact that the industry itself has stated that the 
number of passengers and freight handled has more than doubled over 
the past year. This seems to indicate to me that the airlines need- 
lessly packed their payrolls in order to evade the payment of excess 
profits taxes, and to justify their demands for increased mail rates. 

In addition to this .being grossly unfair to the many air line em- 
ployees who now find themselves without positions, it is also utterly 
futile for the Congress to attempt to reduce government expenditures 
and taxes, while increasing mail subsidies to airlines. ; 

The General Accounting Office audits all the expenditures of gov- 
ernment departments, and I feel that Congress is entitled to such 
reports on airlines that are supported by government funds. Inasmuch 
as My amendment would not apply to an air carrier which is not re- 
ceiving a subsidy, I feel certain that the airlines will welcome the same 
type of audits as government departments receive. 

The other amendment proposed by me follows a provision which 
has been in the shipping act since 1916. Its purpose is to prevent 
government financed rate cutting. which might have the effect of injur- 
ing, destroying or preventing competition with other carriers. 


Air vs. Steamship Fares 


It has come to my attention, for example, that United Airlines and 
Pan American Airways have filed tariffs to reduce the passenger fares 
between San Francisco and Hawaii to $135.00, while one of our oldest 
and respected American flag steamship companies, Matson Navigation 
Company, must maintain ship fares on the same ship route at $200.00. 
It is significant to note that just recently one of these carriers, Pan 
American Airways, was awarded mail pay by the Civil Aeronautics 
Board in the sum of $6,800,000.00 for the period November, 1945. to 
December, 1946. for its trans-Pacific operations. 

In another case within the past week, the attorney for Eastern 
Airlines stated to the Civil Aeronautics Board that his company had 
reduced passenger fares between Miami and San Juan, Puerto Rico, 
from $101.00 to about $40.00, and that the purpose of this reduction was 
to drive out of business certain independent, non-subsidized air car- 
riers. Yet these ‘‘little fellows’’ who are being forced out of business 
have been providing the greater portion of air transportation between 
continental United States and Puerto Rico without government financ- 
ing. Pan American has made the same fare reductions, and it may be 
noted that this company now has pending an application for retroactive 
mail pay on these routes. 

Rate wars by air carriers financed by government funds must be 


stopped, and I believe that the two amendments proposed will help. 


save the air transport industry from its own indiscretions. 


LICENSING OF MOTOR VEHICLE OPERATORS 


Representative Bennett, of Missouri, has introduced H. R. 
3042, providing for federal licensing, through a new Division 
of Motor/Vehicles in the Department of the Interior, of persons 
operatizig motor vehicles on the highways, and to make uniform 
the w relating to such licensing. 

*£ 


// MONEY FOR ALASKA RAILROAD 


~ 


An appropriation of $4,000,000 for the Alaska Railroad for 
the fiscal year beginning July 1 is provided in the Interior De- 
partment appropriation bill reported to the House by the com- 
mittee on appropriations. The bill also carries a contract au- 
thorization of $15,000,000 for rehabilitation of the property. 
Of the $4,000,000, $3,400,000 is also for rehabilitation work. 

The committee said that during the war period the rail- 
road operated annually at a considerable profit and that at the 
end of the war there was a substantial surplus on hand. How- 
ever, it continued, the conclusion of the war and the withdrawal 
of troops and other military activities from the area resulted 
i a very drastic reduction in the revenues of the railroad. In 


. the period of the war the railroad was operated with a min- 


imum of maintenance and it was now in such shape that it was 
difficult to operate without many derailments, delays in traffic, 
and always the imminent danger of a serious accident which 
would result in loss of life, it said. It also said the War De- 
partment was concerned about the condition of the railroad. 

“In order to bring the railroad to a safe operating stand- 
ard,” said the committee, “the committee is advised that a 
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rehabilitation program must be undertaken at an ultimate cost 
of $34,000,000. The program would extend over a period of five 
years.” 

The committee said the railroad, in its accounting, had 
failed to charge depreciation and it requested that steps be 
taken to correct that situation immediately “and that future 
budgets of Alaska Railroad be presented with full and comple 
financial statements prepared in accordance with busines 
principles.” 


WITHDRAWAL OF ST. LAWRENCE TREAT 


The Senate has adopted an unnumbered resolution direct- 
ing the Secretary of the Senate to return to the President of 
the United States a number of “obsolete” treaties, including the 
treaty between the United States and Canada for completion 
of the Great Lakes-St. Lawrence deep waterway, dated July 18, 
1932. President Truman had requested withdrawal of the 
treaties (see Traffic World, April 12, p. 1165). Among other 
treaties returned to the President, under terms of the resolu- 
tion, were an agreement between the United States and Costa 
Rica regarding an inter-oceanic canal across Costa Rica terri- 
tory, dated February 1, 1923,-and an international convention 
for the unification of certain rules to govern the liability of 
vessels when collisions occur between them, dated September 
23, 1910. 


RIVER AND WATERWAY NAVIGATION 

Representative Weichell, of Ohio, has introduced H. R. 3086, 
to amend existing laws providing for prevention of collisions 
on certain U. S. inland waters so as to extend provisions thereof 
to the Mississippi River below the Huey P. Long bridge at New 
Orleans, La., to certain other rivers emptying into the Gulf of 
Mexico, and to the entire Gulf Intracoastal Waterway. He also 
has introduced H. R. 3087, to amend section 4233 of the Revised 
Statutes of the United States for the prevention of collisions 
on western rivers. 


SEAWAY SELF-LIQUIDATION PROPOSAL 


Senator Langer, of North Dakota, has introduced S. J. 
Res. 103, providing for approval of the U. S.-Canada agreement 
of March, 1941, with the exception of certain provisions thereof, 
relating to the Great Lakes-St. Lawrence Basin, expressing the 
sense of the Congress with respect to the negotiation of certain 
treaties, and authorizing investigation through the State De- 
partment and with Canada of the feasibility of making the 
Great Lakes-St. Lawrence seaway self-liquidating. 


EMERGENCY EQUIPMENT ALLOCATION 


Representative Wolverton, chairman of the House com- 
mittee on interstate and foreign commerce, has introduced 
H. R. 3152, a bill to provide that notwithstanding any provision 
of law, title III of the second war powers act, 1942, as amended 
and extended, shall continue in effect for the purpose of allo- 
cating the use of transportation equipment and facilities by 
rail carriers, to and including June 30, 1948. 


CAR SERVICE BILL 

Representative Lemke, of North Dakota, has introduced 
H. R. 3140, a bill “to amend part I of the interstate commerce 
act, as amended, to provide for fair and impartial regulation 
of car service subject to the provisions of such act, and for 
other purposes.” The bill provides for establishment in the 
Interstate Commerce Commission of a Bureau of Service and 
provides for its duties to accomplish the purposes of the bill. 


LARCENY IN INTERSTATE COMMERCE 


President Truman has signed S. 363, amending the act of 
July 24, 1946, broadening the prohibitions against larceny in 
interstate commerce, by inserting in the 1946 act three words 
— omitted from it (see Traffic World, April 12, 
p. ; 


USE OF FEDERAL HIGHWAY FUNDS 
Under terms of S. 1140, introduced by Senator Langer, of 
North Dakota, the federal highway act as amended and sup- 
plemented would be further amended so as to provide that 
federal funds appropriated for secondary and feeder roads 
might be expended by the states on projects without obtaining 
approval of the Commissioner of Public Roads. 


RAIL UNEMPLOYMENT INSURANCE BILL 
Representative Howell, of Illinois, has introduced H. R. 
3150, a bill to amend the railroad unemployment insurance 
act as amended at the last session of Congress. The bill would 
strike out provisions incorporated into the act by the so-called 
Crosser act of the last session. 
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Rail Freight Claim Men can 
in Annual Meeting at St. Louis 


Freight Claim Division, Association of American Rail- 
roads, discusses freight claim prevention and adopts 
recommendations on the subject. Code of Principles 
and Practices amended. Heath elected chairman 


The Freight Claim Division of the Association of American 
Railroads held its annual meeting at the Hotel Statler, last 
week, with a record attendance. It was the fifty-sixth such 
meeting of the group, which existed for many years as the 
Freight Claim Association before its amalgamation into the 
A. A. R. in the middle ’thirties. The record attendance and the 
importance of the docket were in part due to the fact that, for 
the first time in its history, the group failed, because of the 
threatened rail strike and other reasons, to hold a general 
meeting in 1946. 

Much of the interest of the division was centered on claim 
prevention, the entire second day. of the meeting being devoted 
to that subject. Discussions followed in order recommendations 
contained in the report of the division’s National Committee on 
Prevention of Loss and Damage. presented by its chairman, 
J. L. Puig, freight claim agent, Illinois Central. Chicago. That 
report, in turn, was based on a letter to executives of member 
roads of the A. A. R., dated December 18, 1946, and signed by 
the then president of the association, R. V. Fletcher. The letter 
said that loss and damage prevention had been the subject of 
discussion at a meeting of the board of directors of the associa- 
tion. and urged the railroads to “take immediate steps to put 
in effect” a groun of recommendations contained in the letter. 
Those recommendations were as follows: 


1. That all member lines immediately resurvey their prevention 
departments to insure there being adequate personnel to fully cover 
the needs of the individual line. 

2. Arrangements to add sufficient suvervisory forces to insure care- 
ful handling and proper loading in freight houses and safe handling in 
terminals. Joint activity in this effort on the part of Operating. Station 
Service, Prevention Personnel, Mechanical. and other interested depart- 
ments is necessary to secure satisfactory performance. 

3. To increase personal interest and encourage added activitw of 
the individual employees in the efficient performance of their duties. 
it is recommended that a comprehensive program be inaugurated for 
the adequate training of every officer and employee that handles freight 
or cars containing freight. 

4. That the avpropriate claim. traffic. operating. and classification 
officers progress with the least possible delay a program for strengthen- 
ing present rules and requirements governing the manufacture and use 
of containers and interior packing. 

5. That an active program be set up through appropriate channels 
for policing the acceptance of freight at origin, which will be directed 
toward requiring full observance of present classification requirements, 
and the rejection of packages not packed and prepared in compliance 
with such requirements. 


The committee approved those recommendations and they 
were adopted by the division after full discussion of each. The 
report also dealt with prevention problems as applying to such 
specific commodities as enameled stoves and refrigerators. 
furniture, sewer pipe, wine, beer, automobiles, eggs, canned 
goods, grain, fresh fruits, melons and vegetables, and frozen 
foods—dealing with the special hazards to each in transporta- 
tion. 


It dealt with care in the handling of freight, careful loading, 
losses of entire packages, containers and container testing 
laboratories, and equipment. 


As to the latter, the report contained two recommendations. 
The first had to do with side wall anchor units in box and 
refrigerator cars. and the second with non-harmonic springs 
on closed cars. They read as follows, and were adopted: 


Recognizing the need for facilitating adequate bracing of freight 
in box and refrigerator cars, the Committee on Prevention of Loss and 
Damage recommends that such equipment be provided with side wall 
anchor units inset flush with lining, similar to the Conbur Car Brace, 
to be used for anchoring loads with metal bands or wire. Such anchor 
units will not only provide a ready means of bracing various types of 
shipments by shippers, and 1.c.]. merchandise by carriers, but will also 
relieve the necessity of applying anchor plates to side lining of cars 
with nails or drive screws. They will also overcome the hazard of 
damage to equipment when anchor plates are removed, and the hazard 
of damage to subsequent shipments when anchor plates are not removed, 
or nails used to secure the plates are left projecting from car lining. 
The Committee is of the opinion that the units would facilitate the safe 
loading and bracing of freight, also that their cost would be offset by 
a reduction in claim payments for loss and damage and cost of car 
repairs. 


That all new closed cars, including refrigerator cars, and all re- 
habilitated and general repair cars, be equipped with an approved form 
of non-harmonic springs, of such a type and performance as will insure 
the proper protection of lading. That a definite program be instituted 
that will insure periodical inspection of all such non-harmonic springs, 

trucks, and likewise draft gears, and provide repairs or replace- 


-other services (termed ‘‘Operation OSST-Henry’’). 
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ments when necessary thereto. The weakness in the present use of such 
springs is the definite lack of proper inspection, with the result that 
many cars, so equipped at present, are moving with springs defective, 
which does not provide protection, even to the extent present when cars 
are equipped with only the conventional type of springs. That this 
program in addition to attention by the railroads, be likewise fostered 
with and by the private car line owners. 


The report as a whole was adopted. 
Perfect Shipping Speakers 


J. H. Aydelott, vice-president, Operations and Maintenance 
Department, A. A. R., spoke at the opening of the claim pre- 
vention session. He said that the railroads could not “live on 
their war reputation forever.” He advocated continuance of 
the division’s prevention work, asserting that “the surface had 
hardly been scratched” in what might be done in that regard. 
He spoke of the cooperation between carriers and shippers, 
which had been so effective in the past, and advocated an in- 
tensification of it for the future. 

On that point, the committee report also had some com- 
mendation for the work of the shippers’ regional advisory 
boards and the railroad territorial contact committees working 
in each board area. It also discussed the effectiveness of the 
Perfect Shipping Month campaigns, and added the suggestions 
that those campaigns stress especially the need for better 
marking of shipments and better methods of loading cars. 

Another speaker at the prevention session was Col. E. C. 
R. Lasher, office of the Chief of Transportation, War Depart- 
ment. Significant points in his address were: 


Prevention of loss and damage is a subject that has not had its place 
in any actual bulletin or regulation (of the Army Transportation Corps) 
specifically citing hard and fast rules for its application, but is an under- 
lying matter in each transportation endeavor, from preparation of ma- 
terials, packing. packaging, proper equipment to load for a specific 
commodity, loading preparation, car inspector, repairman, switchman,. 
engine crews, train crews, train handling, unloading, records and char- 
acters of loss and damage and the application of research and develop- 
ment against such .causes of loss and damage. It is not alone the iob 
of the claim prevention officers, but also the job of operating officials, 
traffic officials, mechanical forces or shipper to consignee inclusive. 
We learned by experience that damage to merchandise in transit during 
normal times, while serious, is merely an economical loss, but loss and 
damage to materials in war time was tragic, because its needs far 
surpassed its intrinsic value. It not only represented loss of value, 
but loss of irreplaceable materiel, loss of manpower, and in many cases 
it meant the possible loss of life. It has been a lesson that merits the 
most serious prevention analysis of causes and corrective application. 


The motto should be: ‘Increase Prevention Functions, and Reduce 
Claims to the Minimum.’’ 


Preparation of Army freight is a joint responsibility between serv- 
ices involved and the Transportation Corps designates the policy for its 
loading and movements. In our prevention activities you, no doubt, are 
familiar with our inland transportation publication which included pic- 
tures showing instances of improper preparation for shipping and the 
explanation how it should have been. Later, the Office Chief of Trans- 
portation conducted, throughout the country, conferences and loading 
demonstrations in conjunction with AAR Operating Engineers, attended 
by Messrs. Romulet and Auxsley. However, our efforts have not ter- 
minated with the war. At present a test enterprise is being conducted 
by the Transportation Corps, the Army and Navy Packaging Board, and 
This test embraces 
various type containers, packing, packaging and loading principles inci- 
dent to several carload consignments of materials to probe the carrying 
qualities, both in iniand and ocean movement, from Letterkenny Arsenal 
to a remote point in the Pacific Theatre, and return. ‘‘Operation Henry” 
was planned and is being conducted to obtain data that will be utilized 
as a basis for revisions of shipping container specifications, so that 
overseas shipment losses, due primarily to container failure, but to 
other causes as well, may be reduced without raising requirements 
beyond reasonable economy. The analysis of progress of this project 
will ultimately be viewed in the light of industry as well as the services. 
In this operation, containers are classed in two general categories: 

(1) Shipping containers designed for specific items. 

Where items are furnished by manufacturers in large quantities, 
shipping containers can be economically produced, with interior block- 
ing and bracing built in as an integral part of the container, by the 
manufacturer. The container so designed is designated as a ‘‘labora- 
tory designed container’’ in this test. 

(2) General purpose shipping containers commonly used in depots 
for shipping miscellaneous items. When interior blocking and bracing 
is required for an item, the boxes are modified at the depot. This type 
of container is designated as a ‘‘depot designed container,’’ in this test. 
Various size containers will be loaded with sundry types of materials. 
Pictures and records will be maintained from point of origin to port of 
embarkation, unloading observations, as to conditions, conducted and 
similar recordings to occur at placement into vessel. The records at 
destination will be compiled, recording the condition of packing, pack- 
aging, etc., and containers will be returned with the same records sub- 
stantiated by picture evidence, through to original point of shipment— 
Letterkenny Arsenal. From these records will emanate an unending 
book of research that should be of the utmost value to not only us 
of the armed forces, but to nationwide industry. 


St. Louis Club Luncheon 


At a special Perfect Shipping Month luncheon sponsored 
by the St. Louis Traffic Club and the Shippers’ Advisory Board, 
on the first day of the meeting, C. E. Johnston, chairman, 
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Western Association of Railway Executives, was the speaker. 
In general, he dealt with the necessity for maintaining private 
ownership of the railroads in this country—which he said was 
threatened—as bulwark against complete socialization. One of 
the adverse factors, he added, was mounting rail operating 
costs, in which claim payments were a factor. Said he: 


Freight loss and damage payments all are chargeable to transpor- 
tation expenses. They are as much a part of operating costs as wages 
of employees, or costs of fuel and other material. They conrctiti+s 
an item of expense, though, from which no one derives benefit. 
Instead they represent a loss to both carrier and shipper which, to the 
extent it may be reduced or eliminated altogether, is sheer waste. It 
represents disappointments to shippers through failure of freight to 
reach its destination in usable condition, or to reach its destination at 
the time the consignee expected it, even though it may not represent 
actual money loss to him. It means absolute money “out of pocket’’ 
to the carrier. 

This item in our operating costs presents a clear-cut target to shoot 
at because it has been growing so alarmingly in size, if for no other 
reason. The figure for 1946 is more than four times as great as in the 
immediate pre-war years. 

The increased traffic volume no doubt is in some degree responsible 
for the greater amount in claims. Higher prices for commodities that 
constitute rail freight tonnage, also are a factor. But these elements 
do not account for as great an increase as has been experienced. 

We know for instance that freight loss and damage in 1945 amounted 
to almost $20,000,000 more than in 1944, although freight revenues were 
less in the latter year. We know also that it amounted to nearly 
$40,000,000 more in 1946 than in 1944, although freight revenues were 
much greater in the former year. 

It would appear from these figures that we are omitting somehow 
to give as effective attention to control of freight loss and damage now 
as we did in years when claims amounted to only about one-fourth as 
much as they do now. 

If we were able this year to reduce freight claim loss and damage 
to a figure only twice as great as in immediate pre-war years, the 
ies in operating charges would amount to something like 55 million 
dollars. 

Such results, of course, can be secured only by the most enthusiastic 
and enlightened approach to the problem on the part of those who are 
charged with specific responsibility for this task. 

You all are much more familiar with the details of the job than 
Iam. You know better than I do, as a result of your studies of the 
eauses of loss and the effective means of prevention, where and how 
to direct your energies. But I do know, on the basis of your splendid 
accomplishments in periods when the situation was much less serious 
than it is now, and when, as a result of your efforts, claim losses were 
declining rather than rising, that you can and will produce highly 
encouraging results. 

I know you will shoot at saving every dollar in the avoidable loss 
and waste that we all know is being experienced. And a possible saving 
of 50 million dollars, in annual operating expenses, without additional 
investment in plant and equipment, is an opportunity that challenges 
the ambition and energy of everyone interested in aiding the railroad 
industry to deal successfully with the very great difficulties we all 
realize it is facing. 

During April we are sponsoring a month of Perfect Shipping, and 
with the cooperatin of our shippers, our officers and our employes, we 
hope to impress upon all inside and outside the industry just what loss 
and damage means in the economy of things. And there I find myself 
using the word ‘‘economy”’ again. 

Please do not misunderstand me. I’m not blaming business, yours 
and ours, or anyone in particular for this condition that results in heavy 
loss and damage claims on shipments of freight. I haven’t any doubt 
that in business other than railroading they have similar problems and 
are just as anxious to correct them as we are to correct Ours. 

There again we come back to straight thinking and honest effort. 
All of our people in every walk of life must be made to understand 
that waste.and extravagance will ruin any person, any people, any 
business or any nation. We must inculcate in all, the everlasting sound- 
ness of this doctrine. 


Other Reports 


The business of the meeting included consideration of the 
reports of the division’s committee on rules of order, W. H. 
Geogan, freight claim agent, Missouri-Kansas-Texas Railroad, 
Parsons, Kan., chairman; its committee on freight claim rules, 
J. A. Parker, general freight claim agent, St. Louis-Southwest- 
ern Railway, Tyler, Texas, and the report of its general com- 
mittee regarding principles and practices for the investigation 
and disposition of freight claims. 

Two of the three recommendations adopted under the 
last-named head covered matters brought before the committee 
by shippers. The first had to do with claims for damage to 
Shipments arriving at storage points when part of the goods 
were disposed of, or their identity lost, at the storage points. 
The recommendation was to amend the third paragraph of 
Section (d) of Article 3 of the Principles and Practices to read: 


Claim for damage on carload shipment arriving at storage point 
with part of the load damaged and disposed of (or identity lost) at 
Storage point, shall be adjusted on basis of the value in quantity shipped 
on date due at that point; provided, however, where identity is main- 
tained at storage point and shipment is subsequently forwarded to 
another destination on through rate from original point of shipment 
to ultimate rail destination, claim may be adjusted on basis of value 


1333 


in the quantity shipped at ultimate rail destination less storage and 
handling charges. 


The second recommendation was to insert a new paragraph, 
after the third of Article 5, covering the diversion of damaged 
shipments to larger markets to mitigate losses. It read: 


In connection with shipments consigned to small market points 
which because of substantial damage due to carrier negligence are 
refused by consignee and owner diverts or reconsigns the shipment to 
the best available market in the interests of all concerned, such diver- 
sion or reconsignment shall not militate against the owner’s right in 
the collection of claim for proven loss chargeable to carrier negligence 
which resulted in the rejection at original destination. 


The committee recommended the addition of a paragraph 
to Article I, clarifying the practice where payments are made 
after the expiration of the established time limit following 
merely verbal disallowance. It read: 


Where claim has been disallowed other than in writing by a carrier, 
either in whole or in part, such disallowance shall be confirmed in 
writing by said carrier within 60 days thereafter. In case of failure 
of such carrier to so confirm in writing such disallowance, any payment 
made by that carrier on such claim after two years and one day 
subsequent to such disallowance, shall not be prorated with any other 
carrier; and in case any participating carrier is obliged to pay such 
claim because of such failure to make such written disallowance, the 
carrier failing to make such disallowance shall absorb the full amount 
of such payment. 


These recommendations, together with one clarifying the 
practice where short form inspection reports carried restricted 
notations, were adopted. Recommendations for changes in the 
rules or order, defining interim powers of the Appeal Committee 
and other committees, were also adopted. ; 

J. J. McManus, freight claim agent, Northern Pacific Rail- 
way, St. Paul, Minn., chairman of the division, presided. Local 
arrangements were in the hands of a committee headed by H. 
V. Cooper, freight claim agent, Missouri Pacific, St. Louis. 


Heath Elected Chairman 


J. M. Heath, freight claim agent, Lehigh Valley Railroad, 
was elected chairman of the division. G. W. Loderhose, freight 
claim agent, CRicago, Milwaukee, St. Paul and Pacific, was 
elected first vice-chairman, and J. L. Walker, freight claim 
agent, Seaboard Air Line Railway, Norfolk, Va., second vice- 


chairman. The following were elected members of the General 
Committee: 


A. D. Schwarzell, assistant general claim agent, Norfolk and West- 
ern, Roanoke, Va.; Heber Smith, general freight claim agent, Southern 
Pacific, San Francisco, Cal.; A. G. Gilmour, freight claim agent, Ca- 
nadian National, Toronto, Ont.; H. H. Young, freight claim agent, 
Pennsylvania Railroad, Philadelphia, Pa. 


The following were elected to membership on the Appeal 
Committee: 


Mr. Cooper, chairman; Mr. McManus; Mr. Gilmour; M. A. Hartigan, 
general claim agent, Virginian Railway, Norfolk, Va.; H. W. Kerns, 
assistant freight claim agent, Pennsylvania Railroad, Philadelphia. 


Members were elected to the Arbitration Committees, as 
follows, the chairman being named first in each instance: 


Committee A—Mr. Puig; C. E. Thrasher, general freight claim agent, 
Baltimore & Ohio, Baltimore, Md.; A. V. Tate, general claim agent, 
Gulf, Colorado and Santa Fe, Galveston, Texas. 

Committee B—C. L. Dautrich, general freight claim agent, Southern 
Railway, Chattanooga, Tenn.; F. M. Seiberlich, freight claim agent, 
Soo Line, Minneapolis, Minn.; C. H. Diamond, freight claim agent, 
Reading Company, Philadelphia. 

Committee C—T. P. Scott, freight claim agent, Erie Railroad, Cleve- 
land, O.; I. Barnum, freight claim agent, Atchison, Topeka and Santa 
Fe, Topeka, Kan.; T. E. Adamson, assistant freight claim agent, Chi- 
cago & North Western, Chicago. 

Committee D—M. E. Keehan, freight claim agent, Chicago Great 
Western, Chicago; F. Elder, assistant auditor of claims, Cans@ian P>- 
cific, Winnipeg, Man.; A. L. Batts, freight claim agent, Atlantic Coast 
Line, Wilmington, N. C. 

Committee E—William John, freight claim agent, Pittsburrh & J ake 
Erie, Pittsburgh, Pa.; Mr. Loderhose; G. D. Van Huss, freight claim 
agent, Grand Trunk Western, Detroit, Mich. 

Committee F—B. H. Wettlaufer, freight claim agent, Delaware, 
Lackawanna & Western, Scranton, Pa.; M. B. Mortensen, assistant 
freight claim agent, Milwaukee Road, Chicago; Mr. Schwarzell. 


MARCH RAIL TON-MILES 


The volume of freight traffic handled by Class I railroads 
in March, 1947, measured in ton-miles of revenue freight, in- 
creased about five per cent above the corresponding month of 
last year, announced the Association of American Railroads. 
March traffic amounted to fifty-five billion ton-miles, according 


to estimates based on reports just received by the association 
from Class I carriers. 
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The March freight traffic this year was more than twice 
that of the same month in 1939. 

The following table summarizes preliminary ton-mile statis- 
tics for the first quarter of 1947 and 1946: 





Per cent 
1947 1946 change 
ES ae Fin Ua éaedes Caice 53,294,374 48,225,789 +10.5 
5.5304.» wigs hath othe’ *48, 250,000 45,089,938 + 7.0 
hea agape aps piled 55,000,000 52,392,340 + 5.0 
* Revised. 


t Preliminary estimate. 


Rail Freight Loss and Damage 
Up 19.7 Per Cent in 1946 


Railroad freight loss and damage rose from $78,791,370 in 
1945 to $94,300,672 in 1946, an increase of 19.7 per cent, accord- 
ing to figures released by Lewis Pilcher, secretary, Freight 
Claim Division, Association of American Railroads. Damage to 
l.c.l. freight rose from $23,571,085 in 1945 to $29,517,036, an in- 
crease of 25.2 per cent, while damage to carload freight in- 
aes by 17.3 per cent, from $55,220,285 in 1945 to $64,783,636 
in 1946. 

The following tabulation of amounts charged to the stand- 
ard causes indicates that the greatest percentage increases were 
due to concealed loss, delay, freezing or heater failure, theft 
other than entire package; and improper refrigeration or ven- 
tilation: 

1946 


1945 Increase 


Unlocated Damage, Freight 








MT oso as oss os gsc $43,398,066 $37,045,503 $ 6,352,563 17.1% 
Unlocated Damage, Freight 

not in Packages............ 8,521,745 6,626,925 1,894,820 28.6% 
Improper Handling in Trains, 

Yards and Stations......... 2,428,018 2,232,410 195,608 8.8% 
Concealed Damage .......... 11,358,020 8,898,800 2,459,220 27.6% 
Loss of Entire Package...... 7,733,189 7,201,954 531,235 7.4% 
Unlocated Loss from Bulk or 

en ce a gad 4,197,316 3,452,001 745,315 21.6% 
| RRR ATT De een one eer ae 4,062,829 2,449,021 - 1,613,808 65.9% 
Defective Equipment ........ 3,832,723 3,299,397 533,326 16.2% 
Train Accidents ............. 3,008,299 3,382,518 @ *374,219 *11.1% 
Theft of Entire Package..... 1,410,648 1,081,932 328,716 39.4% 
Theft Other than Entire 

a lle RR ae a 1,050,788 720,992 329,796 45.7% 
Improper Refrigeration or 

.. er ; 776,619 526,120 250,499 47.6% 
Flood, Fire or Marine Loss 

I ne al ans on poae pn 724,010 689,791 34,219 5.0% 
rror of Employee .......... 651,582 584,569 67,013 11.5% 
Freezing or Heater Failure... 575,398 341,149 234,249 68.6% 
Conmeenied LOGs ..... 6k. ce. cs 571,422 258,288 313,134 121.2% 

SE Nici dwn Se ik 0.0 kad $64,783,636 $55,220,285 $ 9,563,351 17.3% 
Brees SON oe eS ee bk 29,517,036 23,571,085 5,945,951 25.2% 
$94,300,672 $78,791,370 $15,509,302 19.7% 


*Decrease 


Classified into 41 categories, it was found that in 1946 the 
commodity responsible for the greatest proportion of freight 
loss and damage was fresh vegetables, accounting for 7.9 per 
cent of the total loss and damage figure. Damage to fresh veg- 
etables loaded in carloads reached $7,451,945 in 1946; damage 
to l.c.l. fresh vegetable shipments reached $32,370. 

Other commodities accounting for significant portions of the 
year’s freight loss and damage total are: New furniture, 7.2 
per cent (carload, $1,082,443; l.c.l., $5,717,127); ale, wine, beer, 
etc., 5.9 per cent (carload, $5,250,340, l.c.l., $341,965); grain, 
4.9 per cent; fresh fruits (except citrus), 4.8 per cent; canned 
food products (in tin or glass), 4.5 per cent; livestock, 3.9 per 
cent; fresh fruits (citrus), 3.5 per cent; melons, 3.1 per cent; 
and dry goods, clothing and textiles, 2.9 per cent. 

The Freight Claim Division has prepared a lengthy chart 
in which the amounts charged against the various commodity 
groups by causes is shown. Mr. Pilcher suggests that “the de- 
velopment of the reasons for the conditions reported will in- 
dicate what preventive measures are necessary to bring them 
under control.” 

As to damage to fresh vegetables, for instance, it is shown 
that the chief cause was unlocated ge to freight in pack- 
ages, accounting for $4,593,050 of the $7,451,945 total damage 
to carload shipments. An important subsidiary cause was delay, 
for which $1,741,984 in damages was attributed. 

The most important causes for freight loss and damage to 
other commodities follow: 

New furniture (l.c.l.): Concealed damage, $2,573,248; 
damage, freight in packages, $2,172,174. 

Ale, wine, beer (carload): Unlocated damage, freight in packages, 
$4,604,773. 

Grain (carload): Unlocated loss other than entire package, $2,173,734; 
defective or unfit equipment, $1,669,412. 


unlocated 
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Fresh fruits, except citrus (caroad): Unlocated damage, freight 
in packages, $3,281,576; and delay, $534,879. 

Canned food products (carload): Unlocated camage, 
packages, $3,246,814. 

Livestock (carload): Unlocated damage, freight not n packages, 
$2,658,873; and delay, $340,348. 

Fresh fruits, citrus (carload): Unlocated damage, freight ‘n pack- 
ages, $2,582,530; and delay, $320,818. 

Melons (carload): Unlocated damage, freight in packages, $1,395,- 
290; and delay, $373,084. 

Dry goods (l.c.l:): Unlocated loss, entire package, $904.493; un- 
located loss other than entire package, $194,795; unlocated damage, 
freight in package, $282,804; theft, entire package, $279,723; theft other 
than entire package, $325.265. 


freight in 


Revenue Freight Loading 


Revenue freight loading the week ended April 19 totaled 
865,846 cars, according to the Association of American Rail- 
roads. This was 14.2 per cent above the preceding week; 33 per 
cent above the corresponding week last year, and 1/10 of 1 
per cent above the corresponding week in 1945. . 
Loading by groups of commodities was reported as fol- 
lows: 

Grain and grain products, 48,436 cars, 2,704 above preced- 
ing week and 14,040 above corresponding 1946 week. 

Livestock, 14,039 cars, 2,114 above preceding week and 
4,579 below corresponding 1946 week. 

Coal, 135,733 cars, 73,582 above preceding week and 156,024 
above corresponding 1946 week. 

Coke, 14,137 cars, 1,314 above preceding week and 7,054 
above corresponding 1946 week. 

Forest products, 43,100 cars, 2,078 below preceding week 
and 1,986 below corresponding 1946 week. 

Ore, 50,503 cars, 23,305 above preceding week and 38,234 
above corresponding 1946 week. 

Merchandise, 1. c. 1., 126,456 cars, 722 above preceding 
week and 1,511 below corresponding 1946 week. 

Miscellaneous, 383,442 cars, 6,017 above preceding week 
and 7,727 above corresponding 1946 week. 


Cumulative Freight Loading 


1947 1946 1945 
Four Weeks of January.........3,168,397 2,883,863 3,003,655 
Four Weeks of February....... 3,179,198 2,866,876 3,052,487 
Five Weeks of March........... 4,170,420 3,982,240 4,022,088 
Week GF Apel BS... sci ccs 715,159 643,644 765,672 
Weel-of Aprtl 13.55... S00 05AS 758,166 649,298 847,013 
ME Sikiodisee «ees ede ote 11,991,340 11,025,921 11,690,915 


Northwest Advisory Board Predicts 
59.4 Per Cent Rise in Carloadings 


A 59.4 per cent increase in commodity movement by rail 
for the second quarter of 1947, compared with the same quarter 
in 1946, was forecast by H. W. Bishop, board general secretary, 
at the meeting of the Northwest Shippers’ Advisory Board, 
April 24, in the Hotel Cataract, Sioux Falls, S. D. “Greatest 
increase will be in the movement of iron ore, and because 
special ore cars are used, there will be no effect on the car 
supply,” asserted Mr. Bishop. 

Exclusive of iron ore, there will be a 4.6 per cent increase 
in commodity movement, including a 17.1 per cent increase in 
paper and paper products, and a 62.5 per cent increase in ma- 
chinery, he said. Flour shipments will increase 54 per cent, 
canned goods movement will increase 20.2 per cent. Other 
commodities for which increases were predicted are: Petroleum 
products, 8 per cent; lime and plaster, 39.9 per cent; gravel, 
9.3 per cent; and cement, 9.1 per cent. A 3 per cent decrease 
in grain shipments is predicted. Because of the volume that 
moved for export, there is less grain in the area than during 
the first quarter of 1947, it was reported. 


More Cars Sought for S. D. 


E. F. Norman, of Pierre, secretary of the South Dakota 
Public Utilities Commission, asked for more cars to alleviate 
the grain and potato problems in South Dakota. The combined 
efforts of all the South Dakota delegation in Congress and of 
his commission have been directed towards securing an increase 
in the number of cars for grain loading, stated Mr. Norman. 
“Twelve million bushels are adjacent to one line of railroad in 
South Dakota and all other lines are equally stocked with 1946 
excess,” he said. 

Because of the high moisture content, warm weather may 
find the grain infested with weevil, Mr. Norman warned. He 
said that trucks loaded with grain have gone to the Twin Cities 
and have returned without finding an open elevator. He termed 
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the “destructive loss” of the 1946 potato crop, due to price 
return and inability to market surplus, “a disgrace.” 

I. N. Early, state vice-chairman of Montana, reported to 
the board that an all-time record-breaking bumper crop of 
34,200,000 bushels of winter wheat is anticipated, and that 
cherry and apple crops will exceed 1946 production. 


Estimated Rail Operating Revenue 
Up 11.1 Per Cent in March 


Based on advance reports from eighty-seven Class I rail- 
roads, whose revenues represent 81.5 per cent of total operating 
revenues, the Association of American Railroads has estimated 
that railroad operating revenues of $585,360,572 in March, 1947, 
increased 11.1 per cent above the same month of 1946. This 
estimate, it was pointed out, covers only operating revenues 
and does not touch upon the trends in operating expenses, taxes, 
or final income results. 

Estimated freight revenue of $483,095,802 in March, 1947, 
was greater than in March, 1946, by 22.7 per cent, but estimated 


passenger revenues of $58,538,250 decreased 37.4 per cent. Data 
by districts follow: 


Eastern District. Thirty-four Class I railroads, whose revenues 
represent 90.5 per cent of total operating revenues in the Eastern Dis- 
trict, estimated that their operating revenues of $298,712,123 in March, 
1947, increased above March, 1946, by 12.8 per cent. Freight revenue 
of $243,357,644 was estimated to have increased 22.7 per cent but pas- 


senger revenue of $33,756,697 was estimated to have decreased 30.1 
per cent, 


Southern Region. Sixteen Class I railroads, whose revenues repre- 
sent 65.1 per cent of total operating revenues in the Southern Region, 
estimated that their operating revenues of $67,171,926 in March, 1947, 
increased above those in March, 1946, by 6.6 per cent. Freight revenue 
of $55,535,597 was estimated to have increased 16.1 per cent, but pas- 


senger revenue of $6,360,408 was estimated to have decreased 42.9 per 
cent. 


Western District. Thirty-seven Class I railroads, whose revenues 
represent 77.5 per cent of total operating revenues in the Western 
District, estimated that their operating revenues of $219,476,523 in 
March, 1947, were greater than in March, 1946, by 10.3 per cent. Freight 
revenue of $184,202,561 was estimated to have increased 25 per cent but 


passenger revenue of $18,421,145 was estimated to have decreased 
46.1 per cent. 


FREIGHT CAR REPORT 


U. S. railroads reported an average daily surplus of 27,300 
freight cars and an average daily shortage of 20,872 freight 
cars for the week ended April 12, according to the car service 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 0; auto 
box, 56; flat, 94; gondola, 8,000; hopper, 17,003; and miscella- 
neous cars, 2,147. 

The shortage was made up as follows: Plain box, 18,188; 
auto box, 49; flat, 349; gondola, 2,003; hopper, 158; and mis- 
cellaneous cars, 125. 


National Industrial Conference 
Board Survey on Transportation 


Railroads will continue to carry about the same proportion 
of the nation’s freight in the postwar period as before the war, 
although there will be some shifts in the types of freight they 
carry, in the opinion of leading business executives recently 
surveyed by the National Industrial Conference Board, of New 
York City. The survey on postwar transportation problems 
revealed that businessmen believe that while established trans- 
portation procedures were disrupted by the war, many of these 
shifts are temporary. Among the changes considered likely to 
tfemain permanent features of the postwar transportation pat- 
tern are the following: Increasing use of motor carriers for 
short hauls; the virtual cessation of domestic water transporta- 
tion by some industries; and a growing reliance on airlines for 
the movement of repair parts and small shipments. Wartime 
experiences have also resulted in some modifications of pack- 
aging and methods of in-plant handling of materials. 

While changes have occurred in relative costs of the vari- 
ous types of transportation services, executives reported that 
Other factors such as availability of facilities, speed of ship- 
ment, reliability of service and efficiency often outweigh cost 
Orme tg eg in the selection of a particular form of trans- 

rtation. 


Problem Moge Acute Today 
Many executives characterized the transportation situation 


a being much more acute today than during the war, and’ 


Stated that the immediate need is for more and better equip- 
Ment, particularly for the railroads. The need for obtaining 
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more steel for freight cars was frequently stressed. Shortages 
6f equipment also harass truckers. Though there has been an 
increase in the production of trucks and parts, an added load 
has been placed on the trucking companies because of the 
freight-car situation. One executive observed that because of 
the heavy demand for trucks, some truckers are concentrating 
“their business on freight taking a high classification rating. 
This situation makes it difficult for us to use as much truck 
service as we would desire.” 


Water and Air Transportation 


Severe shortages of water transportation were also re- 
ported. One eastern manufacturer contended that “water trans- 
portation is neither adequate nor efficient, and we feel that 
contributing factors are government control of major steam- 
ship lines and the obvious decline of the American merchant 
marine. We, of course, ship all exports by water; however, we 
are not moving any coastwise or intercoastal shipments by 
water owing mainly to irregular schedules and frequent em- 
bargoes at ports. Labor conditions and exorbitant handling 
charges at piers make ocean shipments very unattractive at the 
present time.” 

Many executives reported that weather and crashes have 
had an unfavorable effect on the demands for air travel. The 
uncertainty of schedules and arrival time has also been an 
obstacle, but it is believed that air travel will increase con- 
siderably when more equipment becomes available, with better- 
trained personnel, and improved airport facilities. 


Better Coordination Desired 


Railroads are generally expected to continue handling large 
bulky products with relatively low value as well as carload 
shipments, particularly if customers have railroad sidings. In 
the 1. c. 1. freight field, keen competition between the railroad 
and the trucking companies, particularly for hauls up to 500 
miles, is expected. 

A number of executives believe that better coordination of 
all transportation is required. It is felt that many economies 
and faster service could be effected, with each form of trans- 
portation performing the service for which it is best suited, 
stated the N. I. C. B. report. 


Retirement Board February Operations 


A notable feature of retirement operations in February was 
the award of the first group of new monthly death benefits— 
approximately 7,100 benefits for a total of $416,000. Chiefly as 
a result of this, total payments for the month rose to $14,710,- 
000, compared with $13,841,000 in January. Also contributing 
to the increase were rises of $189,000 in employe-annuity pay- 
ments, and of $278,000 in 4 per cent lump-sum payments. A 
total of 5,125 applications was received during the month. The 
average annuity awarded in February was $71.56, compared 
to $68.78 for the seven preceding months. One new pension was 
awarded during the month, but 228 were terminated by death. 
The average amount of pension in course of payment was $59.51. 

Of the total of 7,080 new insurance annuities awarded to 
widows and children of deceased annuitants and pensioners, 
7,053 widows received an average monthly amount of $29.41, 
13 received $26.91, and there were 14 children’s annuities at 
$18.03. There were 1,406 of the old lump-sum death benefits 
and 57 death-benefit annuities awarded in February. 

The board reports that unemployment insurance operations 
decreased somewhat in February. The number of two-week 
registration periods for which claims were filed was 178,632, 
almost 16 per cent fewer than in January. The number of 
workers who filed applications for certificate of benefit rights 
declined 40 per cent, and the number of registration periods 
for which benefits were paid, 15 per cent. Part of the decline 
was attributed to the exhaustion of benefit rights by 12,317 
current-year beneficiaries in January and by another 8,070 in 
February. Employment on Class I railroads declined more than 
9,000 from mid-January to mid-February. Information received 
by board offices indicated that small scale lay-offs continued 
to be widespread. From a total of $1,289,000 benefits certifica- 
tions in the first week of February, the amount of benefit pay- 
ments declined in each of the two following weeks, rising 
slightly in the fourth week. The total number of workers who 
received benefits for current-year unemployment was estimated 
at 91,200, approximately 4,000 fewer than in January. The 
proportion who were paid at either the $4.50 or $5.00 daily 
benefit rates was nearly the same as in January—22 per cent. 
More than 34 per cent received less than $3.00 for each com- 
pensable day. Payments amounting to $4,849,000 were made 
for unemployment in 166,150 14-day registration periods. The 
number of payments for initial periods of current-year unem- 
ployment declined to 17,860, and the estimated average pay- 
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ment of $20.76 was 59 cents lower than in January. Decreases 
in all regions except Denver were reflected in a decline from 
28,774 to 17,326 in the number of workers who filed applications 
for certificate of benefit rights. The largest relative decrease, 
60 per cent, occurred in the Chicago region. 

The number of placements of unemployed railroad workers 
declined by 9.4 per cent, as compared with the preceding month. 
All but 11 of the total of 2,330 placements were in railroad jobs. 


T. P. & W. Operations Resumed, 
18-Month Dispute Settled 


At 12:01 a. m. April 21 operations on the 235-mile Toledo, 
Peoria & Western Railroad were resumed, following an agree- 
ment reached between a committee representing 13 railroad 
unions, and G. B. Christensen, attorney, of Chicago, representing 
executors of the estate of the late George P. McNear, Jr. The 
agreement ended an 18-month labor dispute which began Octo- 
ber 1, 1945, when the road was returned to its owners following 
war-time operation by the federal government. 

The long shut-down of the T. P. & W. cost shippers along 
the line millions of dollars, and cost the unions many hundreds 
of thousands of dollars in strike benefits. 


The agreement ending the labor dispute was basically the 
standard railroad agreement save that it contains modifications 
and relaxations of rules to suit operating conditions on the 
T. P. & W., said Mr. Christensen. For instance, the railroad is 
permitted to perform switching with road crews, making for 
more efficient and economical operations. The oral agreement, 
which will be reduced to writing and signed in the near future, 
is more advantageous to the railroad than settlement terms 
offered in September, 1946, by the late Mr. McNear, Mr. Chris- 
tensen stated. At that time Mr. McNear had offered to take 
back all strikers and to place in effect the operating rules 
which prevailed under federal management. For some reason, 
union leaders rejected that offer.. Under the new contract, all 
former employes of the railroad retain their seniority and will 
be recalled as the need for them arises. The T. P. & W. nor- 
mally employs between 500 and 600 workers. 


The agreement was negotiated in the railroad offices in 
Peoria. W. C. Keiser, an official of the Brotherhood of Railroad 
Trainmen and chairman of a committee representing the 13 
unions, termed the agreement “mutually satisfactory.” 


Bruce Gifford will continue as acting superintendent of the 
railroad. No new president has been chosen to succeed Mr. 
McNear, who was shot and killed the evening of March 10 as 
he was walking near his home in Peoria, Ill. (see Traffic World, 
March 15, p. 789). 


Chief Dispatchers of L..& N. Held 
Subject to Collective Bargaining 


An emergency board appointed by Chairman Douglass, of 
the National Railway Labor Panel, composed of Ernest M. 
Tipton, John A. Fitch and Walter Gilkyson, has upheld conten- 
tions of the American Train Dispatchers’ Association that chief 
and night chief train dispatchers (with an exception), employed 
by the Louisville & Nashville Railroad Company, are employes 
for the purposes of the railway labor act and are not officials 
as claimed by the carrier. As employes the chief and night 
chief train dispatchers may have representation for the pur- 
poses of collective bargaining. 


In its report to President Truman the emergency board 
said the L. & N. employes proposed to revise the present scope 
rule to include chief and night chief train dispatchers excepting 
only “such chief dispatchers as are actually in charge of dis- 
patchers and telegraphers and in actual control over the move- 
ment of trains and related matters, and have substantially the 
authority of a superintendent with respect to those and other 
activities.” The proposed rule further provided that the excep- 
tion “shall apply to not more than one chief dispatcher on any 
division.” 

The company contended that chief dispatchers were officials 
and hence did not come within the definition of employe or 
subordinate official as contemplated by the railway labor act. 
Carrier’s counsel stated, said the emergency board, that there 
was involved here “a fundamental principle of management 
responsibility which it is not proper for the management to 

ain away.” 

The emergency board pointed out that the Interstate Com- 
merce Commission, on ‘February 5, 1924, in Ex Parte No. 72, 
had defined “train dispatchers” as including chief dispatchers 
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excepting only such chief dispatchers as included in the excep- 
tion hereinbefore set forth in the proposed scope rule of the 
employes, the employes having adopted the language of the 
Commission in that respect. 

The board said the carrier interpreted the orders of the 
Commission as putting chief dispatchers in the officer class and 
contended that the National Mediation Board, in a certification 
order referred to in the report, had exceeded its authority when 
it included chief dispatchers in the class or craft of train dis- 
patchers. aes 


1. C. C. and Mediation Board Action 


“The question of primary importance in this case is whether 
chief dispatchers are outside the purview of the railway labor 
act,”’ said the emergency board. 


The board then set forth the finding of the Commission 
including chief dispatchers in the class of train dispatchers and 
said it was bound by that order. No evidence, it said, was 
presented to show that chief dispatchers on the L. & N. pos- 
sessed all the authority listed in the order, including substan- 
tially the authority of a superintendent, and that hence the 
board would be justified in assuming that carrier’s chief dis- 
patchers did not fall within the exception. 

“But it is unnecessary for the board to attempt to rule on 
that point,” continued the emergency board. “The matter has 
been taken out of our hands (if, indeed, it ever were there) by 
the ruling of the mediation board, which holds that chief and 
night chief dispatchers employed by this carrier, as well as 
others, are represented by the American Train Dispatchers’ 
Association.” 

The emergency board upheld the contentions of the em- 
ployes and recommended revision of the rules to give effect to 
them, but said it was of the opinion that “it is to the best in- 
terest of the carrier, its employes and the public, if the carrier 
has the right to fill the positions of chief dispatchers with men 
that the carrier thinks best qualified without regard to their 
seniority rights. But the men so selected should have the pro- 
tection of the other provisions of the present seniority rule of 
the agreement.” 


RAIL WOMEN EMPLOYMENT 


Class I steam railways, exclusive of switching and terminal 
companies, reported a total of 72,943 women employes as of 
the middle of January, 1947, compared with 98,184 a year pre- 
vious, representing in January, 1947, 5.48 per cent of the total 
employes for all reporting divisions—1,332,259. These figures 
are set forth in the seventeenth issue of a statistical series pub- 
lished at three-month intervals by the Commission’s Bureau of 
Transport Economics and Statistics, statement No. 478. Employ- 
ment of women, in January, 1947, represented 7.71 per cent of 
the 945,470 employes in the reporting divisions in which females 
were included, as compared with 8.90 per cent of the 1,102,886 
employes so recorded in January, 1946. 

The statement showed employment of women in January, 
1947, was distributed as follows: 

Executives, officials and staff assistants, 0.11 per cent of 
the total, 15,050, or 17; professional, clerical and general, 25.86 
per cent of the total, 223,104, or 57,699; maintenance of way 
and structures, 0.09 per cent of the total, 194,878, or 181; main- 
tenance of equipment and stores, 2.71 of the total, 271,922, or 
7,370; transportation (other than train, engine, and yard), 4.46 
per cent of the total, 169,978, or 7,582; transportation (yard- 
masters, switchtenders, and hostlers), 0.70 of the total, 3,155, 
or 22; and transportation (train and engine), 0.11 per cent of 
the total, 67,383, or 72. 


STRIKE NOTICES IN TRUCKING INDUSTRY 


The American trucking industry was the target for 130 
union notices of intention to strike which were filed with the 
Labor Department in March as compared with 95 notices in 
February, according to an analysis by the industrial relations 
=m of the American Trucking Associations, Inc., which 
said: 


The March notices involving the trucking industry were 15.1 per 
cent of the total of 861 notices filed during the month against all 
industry and compared with 17.9 per cent of the February total of 
530 notices against all industry. 

The March notices involved 295 trucking companies and 16 employer 
associations, compared with February notices involving 312 trucking 
companies and two employer associations. Forty-seven of the March 
notices involved more than one company, compared with 36 in February. 

All of the March notices against the trucking industry were filed 
by the International Brotherhood of Jeamsters. 

Ohio led all states in March with 19 notices, and Indiana was second 
with 15. Illinois was third with 12 notices, Pennsylvania fourth with 
11 and Texas fifth with 10. No notices at all were filed for 19 states. 
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A. T. A. Customer Relations Section 
Holds Sessions at Chicago 


Large group of highway transport sales executives 
hear advertising men, shippers, public relations men 
and others discuss truck solicitation practices and 
advise on methods for increasing highway traffic 


Nearly 400 traffic sales executives of highway transport 
lines attended the -annual meeting of the Customer Relations 
Section of the American Trucking Associations, Inc., at the 
Hotel Sherman, Chicago, April 17 and 18. J. D. Kluttz, Johnson 
Motor Lines, Charlotte, N. C., is chairman of the section, 
Walter Mullady, Decatur Cartage Co., Chicago, vice-chairman, 
and Walter Belson, A. T. A., Washington, Secretary. Local 
arrangements for the meeting were in the hands of a commit- 
tee headed by C. John Viking, Weber Cartage Lines, Inc., 
Waukegan, Il. , 

Ray O. Harb, assistant general manager, Red and White 
Stores, Chicago, speaking at the opening luncheon session, said 
that some executives who deal with customer relations “may 
be getting too smart—they may be overdoing the scientific 
approach.” 

“Good customer relations,” he said, “actually are simple. 
You need follow just one basic rule—the Golden Rule. It is the 
most profitable approach and it follows in dealing with our 
customers, with those we buy from, and with our colleagues 
and competitors in business. It also follows in our dealings 
with employes and the general public. 

“You can’t be a heel in business and hope for any kind of 
help or cooperation in adverse circumstances. When trouble 
comes, as it does sooner or later to most people, the heel stands 
alone. 

“Inventive Plan” for Salesmen 


The same point was emphasized by Walter Bockstahler, 
Interstate System, Grand Rapids, Mich., at the afternoon ses- 
sion dealing with compensation for salesmen. He said the term 
“salesman” includes. all motor carrier employes who came in 
contact with general public. 

“In the trucking industry,” he said, “it has been my expe- 
rience that we need quality and not quantity in salesmen. They 
must be well trained and experienced in your company and in 
transportation in general. One good man is worth half dozen 
mediocre salesmen. To get good ones you must pay more but 
salary for a top-notch salesman still is less than salaries for 
three or four of lower calibre. 

“In addition, you need incentive plan based on net earn- 
ings, not on volume. In last analysis, objective is to make 
money. Personally, I favor profit-sharing plan for key operat- 
ing and sales personnel, based on a scientific system of bonuses. 
Such plan has been in effect in my company for some time.” 

He said his company put aside 10 per cent of its net each 
month for distributing each quarter in bonuses according to the 
best contribution each individual made toward the net. 

Debate developed on the floor over questions of using 
broker sales agencies. Harold Foreman, Windy City Express, 
Chicago, told the meeting there was a “definite place for the 
broker, especially in larger cities like Chicago.” 

“T don’t understand the opposition many motor carriers 
have to brokers,” he said, “especially when smaller lines, gen- 
erally speaking, must use a broker because they are not in 
position to go after adequate amount of business.” 


He conceded that broker’s commissions of 8 to 10 per cent 
were high but contended that that commission was approxi- 
mately equal to carrier’s sales costs in normal times. He also 
Pointed out that brokers did not serve one line exclusively, but 
several, some of which had their own salesmen. Thus, he added, 
aro services were supplemental to carrier’s ordinary sales 

orts. 

Walter Mullady, Decatur Cartage Company, Chicago, and 


| and vice-chairman of Customer Relations Section, commented 


from the floor that he was opposed broker’s services in com- 
panies of the size of his. There was no need for such services, 
he said: it merely means extra competition from brokers who 
collected commission for transportation services performed by 
others, without themselves having to invest capital. 


Trucks Lack Romance, Says Ad Man 


Phil Hinerfeld, Biow Company, New York advertising 
agency, proposed that more individual carriers set up their 
own advertising programs to supplement the current program 
of A. T. A. Virtually all-motor carriers, he said, devoted an 
extremely low percentage of their gross to advertising com- 


pared with other transportation agencies and other types of. 


business. 
“When I was a kid,” he said, “we used to go down to tracks 
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to watch trains go by. Youngsters nowadays go to airport to 
watch planes come in. But no one ever watched trucks at a 
terminal. There’s no romance in trucking industry. That’s 
why it’s one of toughest clients—there’s no magic phrase to sell 
it to public.” 

George Hartman, Hartman Advertising Agency, Chicago, 
also urged delegates to prepare for the future by basing pro- 
motions not on single advertisements but on one-year or five- 
year campaigns. 

“You'll do no more advertising than you are doing now,” 
he said, “unless you are sold on the idea that advertising is a 
basic and integral part of your business and that cost is a 
normal part of operating costs. Possibilities for future of the 
trucking industry are unlimited if you merely double your 
advertising and direct mail and pick up one or two radio spots 
a year for the next three years.” 

Jack Klein, director, Klein Institute, New York, told the 
carriers to “stop hiring competitive salesmen—men who have 
worked for railroads or airlines—and go out and develop your 
own.” He recommends that no men be hired who had spent 
15 years in any other business, because such men would have 
had too much experience to forget in order to begin to learn 
the motor carrier business. 

Advice from Shipper 


Charles Hoke, Norwalk Truck Lines Co., Norwalk, O., pre- 
sided at the morning session April 18. Harry D. Fenske, di- 
rector of transportation, Great Lakes Steel Corporation, Ecorse, 
Mich., spoke on “What I Would Do If I Were a Truck Oper- 
ator.” He pleaded for less handshaking, cigar passing and 
entertainment of shippers on the part of truck freight solicitors 
and more real attempts on their part to help shippers—less 
pleading for more business, and more appreciation of the busi- 
ness they were at present getting. 

He pointed out what he said were weaknesses in present 
organization of highway transportation, notably the failures 
in service in joint-line hauls. He said also that he detected a 
reluctance on the part of many operators and groups of oper- 
ators to sit down and discuss matters of services and rates with 
shippers. He added a strong plea for coordinated truck ter- 
minals in large industrial areas. 

Robert J. Bayer, editor, the Traffic World, said truck traffic 
salesmen ought, in addition to training in sales fundamentals, 
acquire a broad background in the technicalities of traffic so 
that they could base their sales pleas on an understanding of 
the specific problems of the traffic managers with whom they 
were dealing. He said he thought it might be a good thing if 
the tendency to make industrial traffic men out of transporta- 
tion traffic men were reversed, and the truck lines and railroads 
hired a few established industrial traffic men for their solicita- 
tion forces, 

Col. E. C. R. Lahser, of the Army transportation office, 
was to have spoken at the session on “Government Traffic.” 
He was unable to be present, however, and in his place E. F. 
MacMillian, of A. T. A., spoke briefly on the subject. 

At the luncheon session, at which C. J. Williams, Hillside 
Transit Company, Milwaukee, president, James Crowley, presi- 


dent, Chicago Rockets Football Club, gave an inspiring and 
humorous address. 


The speakers at the final session included Mr. Mullady, 
on “Are You Ready for the Buyers’ Market?” and Arthur Hor- 
rocks, Goodyear Tire and Rubber Co., Akron, O., on “Practical 
Customer Relations.” There was a discussion of “Telephone 
Courtesy,” based on the query: “How Do You Sound over the 
’Phone?” The A. T. & T. motion picture, “The Voice with a 
Smile,” was shown, and there was a demonstration of the Mir- 
rorphone, by means of which voices were depicted visually. 


A. T. A. Executive Committee Meeting 


_ The executive committee of the American Trucking Asso- 
ciations, Inc., at its meeting scheduled for May 7, 8 and 9 in 
Washington will consider, among other things, action to in- 
duce shippers to operate their shipping and receiving rooms on 
a six-day basis, according to the A. T. A. 


Some truck operators, it said, had complained that shipper 
observance of the five-day week for plant operations did not 
take into account the fact that freight moved on a round-the- 
clock, full-week basis and that the practice of closing receiving 
or shipping facilities on completion of a five-day week entailed 
carrier delays and frequently jammed freight over the week- 
end so that an accumulation must be worked off at the start 
oe — week while the normal traffic flow also was being han- 
dled. 

The A. T. A. said also it was expected that considerable 
time would be devoted to a discussion of the method of electing 
the A. T. A. president and the first four vice-presidents. John 








1338 


Blood, member of the committee from Kansas, had suggested 
that a policy should be adopted under which the four vice- 
presidents would be ranked as first, second, third and fourth, 
with an understanding that each would advance in turn from a 
lower to a higher ranking and eventually become president for 
one year, it was stated. Mr. Blood had expressed the thought, 
it was stated, that the presidency should be made “somewhat 
of an honorary office” and that the person elected to it should 
be able to devote at least 100 days of actual service to the 
duties of president on a per diem basis of compensation plus a 
sufficient expense account. It is pointed out that Ted V. Rod- 
gers, present president, has announced he will not again stand 
for election to that office. 

Schedule of dues of state associations to the national 
A. T. A. organization, the A. T. A. National Truck Roadeo rules 
and the 1947 and 1948 convention plans also will be considered. 


A. T. A. Program for Denver 
Meeting on Safety Operations 


Dave Beck, president of the Western Conference of Team- 
sters, will discuss methods by which local truck drivers’ unions 
can cooperate in motor carrier safety programs at the safety 
operations and equipment spring meeting of the American 
Trucking Associations, Inc., at Denver, May 12 to 15. 

At a dinner meeting May 13 the speakers will be Ted V. 
Rodgers, president of A. T. A., and Julius L. Gleck, president 
of the Truck-Trailer Manufacturers’ Association. 

Gov. W. Lee Knous of Colorado will deliver an address of 
welcome at the opening session May 12, when other speakers 
and their subjects will be: 


Dan P. Harris, Jr., district director at Denver for the Bureau of 
Motor Carriers, I. C. C. ‘Our Mutual Problem—Safety on the High- 
ways’’; E. M. Welliver, Special Services Department, A. T. A., ‘‘A. T. A. 
Insurance Program,’’ and Earle N. Lashmet, vice-president, Liberty 


Mutual Insurance Company, Chicago, ‘‘How to Analyze Your Insurance 
to Reduce the Cost.’’ 


Speakers at the Monday afternoon session will be: 


Beeman Carrell, vice-president, Sproles-Red Ball Lines, Inc., Dallas, 
‘Incentives for Safety,’’ and Roland Rice, general counsel, A. T. A., 
‘“‘The Fair Labor Standards Act Applied to the Trucking Industry.”’ 


H. D. Lorance, Super Service Motor Freight Company, 
Nashville, will speak Tuesday morning on “A Safety Program 
Should Include Prevention of Loss or Damage to Freight.” In 
addition to Mr. Beck, speakers at the afternoon session will be 
G. D. Sontheimer, safety and operations department, A. T. A., 
and Benjamin R. Miller, industrial relations department, 
A. T. A. There will be a discussion of the possible use of me- 
chanical materials handling equipment on motor freight docks. 

“Development and Value of Short Courses for Driver Su- 
pervisors and Maintenance Supervisors” will be the subject 
Wednesday morning of Paul H. Coburn, National Safety Coun- 
cil. Also at this session, R. C. Norrie, chief engineer, Kenworth 
Motor Truck Company, Seattle, will speak on “Desirable Char- 
acteristics of the Cab for Over-the-Road Trucks or Tractors,” 
and M. E. Bealey, vice-president, Silver Eagle Company, Port- 
. land, Ore., on “Safety Inspection of Plant, Shop and Equip- 

ment.” 

A panel discussion will be held Wednesday afternoon on 
proposed changes in I. C. C. motor carrier safety regulations. 


Thursday Program 
Speakers and their subjects Thursday morning will be: 


Hoy Stevens, ‘“‘A. T. A. Equipment and Maintenance Program’’; 
K. W. Tantlinger, chief engineer, Brown Industries, Spokane, ‘‘Trends 
in Light Weight Van Trailers’; V. M. Drew, director of research, 
Fruehauf Trailer Company, Detroit, ‘‘Characteristics of Insulated Bodies 
Needed for Transporting of Insulated Foods,’’ and Harlan Niesen, 
president, National Association of Refrigerated Warehouses, ‘‘What 
Shippers of Refrigerated Foods Expect in Truck Transportation.”’ 


At the concluding session Thursday afternoon, J. G. Oetzel, 
executive engineer, Warner Electric Brake Company, Beloit, 
Wis., will discuss “Eddy Current Brakes”; John Watt, engi- 
neer, Cummins Engine Company, Columbus, Ind., “Transmis- 
sion Requirements for Heavy Duty Engines,” and Harry Lar- 
son, superintendent of equipment, Pacific Intermountain Ex- 
press, Salt Lake City, “Diesel Engine Maintenance.” 


TRUCKING INDUSTRY BOOKLET 
The American Trucking Associations, Inc., has issued its 
1947 edition of its booklet, “Trends,” prepared by its department. 
of research, containing 41 pages of information on truck regis- 
tration, tonnage and miles, taxes, wages and employment, av- 
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erage load, average haul and other data on motor carrier 
operations. 

: The average wage for trucking industry employes, accord- 
ing to the booklet, rose from $1,492, in 1939 to $2,539 in 1945. 
it said the 1945 figure compared with an average wage for all 
private industry of $2,242 in the same year. 

The average intercity truck, says the booklet, pays $1,339 
each year in taxes; operates 180 miles a trip on which it gets 
4.8 miles a gallon of gasoline and 81.3 miles a quart of lubri- 
cating oil; handles 8.25 tons a load at a revenue of 4.1 cents 
a ton-mile or 33.5 cents a vehicle mile and piles up a total of 
43,223 miles a year. 


A. T. A. MEMBERSHIP CAMPAIGN 


The American Trucking Associations, Inc., and its 53 affil- 
iated state associations will conduct their fourth annual national 
membership campaign from May 26 through June 9, according 
to an announcement by Ray G. Atherton, general manager of 
A. T. A. In last year’s campaign, the state associations enrolled 
2,500 new members, topping the records in each of the two 
preceding years, said he. 


C.M.F.A. Meeting on Safety Rules 


An adjourned meeting of the safety and operations man- 
agers of carriers affiliated to the Central Motor Freight Asso- 
ciation, Chicago, was held April 23 at the Morrison Hotel, to 
analyze a number of proposed changes in the present Interstate 
Commerce Commission safety regulations governing motor car- 
riers. An earlier meeting April 16 disposed of only a portion 
of the proposed changes now being discussed by affiliates of the 
American Trucking: Associations. Ernest Cox, of the Commis- 
sion’s Bureau of Motor Carriers, attended the April 23 meeting 
in an advisory capacity. 

The meeting acted upon a number of proposals, among them 
the following: 

Rejected a proposal to modify present regulations requiring written 
authorizations from carrier management to carry unauthorized persons 
in trucks, except in case of accident or emergency. 

Rejected a proposal to prescribe two red lights at the rear of truck, 


floor height, to indicate maximum width of vehicle (at present one red 
light is required). 


Endorsed a proposal to prescribe that all lights on freight carrying 
motor vehicles be electric (present rule specifies that all lights shall 
be electric on vehicles manufactured since January 1, 1940). 

Concurred in a proposal to change the present rule to permit 


mounting of clearance lights at practical height above ground for serv- 
icing. 


Concurred in a proposal to delete requirement that backing light 
switch be interlocked with reverse gear.’ 


The A.T.A. will hold a safety meeting April 28 and 29 at 
the Sherman Hotel, Chicago, at which recommendations will 
be prepared for presentation to the Commission. 


Ketzel Says Truck Drivers Are 
Key to Good Public Relations 


Unlike those industries selling tangible articles, the motor 
truck transportation industry is a service industry in which 
management has little or no personal contact with the public, 
Kenneth E. Ketzel, director of personnel and safety, Fred Olson 
& Son Motor Service, Chicago, stated in a recent address be- 
fore the Northwestern University Traffic Institute, Evanston, 
Ill. “Truck drivers rank above all other employes in impor- 
tance in a public relations program because they are in more 
frequent and more intimate contact with the public,” stated 
Mr, Ketzel. “The success or failure of a public relations pro- 
gram in the trucking industry rests principally with the driver. 
What the public thinks of the industry stems chiefly from. its 
emotional reaction to the behavior of its drivers. 

This being so, safe driving is a tool to be used in admin- 
istering an effective public relations program, continued the 
speaker. Unsafe driving, on the other hand, can be most detri- 
mental to good public relations, said Mr. Ketzel. He cited exam- 
ples of extremely restrictive legislation stemming from severe 
accidents involving trucks, and told of an instance where 4 
traffic manager discontinued the use of a certain trucking com- 
pany after observing two drivers employed by that company 
practice discourteous and unsafe driving. . 

A survey of public opinion made by the Automobile Manu- 
facturers’ Association in March, 1946, uncovered the rather dis- 
appointing fact that 37 per cent .of the American people had 
some particular gripe about the trucking industry, concluded 


_ Mr. Ketzel. “Even though many people are beginning to recog- 


“nize the truck driver as a professional driver; even though many 
motorists are beginning to look to them as their best source of 
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Calling the Caboose 


on a Santa Fe Freight Train 


Radio Telephone Communication helps eliminate delays 
in shipping freight 




























THE ENGINEER IN HIS CAB has 
a dual check—vocal and visual 
—on his instructions. Radio equip- 
ment includes a telephone hand- 
set, loudspeaker, low-powered 
transmitter, receiver and power 
supply in both cab and caboose. 


During the war, an ultra-high frequency two-way radio 
system enabled a pilot to communicate with his base or 
aircraft carrier. 


This same type radio system is being installed on 
Santa Fe freight trains to provide a means of direct 
voice communication between engineer in cab and con- 
ductor in caboose, and between yardmaster and switch- 
ing crews. 


Better Service 


It means more expeditious handling of trains. Con- 
ductors can give “emergency stop orders” without set- 
ting of the emergency brakes and the risk of a break- 
in-two of the train and resultant delay. 


For instance, a stop to check a suspected “hot box” 


or other defect needing attention can be handled in 
three to five minutes instead of twenty to thirty minutes. 


Another Reason for 

“Santa Fe—all the way” 
This is only one of the many improvements 
Santa Fe is installing to expedite yard service 
and freight handling. It’s another reason for 
“Santa Fe—all the way” that is helping to pro- 
vide better “on-time” handling of your freight 
shipments. 


SANTA FE SYSTEM LINES 


Serving the West and Southwest 


THE FREIGHT CONDUCTOR IN THE 
CABOOSE calls the engineer in the cab. 
Transmission in all weather over desert 
and mountains and under bridges and 
power lines is highly satisfactory. 
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assistance when they are in trouble on the highway, as long as 
a public-wide survey produces such results, then there is cer- 
tainly room for improvement in our driving practices.” 


More Natural Rubber Allowed 
for Recapping Truck Tires 


The Civilian Production Administration has announced that 
producers of camelback for recapping truck tires (8.25 and 
larger size tires of 6-inch die width and 14/32 gauge and up) are 
now allowed to manufacture tnis material with such quantities 
of natural rubber as they may require. 

Manufacturers of medium size passenger car tires (6.50 
cross section) now have permission to use approximately eight 
pounds of natural rubber for this size tire, as against the pre- 
vious figure of approximately three pounds. 

“However, although the amount of natural rubber that may 
be used in these products has been increased, it does not mean 
that manufacturers will do so,” W. J. Sears, director of the 
rubber division, said, “because today it is not a question of how 
much natural rubber or how much American rubber is in a 
product. 

“The rubber manufacturing industry is prepared to use 
American rubber in those products which they have learned to 
make so that they give greater service than products made be- 
fore the war. Therefore, we have arrived at a state of improved 
technical knowledge and development where the public is able 
to obtain rubber products capable of giving the greatest service 
in history.” 

In its announcement of the changes in Appendix II of Order 
R-1, the C. P. A. said: 


This greater freedom of choice in use of rubber materials has been 
made possible by the continuing availability of natural rubber in the 
Far East. The supplies available to industry from both government 
stocks and private purchase are estimated to be sufficient to support 
a reasonable monthly increase in the consumption of natural rubber. 
Should all manufacturers of medium-size passenger car tires and truck- 
tire camelback avail themselves of all the natural rubber permitted, 
the monthly consumption would be increased by some 5,000 long tons. 
At the going rate of production, this will mean that the rubber manu- 
facturing industry will be consuming approximately 47 per cent of 
natural rubber per month. 

Other changes in Appendix II of Order R-1 allow manufacturers 
a choice of new rubber materials in all types of solid tires, rubber 
tracks and track blocks. These last two items are used on tractor-type 
automotive equipment for industrial and agricultural use, In addition, 
manufacturers are granted a choice of new rubber materials in the 
production of all tubes except those of 15-inch and 16-inch diameter, 
which will continue to be manufactured with American rubber. 

A revised rubber order, including Appendix I, is expected to be 
issued in the near future. This order will broaden and relax the 
specification requirements for a number of items containing rubber 
in other than the automotive transportation field. 


Truck Production Hits 
All-Time Peak in March 


March commercial truck production hit a new all-time peak 
and automobile production established a new postwar high, ac- 
cording to the Civilian Production Administration. 

“A total of 117,217 commercial trucks left the assembly 
lines during the month, compared with 114,909 vehicles pro- 
duced in February of this year, the previous record month pro- 
duction,” it said. “The high March output boosted first quarter 
production to 334,853 vehicles. ‘ 

‘March truck production by classes: Light, 49,635; medium, 
56,137; light-heavy, 8,710; heavy-heavy, 2735. 

“A total of 302,954 passenger cars were turned out in March 
compared with 263,998 automobiles in February. March pro- 
duction approached closely the manufacturers’ forecast for the 
month of 319,530 cars. 

“Manufacturers forecast of passenger car production are 
as follows: April, 335,270; May, 330,636; June, 338,538.” 


OVERWEIGHT TRUCKS BANNED IN INDIANA 


The Indiana state police have started to enforce the law 
against overweight highway vehicles, according to information 
sent members of the Central Motor Freight Association by 
R. B. Thornton, manager. 


TRUCK TRAILER PRODUCTION 


February production of truck trailers totaled 6,570 units, 
according to the Bureau of the Census. This represented a de- 
crease of about 13 per cent from the 7,523 units produced in 
January and was 25 per cent below the postwar high estab- 
lished in October, 1946, Part of the decrease may be attributed 
to the smaller number of working days in the month. Of the 
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February total, 6,236 units were complete trailers and 334 were 
chassis which were shipped as such. 

Shipments of 6,018 units in the month were valued at 
$13.7 million, an increase of approximately 4 per cent in num- 
ber and 11 per cent in value over the preceding month. 


HIGHWAY TRANSPORTATION AND TAXES 

The Iowa State Commerce Commission has collected a 
total of $139,139.30 from certificated passenger and freight 
motor carriers during the quarter ended March 31, in payment 
of compensation tax and penalties thereon and for travel orders. 
Fifty per cent of this money was distributed to the primary 
road fund of the state, and 50 per cent to the various counties 
in proportion to area, for use by the county boards of super- 
visors for the mainteance of secondary roads. 


AERO MAYFLOWER MOVES ART COLLECTION 


From “El Mirasol,”’ the Palm Beach estate of the late 
Mr. and Mrs. Edward T. Stotesbury, Aero Mayflower Transit 
Co. removed during March the valuable Stotesbury furnishings 
and art collection sold at auction there during late February 
and early March. The property of the purchasers was trans- 
ported to their homes in New Jersey, Washington, D. C., Massa- 
chusetts, Maine, Virginia, Texas and Tennessee. Mayflower’s 
agent in West Palm Beach, Fla., Brown Transfer & Storage 
Service, packed for transportation art treasures which had been 
collected in many countries. 


FORD DECENTRALIZES ORGANIZATION 


Further steps toward a decentralized organization of the 
Ford Motor Co. are being taken by realigning various staff and 
operating responsibilities in the field of manufacturing, Henry 
Ford II, president, has announced. These include designation 
of Vice-President D. S. Harder as director of manufacturing, 
and of -Vice-President M. L. Bricker as director of general 
production; creation of a new division of parts and equipment 
manufacturing, headed by Roscoe M. Smith; establishment of 
assembly plant operations of manufacturing as a separate oper- 
ating component known as Ford Assembly Operations, of which 
M. L. Wiesmyer is general manager. 


FRUEHAUF TRAILER SAVINGS ANLYSIS FORMS 


The Fruehauf Trailer Co. has announced a new “trailer 
savings analysis” form to aid trailer customers in comparing 
both potential revenue and body maintenance expense between 
a stainless steel van and any other type of unit. The customer 
it invited to compare his average costs of body maintenance and 
painting per trailer with the average for stainless steel. A figure 
of $53.48 a year is used for the stainless steel trailer, based upon 
the 1946 average of body repair costs for 178 Fruehauf stainless 
steel trailers in a wide variety of operations. 


WHITE MOTOR CO. EXPANSION 


The White Motor Company’s net sales in 1946 amounted 
to $73,857,526.87, or approximately twice that of 1940, the last 
full year of peacetime operation, according to President Robert 
F. Black’s annual report to stockholders, just issued, giving the 
company’s standing as of December 31, 1946. To meet the 
largest backlog of orders in its peacetime history, the company 
has been actively engaged in an expansion program to increase 
its facilities. Included in the expansion is the big modern plant 
of the Coach division in Cleveland and the new manufacturing 
plant of the Canadian subsidiary, The White Motor Co. of 
Canada, Ltd., at Montreal. 


MILWAUKEE ROAD’S OLYMPIAN HIAWATHA 

The Chicago, Milwaukee, St. Paul & Pacific Railroad’s new 
speedliner, the Olympian Hiawatha, which will operate daily 
on a 45-hour schedule on the 2,200 mile run between Chicago- 
Milwaukee and Seattle-Tacoma, will begin service June 29, 
according to an announcement by the railroad. The Milwaukee 
Road is acquiring six units of the new train, each costing ap- 
proximately $1,500,000, according to H. A. Scandrett, president 
of the road. Each unit will consist of 12 cars, including a mail 
car, combination baggage and dormitory car, the dormitory 
section to house the dining car crew, a 40-seat dining car, a 
recreation car with restaurant and cocktail lounge, reclining 
day coaches and sleeping cars with exceptionally wide berths, 
Mr. Scandrett said. Conventional type Pullmans will be oper- 
ated at the outset and will later be replaced by new type “all 
room” cars which will have roomettes as well as bedrooms 
and drawing rooms. The new Pullmans will include a glass- 
enclosed “sky top” observation lounge, the announcement stated. 
In addition to Pullman accommodations, the Olympian Hia- 
watha will carry “Touralux” sleeping cars having lower and 


upper berths, with rail and berth fares less than those charged 
in Pullman cars. 
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"Sometimes We Swear at Him... 





Always We Swear by Him” 


That’s how one shipper evaluates Brent Hickman, general 
agent in our Shreveport territory, which includes about half 
of Louisiana and parts of Texas and Arkansas. 


Shreveport — Louisiana’s second city —is the operating hub 
of Kansas City Southern Lines, where the system handles 
more cars than at any other of its terminals and has more 
trackage and facilities than all other Shreveport railroads 
combined. Besides their large shops and important offices in 
Shreveport, Kansas City Southern Lines own and operate, 
through a subsidiary, the Union Station properties. 


In this setting, Brent Hickman and his staff are key men in 
supplying cars and in getting them over the road for large 
and small shippers of petroleum, lumber, chemicals, ma- 
chinery, consumer goods, foodstuffs and a thousand other 
natural, agricultural and manufactured products. 


Brent Hickman began railroading at sixteen, as an office boy 
for the Southern Pacific at Alexandria, La. Work in various 
departments of the Missouri Pacific and the Texas and 
Pacific followed. Then, on November 1, 1920, he joined the 
traffic department of the original Louisiana & Arkansas Rail- 
way (later consolidated with the LR&N into the present 
L&A of Kansas City Southern Lines). While he was 
commercial agent at Dallas, the SP lured him back for several 
years, but he returned to the LGA in 1926, and has headed 
our Shreveport agency since 1927. 


Asa serious and practical railroader, Brent has trained many 
capable traffic men who, like him, get the job done—not an 
easy assignment in these days of equipment shortages! 


And that’s what all of us here are working for... to give our 
patrons as near 100% performance as possible, while doing 
our utmost to hurry completion of the many new locomo- 
tives and cars we have coming to set new transportation 


*- standards in the Southwest. 
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C. of C. Reports on Ocean Shipping 
and International Air Services 


The recent war experience of the United States “clearly 
demonstrates that the United States must have a higher degree 
of security and independence in the field of ocean transporta- 
tion,” says the international transport committee of the Chamber 
of Commerce of the United States in a report to be con- 
sidered at the annual meeting of the Chamber in Washington 
April 28-May 1. 

The committee report, according to the Chamber, urges 
broad public understanding of the fact that subsidies provided 
under the merchant marine act “do not give advantage to 
American shipping over that of other nations but only seek to 
equalize American with lower foreign construction and operat- 
ing costs where they exist.” 

Foreign competition had rapidly mobilized itself in the first 
full year of peace, said the committee in pointing to the “ur- 
gent need for passenger vessels and other special types of ves- 
sels suitable for conversion to troop transports and naval serv- 
ice in time of emergency.” The committee commends the recent 
appointment by President Truman of a special board to study 
shipping and shipbuilding needs. 

As one of the greatest generators of international air traffic, 
says the committee, the United States has a legitimate interest 
in developing and maintaining American-flag services on a cor- 
responding scale. Such a development, according to the com- 
mittee, will give the United States a reasonable participation in 
the international air network, provide an essential minimum of 
experienced air transport personnel as well as aircraft suited 
to international service, and contribute to the maintenance of 
the necessary aircraft manufacturing industry. 

Provisions for the overation of United States and foreign 
flag airlines to and from our territory should, it is recom- 
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mended, be consistent with this policy. The committee says that, 
in developing our international air services, the government is 
to be commended for wisely following the characteristic Ameri- 
can method of enlisting private initiative and enterprise, under 
suitable public regulation with financial support where nec- 
essary. 

The committee also reviews the policy adopted by the 
Chamber last year in favor of relying on the conference system 
of rate making for international air services rather than ex- 
tending governmental rate fixing powers to the international 
field or establishing rate regulation by an international author- 
ity. It recommends that until more need is evident for extension 
of government control over international air rates, such exten- 
sion should Mot be authorized. 



















r Transportation Industry 
s Fair Treatment—Thompson 


“The water transportation industry only asks that it be 
eated fairly and permitted to serve where it can serve effi- 
ciently,” said Chester C. Thompson, president, The American 
Waterways Operators, Inc., in an address April 24 at the annual 
banquet of the Tri-State Traffic Club, Joplin, Mo. 

“Tt does not believe the American people will deny fair 
treatment to any public service agency. Competition cannot be 
successfully eliminated by statute law, for such an effort vio- 
lates the very principle and shatters the foundation of our free 
enterprise system, under which the greatest nation ever to exist 
was built. We are confident that American people will demand 
and obtain fair and equitable treatment for all transportation, 
be it rail, air, motor or water.” 

Mr. Thompson had asserted that the water lines had long 
been the object of severe attacks by the railroads and by rail- 
road organizations and associations. 

“These attacks,” he said, “include demands for restrictive 
legislation which, if made effective, will seriously restrict suc- 
cessful operations by all forms of transport except the railroads, 
thus giving rail freight carriage a virtual monopoly. The crea- 
tion of monopolies is not good for the nation and not good for 
individual and private enterprise. If a monopoly is permitted to 
be established in transportation, it will retard the continued 
growth of the nation and the permanent prosperity thereof. A 
complete and workable coordination among all types of trans- 
port is needed, in order that the public, the business of the 
country, may choose that service best equipped and best suited 
for the service required, and be able to do so without penalty 
in the form of higher freight rates.” 


On the more than 26,000 miles of improved navigable water- 
wavs, exclusive of the Great Lakes. there were transported 433 
million tons of freight in the calendar year 1945, said Mr. 
Thompson. This represented a growth of over 100 per cent since 
1934, said he. In ton-miles, the 1945 traffic in question was ap- 
proximately 30 billion, said he. This, he added, was truly “big 
business,” and gave an idea of the importance of domestic water 
transvortation. On the Great Lakes in 1944 the traffic was over 
119 billion ton-miles. he said. The part played by the water- 
ways in moving traffic needed for the prosecution of the war 
was referred to by Mr. Thompson who added: 
























































For. over a century Congress has regarded the waterways and the 
harbors as part of the national defense, for the Corps of Engineers 
in the War Department is charged with the responsibility of construct- 
ing and maintaining these arteries of transportation and commerce. 
Their performance in the war that ended on VJ Day completely 
justified the confidence of the Congress in them and in the Corps of 
Engineers and repaid the federal government for all expenditures of 
public funds made for their improvement and maintenance. 

Water transportation is cheap transportation. It is not a cure-all 
for the transportation ills of the country but an important element 
of distribution needed to serve the 140 million people of this Republic. 
Every traffic man knows that freight rates are lower and service is 
better where water transportation is available. A well-operated efficient 
water transportation system is definitely in the public interest and 
should have the active support of all the people. In fact all trans- 
portation is entitled to such support, and no one system or type of 
transport should be permitted to enjoy a monopoly of freight and 
passenger transportation service. The railroads, the motor trucks and 
the buses, the airlines and the water carriers are all needed to provide 
the service needed by the people of the United States. All are equally 
important and must be permitted to serve in those fields for which 
they are, by their very nature and structure, best equipped to serve. 






















U. S. MERCHANT RESERVE FLEET 


The sale and chartering of government-owned merchant 
ships has lowered the total of vessels in reserve fleet anchorages 
to the lowest point since last June, when 1,263 were immobil- 
ized, the Maritime Commission has announced. In the month 
ending April 15 only 36 vessels that were damaged or unneeded 
in current operations were sent to the nine reserve fleet moor 
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ings while 116 were withdrawn, leaving a total of 1,336, com- 
pared with the record high of 1,742 last December. 

Largest number of withdrawals in the month ending April 
15 was from the James River site, Virginia. Thirty-seven ves- 
sels, including 27 Liberty ships, came out and only three en- 
tered, leaving the total in the James River 445. 


FP eoad Cases in M. C. Transactions 


Alleged in G. A. O. Report 


In an audit report on the Maritime Commission for the 
fiscal year ended June 30, 1945, transmitted to the House on 
April 21, Comptroller General and General Accounting Office 
charged that the commission had failed to make reports of 
cases involving fraud or irregularities to the G. A. O. as required 
by a regulation of the latter agency and said that files of the 
Maritime Commission in February, 1947, had disclosed 171 
cases of alleged fraud. 


Only 61 of the cases made reference to amounts that 
might be recoverable, and these amounts aggregated $2,188,- 
879.50, according to the report. The Comptroller General said 
that it was anticipated that actual recoveries in these cases 
would exceed $1,000,000. 


“Investigations were conducted by the Department of Jus- 
tice or the Maritime Commission to determine whether there 
was any basis for the allegations of pay roll and invoice pad- 
ding, kickbacks or collusive bidding, illegal commissions, di- 
version of labor and materials, overcharges consisting of ex- 
ceeding Office of Price Administration ceiling prices or unrea- 
sonably high contract prices; submission of padded termination 
claims, irregularities in sale of surplus government property, 
theft of government property, and others,” the Comptroller 
General reported. 


He said that the aggregate or “recoverable amounts” con- 
sisted of items classified as follows: 


Kickbacks, $100,941.98; overcharges, $772,321.12; commissions, $55,- 
848.02; theft of government property, $3,338.45; diversion of labor 
and/or material, $17,922.28; payroll padding, $446,987.73; irregularities 
in termination claims, $282,936.80; surplus sales irregularities, $99,- 
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643.09; defective: material and equipment, $332,923.00, and ‘‘others,’’ 
$76,017.03. 


The audit of Maritime Commission books for the fiscal 
year 1945, the Comptroller General said, brought from the 
General Accounting Office the same general objections to 
accounting methods and procedures employed by the commis- 
sion as had been disclosed in audits for the years 1943 and 1944, 
on which previous reports had been made. Some of the major 
objections, he said, might be summarized as follows: 


(a) Lack of clearly defined goals of accounting, auditing and re- 
porting objectives; (b) use by the Maritime Commission of a modified 
cash rather than a currently maintained accrual method of accounting; 
(c) failure to coordinate accounting and auditing work with operating 
divisions; (d) unsatisfactory property accountability; (e) incomplete 
internal control; (f) failure to maintain proper cost records; (g) delay 
in collecting moneys due to the government; (h) inability of manage- 
ment to obtain current financial information due to the condition of 
the accounts and records, and (i) failure to maintain proper accounting 
records, necessitating numerous year-end corrections and adjustments. 


M. C. BAREBOAT CHARTER PLAN POSTPONED 


The Maritime Commission has announced postponement for 
approximately 90 days of proposed changes in terms of bare- 
boat chartering of war-built merchant vessels under the mer- 
chant ship sales act of 1946 which had been approved by it and 
submitted to the shipping industry for comment (see Traffic 
World, April 5, p. 1125). The commission said that, in the 
meantime, it would discuss with members of the maritime in-' 
dustry various questions raised by the industry. Present charter 
agreements (Ship sales demise 303) which were due to expire 
on each vessel on termination of its voyage after April 30, the 
pera added, would continue until a new plan was finally 
adopted. 


SHIP CONFERENCE AGREEMENTS 

The Maritime Commission. has announced approval of a 
modified agreement between member lines of the United States 
Atlantic and Gulf-Netherlands West Indies and Venezuela Con- 
ference, designated as No. 7190-8, reinstating the provision of 
the conference’s basic agreement which provides for the loss 
of voting rights of those members failing to have a sailing in 
the trade for three consecutive months. The provision was sus- 
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pended in 1943 due to the war. Agreement 6190-8 also amended 
this provision by specifying that such inactive members might 
retain their voting rights on changes in the basic agreement; 
that members on an inactive status for 180 days might, by a 
two-thirds vote, be expelled from conference membership; and 
that notice of expulsion and loss and restoration of. voting 
rights be furnished the commission. Other provisions of the 
basic agreement and rules and regulations thereof were 
amended to bring them into line with the modified three-months’ 
sailing provision. 

Under agreement No. 6120-2 between member lines of the 
United States Atlantic & Gulf-Puerto Rico Conference, filed 
with the commission for approval, the conference proposes 
amendment of the rules and regulations of its basic agreement 
to provide for the appointment of a permanent secretary who 
shall act as chairman at conference meetings unless otherwise 
directed by the members. Under the present rules, a confer- 
ence secretary and chairman are appointed each year. 


RESERVE FLEET WORK FOR STUDENTS 


Five universities and colleges giving courses in naval archi- 
tecture have been invited by the Maritime Commission to rec- 
ommend students who might qualify for summer employment 
on maintenance of its reserve fleet. 

Letters outlining the plan have gone out to Dr. Carl Comp- 
ton, president, Massachusetts Institute of Technology; Dr. 
Robert Sproul, president, University of California; Dr. Alex 
Ruthven, president, University of Michigan; Dr. Edmund E. 
Day, president, Cornell University; and Admiral S. M. Robinson, 
administrator, Webb Institute of Naval Architecture. 

In his letter to the educational institutions, Vice Admiral 
William W. Smith, U. S. N. (Ret.), chairman of the Maritime 
Commission, said it was expected that five or six hundred mer- 
chant vessels of various types would be maintained at each of 
the reserve fleet anchorages in the James river (Lee Hall, Va.), 
Tensaw river (Mobile, Ala.), Brunswick river (Wilmington, 
N. C.) and Suisun Bay (Martinez, Calif.). Vocational employ- 
ment on the maintenance and preservation of these vessels would 
provide students with an opportunity to gain practical knowl- 
edge of vessel structure and preservation processes of value in 
relation to their courses, the letter stated. 

“All of this work is manual and quite arduous so that only 
those physically capable should apply,” said the chairman. 


PREDICTS CESSATION OF SHIPBUILDING IN U. S. 


Terming the prospect for American shipbuilding the darkest 
in its history, H. Gerrish Smith, reelected president of the Ship- 
builders Council of America, declared at the recent annual 
meeting that only federal aid could prevent a “‘complete cessa- 
tion” of merchant shipbuilding in the United States. He pointed 
to a Maritime Commission statement that only four merchant 
vessels were completed in the entire country during the month 
of March. 


Unionist Blames State Department 
for Transfer of Ships 


Claiming that the “pressure and commitments” of the State 
Department are responsible for the transfer of American ships 
to foreign owners, Harry Lundeberg, president of the A.F.L. 
Seafarers International Union, released a statement recently to 
the effect that such a policy “is not helping the American ship- 
owner or the American seaman and will leave the nation with 
a second-rate merchant marine.” . 

In reply to the recent petition of Lundeberg’s union to Con- 
gress, seeking action to prevent the transfer of American ships 
to foreign registry, Congressman Hardy, of Virginia, declared 
that “under conditions as they now exist there is grave danger 
that much of the shipping business which naturally belongs to 
American-flag ships will be lost to ships of foreign registry. 
‘Your resolutions point particularly to the transfer of American 
merchant marine tonnage to the Panamanian flag. Of course, 
it must be d that this is made possible largely through 
the capital of American investors. I do not think we can lightly 
brush aside this situation.” 

Both A.F.L. and C.I.0. waterfront unions have engaged in 
“quickie” strikes protesting against specific ship transfers. 
These strikes have taken the form of refusal to load the vessels 
or to man them for sailing to their new foreign home ports. 
The industry generally takes the position that unions should 
concern themselves with wages and working conditions, rather 
than with broad political or economic factors, and that only 
disputes over wages and working conditions justify work stop- 
pages, (whether spontaneous or carefully en 

Some ship operators assert that only by transferring ships 
to Panamanian registry can certain shipowners remain in busi- 
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ness, Wage rates on American-flag vessels are much higher 
than wages on foreign vessels, making competition impossible 
for many operators, it is said. : 


Seattle Port Officials Consider 
Local Foreign Trade Zone 


Plans for inauguration of a long-sought foreign trade’ zone 
for Seattle appeared a step nearer to completion, J. A. Earley, 
Port of Seattle Commissioner, has announced. E. H. Savage, 
port president, and Col. Warren D. Lamport, general manager, 
are now conducting negotiations with federal and Army officials 
in Washington, D. C., on connection with Seattle’s maritime 
facilities expansion program, said Mr. Earley. 

The port officials stated they had completed a survey of 
foreign trade zone operations in the Port of New York, and 
had “considered all angles of necessary investment by Seattle, 
operating costs and potential revenues, with full regard to 
present foreign trade conditions and expert consensus as to 


‘prospects for the next ten years.” 


A foreign trade zone requires a large restricted waterfront 


area with extensive facilities under U. S. Customs supervision, 


to provide duty-free import goods and materials to be processed 
in the zone for resale in the United States by import manufac- 
turers, said Mr. Earley, adding that a suitable tract for such 
a zone is available to the Seattle port. 

Noting that conditions have changed in recent years, Mr. 
Earley said that “prospects justifying foreign trade zone de- 
velopments in Seattle would be good IF economic, political 
and trade conditions affecting China, Russia, Japan, the Philip- 
pines and other Eastern countries could be stabliized and an 
expanding import program made possible.” 

Erratic foreign conditions similarly affect San Francisco, 
Seattle’s chief competitor for Asiatic trade, he said. “If San 
Francisco goes ahead with ‘free port’ plans, it is quite possible 
that Seattle will follow suit. The same foreign trade conditions | 
will affect both ports.” 


RIVERS AND HARBORS CONGRESS MEETING 


A number of congressional leaders are among those sched- 
uled to speak at the sessions of the National Rivers and Harbors 
Congress, to be held in Washington May 2 and 3, Senator John 
L. McClellan, of Arkansas, president of the congress, has an- 
nounced. 

The opening session on May 2, to be held in the auditorium 
of the U. S. Chamber of Commerce building, will hear welcom- 
ing addresses from Brig. Gen. Gordon R. Young of the District 
of Columbia commissioners; Senator Wallace H. White, Jr., of 
Maine, Senate majority leader, and Speaker Joseph W. Martin, 
Jr., of Massachusetts, of the House of Representatives. The 
Rev. Peter Marshall, chaplain of the Senate, will deliver the 
invocation. 

Senator McClellan said that the opening session would also 
have read to it a message from President Truman. 

Three congressional legislative leaders in the field of public 
works will also address the meeting on May 2. These speakers 
include Senator John H. Overton, of Louisiana, ranking minority 
member of the Senate public works committee, Senator Chap- 
man Revercomb, of West Virginia, chairman of the Senate 
public works committee, and Representative Homer D. Angell, 
of Oregon, chairman of the rivers and harbors subcommittee of 
the House public works committee. 

Appropriations for river and harbor and flood control 
activity will be discussed by Senator Chan Gurney, of South 
Dakota, chairman of the War Department subcommittee of the 
Senate appropriations committee, and Representative Francis 
Case, of South Dakota, ranking member of the War Depart- 
ment subcommittee of the House appropriations committee. 


NATIONAL MARITIME DAY 


William K. Jackson, president, Chamber of Commerce of 
the United States, has issued the following statement on Na- 
tional Maritime Day: 


This year’s observance of National Maritime Day, authorized by 
Congress and proclaimed by the President for May 22, has special 
significance for all Americans. The week within which it falls is 
sponsored by the Chamber of Commerce of the United States as World 
Trade Week. 

World and domestic trade must have modern, safe, speedy mer- 
chant ships operating on dependable schedules if the needs of American 
business are to be met, and if the nation is to maintain high employ- 
ment and rising living standards. Moreover, for national defense wé 
have found a large merchant marine imperative. 

The recent appointment by the President of prominent citizens 
to counsel the government and assist it in formulating a program to 
strengthen American shipping and shipbuilding emphasizes the fact 
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Port of 
for Ships of 
ALL Nations 


The Port of Los Angeles . . . located con- 

me § venient to truck, rail and air transporta- 
tion . . . and capable of berthing and working 36 
ocean liners simultaneously, offers some of the most 


modern port facilities in the United States. 
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For complete information, write 
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that the United States cannot get along without an adequate merchant 
marine. 

For nearly five years the United States government controlle 
and directed the American merchant marine. Supported by the effective 
handling of actual operations by the shipping industry, this was one 
of the greatest transportation jobs of all time. 

The American merchant marine was the first service to enter into 
war operations, and the only industry taken over completely by the 
government. It is the last American industry to convert to peacetime 
operations, In this conversion from war to peace the shipping industry 
is facing a multitude of problems. 

Now as never before our merchant fleet needs the support of every 
American. A strong merchant marine can perform indispensable 
services. Let all join in the theme for this year’s National Maritime 
Day: ‘‘For Trade, Travel, Defense—The American Merchant Marine.” 


LAST LONG ISLAND SOUND LINE QUITS 


The last regular Long Island Sound steamship line, the 
Central Vermont Transportation Co., announced that it has 
offered its ships for sale. It had operated three freight steam- 
ers, the New York, New London, and Vermont, of 2,800 gross 
tons each. The company, which has operated between New 
York and New London since 1868, was forced to suspend opera- 
tions last fall because of longshoremen disputes, although it has 
retained its charter to operate. 


EXPORTS PILE UP AT N. Y. 


Low rate export cargoes such as cement and flour are piled 
up on New York docks, according to Commerce Department 
officials. The only solution, according to L. L. Horch, regional 
director of the department, is to increase freight rates or 
create a government subsidy to bring the laid-up fleet of 
American ships back into foreign trade. ; 

Meanwhile a number of American ports have outlined vast 
development programs to ease the generally clogged situation 
on the nation’s coasts. Millions will be spent to facilitate the 
movement of shipping and to speed up loading and unloading, 
a recent port survey of the department showed. 

In New York, 21 new piers will replace 36 outmoded ones, 
In San Francisco, plans are being formulated to build a $55,- 
000,000 “World Trade Center’. Boston is expected to spend 
$25,000,000 for port improvements. Other ambitious project: 
for port modernization are in prospect in Providence, R. L. 
Philadelphia, Baltimore, Norfolk, Charleston, Savannah, Mo. 
bile, Houston, Portland, Oregon, Seattle, and Los Angeles. 
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Foreign Air Mail Increase 


The Post Office Department has announced that interna 
tional air mail tonnage has increased 77.16 per cent since the 
reduced rate structures went into effect November 1, 1946. 

Acting Second Assistant Postmaster General John J. Gillen; 
director of American mail transportation, said that air mai 
tonnage to Europe in the past six months had risen 60.18 pe 
cent. 

Air mail tonnage to Africa, Mr. Gillen said, had climbed 
to 66.82 per cent since rates had been slashed to a maximum of 
25 cents a half ounce from the old schedule that called for 7) 
cents a half ounce. 

The greatest increase, Mr. Gillen said, was shown in ai 
mail dispatch to the Near East and Asia, which soared to 198.18 
per cent. 

South American air mail figures, Acting Second Assistant 
Postmaster General Gillen said, had increased 67.58 per cent 
for the period since November 1. 

“With the American Post Office Department taking the 
lead in stimulating foreign air mail service, the newest ste 
toward increased air mail service will be made on April 2%, 
1947, with the introduction of the Air Letter—ten cents to any- 
where in the world,” said the department. 


FACTS AT YOUR FINGERTIPS 


Ask to have your name placed on our sailing 
schedule mailing list. You will find it helpful 
... keeps you fully informed on arrivals and 
departures at all ports of call. 





It’s a 
FRISCO FASTER 
FREIGHT FACT... 


“Portakold,” mobile refriger- 
ator now in use at all principal 
Frisco freight terminals...car- 































War Department's Alliance with 
Railroads, Industry to Continue 













ries up to 2,000 lbs. of less than 
carload perishables. 


Notify your Frisco represent- 
ative in advance of shipment 
. . - Portakold will be iced, 
ready to go. Loads into ordi- 
nary boxcar. 









Ship Frisco Faster Freight! 
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= ee the War Department to develop those facts. 

















In an address prepared for delivery the evening of April % 
before the supervisory force of the Pennsylvania Railroad 
Altoona, Pa., Major General Edmond H. Leavey, chief of tran’ 
portation of the army, revealed plans of the War Departmett 
for creation of a large number of organized reserve units linked 
closely with the civilian transportation agencies of this country. 

At this time, said he, it had not been definitely determined 
how many units would be formed, what type units they woull 
be, and what organizations would be invited to sponsor sud 
units. Work was, however, he continued, going on currently 


General Leavey, in his introductory remarks, praised th 
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part played by the Pennsylvania Railroad and many of its offi- 
cials and employes in World War II. 

“During the war,” he continued, “the American railroads 
gave us immeasurable help by training our battalions on their 
roads. Soldiers worked side-by-side with his civilian counter- 
part and learned his railroading in the greatest laboratory in 
the world—the American railroad system. This contribution, 
together with the units sponsored by the railway companies, 
was a prime factor in the excellent performance of the army’s 
railroaders. 

“It is the War Department’s plan to continue this alliance 
with industry, to once more ask certain industrial firms to 
sponsor military units of the organized reserve whose personnel 
would work in these various industrial organizations. Such an 
arrangement would assure the War Department that competent 
specialists, grouped into military organizations would, on any 
future M-Day, be available for immediate duty.” 

While plans were being made for creation of the organized 
reserve units, said General Leavey, the army transportation 
corps was going ahead with a program to train military railway 
enlisted personnel of the regular army with the help of certain 
railroads selected for this current “on-the-‘job’” training be- 
cause of their location near army camps. 

“After taking his basic training course,” he continued, “the 
soldier selected because of his capabilities, his background or 
his aptitude for railroading, is sent to the Transportation School 
at Fort Eustis, Va. Here he is given his initial basic training 
in the rail shops and on the utility railroad at that post. He is 
then given more advanced training by commercial railroads 
under a training contract. 


Officer Railroad Students 


“Tt is hoped that the railroads will also play a very impor- 
tant part in the training of regular army officers of the Trans- 
portation Corps. For this purpose it is planned to detail se- 
lected officers to duty as students with certain railroads for a 
year, to work side-by-side with the men who have the ‘know- 
how.’ Note that I said ‘work.’ These officers will not be merely 
on a tour or visit to railroad facilities. They will perform 
regular tasks—in the dispatcher’s office, in the shops, in the 
traffic department—under competent supervision at all times. 
They will, of course, not interfere with or displace any railroad 
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Back of the steady flow of merchan- 
dise carried by rail and water, truck 
and plane lies an interesting story 
~. Of protection against transit dam- 
age. Those steel strapped containers 
bear testimony to careful engineer- 
ing principles adapted to specific 
requirements of size, shape and 


Signode has contributed materially 
to the advancement of safe handling 
methods and proposes to continue 





1347 


personnel, and will remain on the army’s pay roll. Their job 
will be to learn as much as they can about railroading so they 
can work more intelligently with railway troops and handle 
railway problems more effectively in case of another war.” 

General Leavey also told about the research and develop- 
ment program of the Transportation Corps—to develop and 
standardize motive power and rolling stock suitable for overall 
requirements of military rail transport in any theater of opera- 
tions. 

“Our program includes the development of freight cars, 
hospital cars, troop sleeping cars and motive power and the 
continual study and development of components of standard 
items of equipment, including engines, transmissions and aux- 
iliary equipment, to provide the maximum interchangeability 
and standardization of parts and sub-assemblies,” said he. 
“Such an overall program will greatly increase the equipment 
availability and effectiveness, while materially reducing the 
training, maintenance and repair and spare parts requirements. 
Maximum interchangeability should also reduce the total num- 
ber of items of equipment and spare parts required with result- 
ing saving in expenditure of government funds. It should also 
aid in making more equipment available to commercial and 
industrial users from the total industrial production.” 

Referring to the freight car shortage and its effect on busi- 
ness, industry and War Department traffic requirements, and 
the efforts being made to meet the situation by the War De- 
partment, General Leavey said: 

“Everyone of us, working together, can help overcome this 
crisis in transportation and I can only urge you on to greater 
efforts here in Altoona to surpass your already fine record.” 


N. Y. C. STREAMLINER PASSENGER SERVICE 

Passengers on New York Central trains will be presented 
with a handsome pamphlet in four colors, containing a catalog 
of more than 400 reproductions of world famous paintings 
which are used as part of the decorations in the Central’s fleet 
of more than 200 post-war streamlined luxury coaches. The 
paintings are mounted in special frames, two to a car, on the 
bulkhead at each end. When the Central receives its complete 
fleet of 720 new cars, now under construction at a cost of 
$59,000,000, the cars will be-grouped into trains on which all 
of the paintings will be of the same school or the same gallery. 


NEBL... 


THE STORY THAT WILL ALWAYS BE TRUE... 


in the research and development of 
better packing as changing de- 
mands dictate, 


SIGNODE PLANNED PROTECTION 
is now serving over 700 industries... 
how about your shipping problems? 


SIGNODE STEEL STRAPPING COM- 
PANY, 2613 N. Western Avenue, 
Chicago 47, Illinois; 364 Furman St., 
Brooklyn 2, N. Y.; 451 Bryant St., 
San Francisco 7, Calif. Branches in 
42 Principal Cities. 








THE STEEL STRAPPING METH@ 


RLL TYPES OF SHIPMENTS 
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Eugene E. Horton, vice-president and 
general counsel, Peoria & Pekin Union 
Railway, died at St. Francis Hospital, 
Peoria, Ill., on April 22 following a brief 
illness. Funeral services were held April 
24 in Peoria, with interment in Spring- 
field Cemetery. 2 


* 


J. B. Ford, retired vice-president-traf- 
fic of the Chicago & Eastern [linois 
Railway, died April 22. Funeral serv- 
ices were held April 24 in Raleigh, N. C., 
where Mr. Ford had been residing. He 
was a member of the Traffic Club of 
Chicago. 

* K * 

John B. Velie, formerly associated with 
Weil McLain Co., and an honorary-re- 
tired member of the Traffic Club of 
Chicago, died April 17. He resided in 
Michigan City, Indiana. 


W. L. Ellis, traffic manager, at Cleve- 
land, Ohio, for the Interlake Chemical 
Corporation, died April 16. Mr. Ellis was 
a member of the Traffic Club of Chicago. 
Funeral services were held April 19 
from the Drechler Funeral Home, Oak 
Park, Ill., with interment in Concordia 
Cemetery, Forest Park, Til. 


Robert W. Purcell, vice-president-law 
of the Chesapeake & Ohio Railway, has 
been promoted to the higher post of vice- 
chairman of the C. & O., a position cre- 
ated by the directors following the re- 
cent annual meeting of stockholders in 
Richmond, Va. His advancement follows 
his promotion last month to a similar 
office in the Alleghany Corporation. Mr. 
Purcell will continue to hold the office 
of vice-president-law of the C. & O. 


Charles G. Phillips has resigned his 
position as traffic manager of the Na- 
tional Folding Box Co. after 40 years in 
that capacity. He will remain with the 
company as traffic advisor. Robert V. 
O’Brien, formerly general traffic man- 
ager of the Westfield River Paper Co., 
is succeeding Mr. Phillips as traffic man- 
ager. 

* * 


George W. Shannon has retired as 
general traffic manager of the Otis Ele- 
vator Co., New York City, after 41 years 
of service. Mr. Shannon is a member of 
the National Freight Traffic League, an 
honorary member of the New York Traf- 
fic Club, and past president of the New- 
ark Traffic Club. Charles E. Coyle, for- 
merly assistant general traffic manager, 
is succeeding Mr. Shannon. 

s* + # 


F. C. Hogue has been elected vice- 
president—traffic of the Denver & Rio 
Grande Western Railroad. W. M. Carey 
has been appointed general freight traf- 
fic manager at Denver. F. J. Toner has 
been appointed freight traffic manager 
at Denver. 

* * +” 

Rear Admiral (retired) Adolphus An- 
drews, Dallas; Arthur S. Bird, San An- 
tonio; Clyde J. Loftis, Denison, Tex.; 
and J. S. Abercrombie, Houston, have 
been elected to the board of directors 
of the Missouri-Kansas-Texas Railroad. 
Henry J. Carr has been appointed gen- 


eral freight agent at St. Louis. The posi- 
tion of assistant general freight agent 
has been abolished. ‘ 


Fred L. Johnson has been appointed 
assistant general claim agent, at Chi- 
cago, for the Alton Railroad. D. A. 
Stewart has been appointed freight 
claim agent at Mobile, Ala. Parks C. 
Archer continues as general claim agent 
at Mobile. 

* * * 

Aubrey T. Mason has been appointed 
traveling coal agent, at Norfolk, for the 
Virginian Railway.. Mr. Mason succeeds 
John M. O'Connor, resigned. 


A. K. Holmberg has been appointed 
traveling agent, at Eau Claire, Wis., for 
the Chicago, St. Paul, Minneapolis & 
Omaha Railway. | oe 

Parks C. Archer has been appointed 
general claim agent, at Mobile, Ala., for 
the Gulf, Mobile & Ohio Railroad. 


Jess B. Bennett has been named as- 
sistant to the president, at Washington, 
D. C., for the Braniff International Air- 
ways. Prior to joining Braniff in 1946, 
Mr. Bennett served five years in the Air 
Corps, retiring with the rank of Colonel. 
In 1946 Colonel Bennett was sent to 
Brazil on a joint military mission to as- 
sist in the reorganization and enlarge- 
ment of the Brazilian Air Forces. 

a * = 

A. B. W. Anderson, assistant district 
sales manager, at Washington, for the 
American Airlines, has resigned to be- 
come assistant business manager of the 
National Laboratory for Atomic Re- 
search, Brookhaven, N. Y. Robert S. 
Grant has been named sales supervisor 
at Washington. Mrs. Aileen Kridler has 
been appointed office manager at Wash- 
ington. 

* + 

Thomas E. Holt has been promoted to 
superintendent of system line mainte- 
nance, at Washintgon, D. C., for Capital 
Airlines. Mr. Holt succeeds Andrew B. 
Cannon, resigned. Hugh A. Dugan has 
been promoted to superintendent of air- 
craft maintenance scheduling. Edwin A. 
Cunningham has been appointed to the 
airline’s engineering section. 

* +. oe 

Dean J. Honscom has been appointed 
western traffic manager, at Seattle, for 
the Northwest Airlines. Mr. Hanscom 
was formerly director of traffic for the 
international division of 'Trans-World 
Airlines. 

* * 

Bengt E. Muerk, manager of Isthmian 
Steamship Co., and Ivan D. Eby, super- 
intending engineer of Moore-McCormack 
Lines, will address the April meeting of 
the Metropolitan section of the Society 
of Naval Architects and Marine Engi- 
neers on “Shipowners’ Responsibility for 
Seaworthiness.” 

* * 

Vincent J. Martinez, vice-president 
and general manager of the Chilean 
Line, died April 15. ‘Prior to World War 
II, Mr. Martinez was associated with the 
O. S. K. Lines. Interment services were 
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pels. in Holy Cross Cemetery, Brooklyn, 


* * #8 


Stephen D. Bechtel has been elected a 
director of the United States Lines, suc- 
ceeding the late Kenneth D. Dawson. 


J. W. Edwards has been appointed 
traffic manager for the Great Southern 
Trucking Co., Jacksonville, Fla. T. B. 
Grady has been appointed vice-president 
—traffic and public relations. J. R. 
Mathews has been appointed general 
claim agent. 

= * ~ 

The Chevrolet Motor Division of Gen- 
eral Motors Corporation announces the 
following appointments in the wholesale 
organization: G. E. Thompson to zone 
manager at Jacksonville, Fla.; Joseph H. 
West to zone manager at Louisville, Ky.; 
Urban Fellenstein to zone manager at 
Minneapolis, Minn.; Thomas J. Hart to 
zone manager at Denver, Colo.; Frank 
A. Hoel to zone manager at New York 
City; W. G. Power to manager, metro- 
politan city department at Detroit. 


John E. Cushing, president of the 
American-Hawaiian Steamship Co., will 
become president of the Matson Navi- 
gation Co. early next month. Mr. Cush- 
ing succeeds Fraser A. Bailey, who has 
resigned to accept the presidency of the 
National Federation of American Ship- 
ping. 

* * 5d 

The Alumni Association of the College 
of Advanced Traffic held a meeting April 
15 in the Morrison Hotel. A. LeRoy 
Johnson, midwestern representative, Port 
of Baltimore, presented “Port of Balti- 
more,” a technicolor film. The annual 
fish fry and smoker will be held May 
16 at the Furniture Club of America. 


W. E. Kimbrough has been appointed 
manager of the truck sales section, at 
Dearborn, Mich., for the Ford Motor Co. 
Mr. Kimbrough was formerly assistant 
manager of the Somerville, Mass., sales 
district. ‘ 

* 


Walter W. Fowler, vice-president—ex- 
port, General American Transportation 
Corporation, has been elected to the 
board of directors of the corporation. 


Ralph H. Hilsinger has rejoined Reo 
Motors, Inc., as branch manager at New 
Haven, Conn. 

* * 

Richard H. Babine, formerly rate 
agent, bureau of motor carriers, at San 
Francisco for the Interstate Commerce 
Commission, has joined the staff of 
Aaron H. Glickman, traffic consultant 
and tariff publishing agent, San Fran- 
cisco. 

* * ® 

The Industrial Traffic Managers Asso- 
ciation of Kansas City held a meeting 
April 21. The Owens-Corning Fiberglas 
Corporation presented a sound film. 
There was a round table discussion of 
current transportation problems. C. E. 
Parks, traffic manager of John Deere 
Plow Co., is president of the association. 
L. W. Schurle, traffic manager of Gus- 
tin-Bacon Manufacturing Co., is vice- 
president. << oe 


The New York chapter of the Delta 
Nu Alpha Transportation Fraternity will 
hold a meeting May 7 in the Hotel Gov- 
ernor Clinton. William C. MacMillen, 
Jr., president of the Federation for Rail- 
way Progress, will speak. 
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demonstration of the squeegee safety Developments in Safety Devices.” <A 
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at the Des Moines Golf & Country Club. be 
The Transportation Club of the Roch- The Lo 





est N. Y.) Chamber of Commerce The Nashville Traffic and Transporta- 
held. at = tik Shipping meeting April tion Club, at its annual meeting April 23 held a Tu 























23 at the Chamber of Commerce. Frank in the Noel Hotel, installed Frank A. rm f 
G. Love, manager, property protection Gaines, Commercial agent of Associated an spo 
and safety, New York Central System, Transport, Inc. as its new president. [ying fo 
spoke on “Our Job and Plans in the Other officers installed were: First vice- Ja.» “Th 
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The Transportation Club of Salt Lake 
City will hold a meeting May 2 in the 
Newhouse Hotel. Basketball movies 
will be presented by coaches Vadal Pet- 
erson and Pete Couch of the University 
of Utah. 
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The Traffic Club of Tulsa held a meet- P de I 
ing April 22. Charles A. Kothe, attor- Hotel N 
ney, spoke on “Labor-Management Prob- dare. tr 
lems.” Past president J. E. Payne, City We 
freight traffic manager, Frisco Lines, vat be 
was chairman. 





















































The Miami Valley Traffic Club will Bjaq a 

hold -a meeting April 28 in the Van Standart 

Cleve Hotel, Dayton, O. Elwood G. Army-N 
Zimmer, manager, research department, 

Dayton Chamber of Commerce, will The 

speak on “Tomorrow Is Here in Busi- Haute | 

ness. and gol 

The Traffic Club of Erie, Pa., will hold Harriso 

its annual outing July 17. The ' 

The Fort Wayne Transportation Club og 

held a meeting April 23 in the Fort the dit 

Wayne Sports Club. The next monthly City T 

meeting will be held May 22 at the Hotel annual 

i Anthony. ortati 

Give your employees were: 

the benefit of The Traffic Club of Norristown, Pa., § nejcon 

ia ' held its annual dinner April 23 in the Co.: Hi 

Greyvan's intensive Valley Forge Hotel. Lloyd N. Cade, Sr, BG: 

driver training International Forwarding Co., entertain- § News. 

ment chairman, presented a minstrel Co.; D 

show. Weste1 

Every Greyvan driver under the expert guidance of Greyvan’s The Southern Wisconsin Traffic Club hab 

is a graduate of the intensive Greyvan best drivers. Only when the prospect held a bosses’ night dinner April 15 in Gaeng 

Training Course covering all phases measures up to Greyvan’s exacting re- al hy wea hoe oa hoy R. B Cortifi 

Of ree eee aera, Sach peo | See enente ms octuak performance is he North Western Railway, related his ex- Ae 

spective driver receives personal instruc- definitely accepted as a full-fledged periences as director general of military  o¢ cor 
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complimentary luncheon and bridge will 
pe held April 30 at the Statler. 





The Los Angeles Transportation Club 


held a luncheon April 21 in the Biltmore 
Hotel. J. Arthur Lewis, music coordina- 
tor, Los Angeles Municipal Art Commis- 
sion, spoke on “What Los Angeles is 
Doing for Citizen Participation in Mu- 


sic.” The club was entertained by the 
singing of Darline Fuller, mezzo so- 
prano. 





The Transportation Club of Saint Paul 
held a brewery day luncheon April 22 in 
the Hotel Lowry. Bill Figge, assistant 
pbrewmaster, Hamm Brewing Co., spoke. 
The spring dinner dance will be held 
May 2 in the Commodore Hotel. 





The Buffalo Traffic Club held a can- 
didates’ night meeting April 22 at the 
Elks’ Club. J. H. Travers, Jr., assistant 
vice-president, Buffalo Chamber of Com- 
merce, was guest speaker. The annual 
picnic will be held June 7 at Walker’s 
Grove, Williamsville, N. Y. 





The Triple Cities Traffic Club and 
Elmira Area Traffic Club will hold a 
joint meeting May 14 at the Iron Kettle 
Inn, Waverly, N. Y. 





The Traffic Club of Minneapolis held 
a motor carrier meeting April 24 in the 
Hotel Nicollet. Entertainment featured 
stars from the “Ice Follies.” The Twin 
City Women’s Traffic Club day meeting 
will be held May 1. 





The Transportation Club of Seattle 
held a luncheon meeting April 21. 
Standard Oil Co. movies of the 1946 
Army-Navy football game were shown. 





The Transportation Club of Terre 
Haute will hold its annual spring stag 
and golf outing May 15 at the Elks Fort 
Harrison Country Club. 





The Women’s Traffic Club of Los An- 
geles celebrated its birthday April 23 at 
the University Club. A program under 
the direction of Charle Jean Cullum, 
City Transportation Co., included the 
annual quiz with the Los Angeles Trans- 
portation Club. Participants in the quiz 
were: Jack Parkinson, Pope & Talbot; 
Nelson Thurston, City Transportation 
Co.; Harold Blaine, Lyon Van & Storage 
Co.; Norman Dunnavant, Commercial 
News; Walter Clark, Smith Bros. Truck 
Co.; Dorothy Peterson, Chicago & North 
Western Railway; Sally McCall, Cook- 
Boynton Co.; Maurine Chinn, United 
States-Panama Pacific Line; Lucille 
Gaenger, Globe Mills; Grace Dewey, 
Certified Grocers of California, Ltd.; 
and Raymond Horner, Atchison, Topeka 
& Santa Fe Railway, who was master 
of ceremonies. 





The Portland (Ore.) Transportation 
Club held its first anniversary dinner 
dance April 19 at the Neighbors of 
Woodcraft Hall. 





The Chicago Transportation Club will 
hold a world trade night meeting May 
lin the Morrison Hotel. G. C. Whipple, 
€xport authority, will speak. The film, 
America Sails the Seas,” will be shown. 





The Traffic Club of New York will 
hold a meeting April 29 in the Biltmore 
Hotel. C. H. Beard, president of the 
Associated Traffic Clubs of America, and 
James W. Harley, director, Traffic Club 


LYKES NEW SHIPS-— 
FASTER SERVICE TO YOUR 
WORLD MARKETS! 


For generations, the name LYKES has meant dependable trans- 
portation of ocean cargoes under the American flag. 

Today, LYKES meets the challenge of America’s expanding world 
trade with a merchant fleet of new C-type express cargo vessels for 
faster service on world trade routes. ? 

Your products originating in the mid-continent and South can 
reach your overseas markets quickly, directly, at economical rates, 
if you forward them via the natural shipping routes terminating in 
the United States Gulf area, and then on LYKES regularly scheduled 
steamers. 

LYKES modern cargo vessels cut whole days from voyages .. . 
with resultant savings to you in interest charges. Rapid loading and 
unloading, care in handling different types of cargoes—these are rep- 
resentative of the advantages you gain by making LYKES your 
standard shipping facility. 


American Flag Trade Routes 


LYKES WEST INDIES LINE—From Houston, 


Galveston, Lake Charles and other West 
U. S. Gulf ports to Puerto Rico, Cuba, 
Dominican Republic, Haiti, East Coast 
of Colombia, Venezuela and Canal Zone. 


LYKES AFRICA LINE—From U.S. Gulf ports 
to South and East Africa. 


LYKES ORIENT LINE —From U.S. Gulf ports 


to Hawaii and Far Eastern ports. 


LYKES WEST COAST OF SOUTH AMERICA LINE 


—From U. S. Gulf ports to Colombia, 
Ecuador, Peru and Chile. 


LYKES MEDITERRANEAN LINE—From U. S. 
Gulf and South Atlantic ports to Spain, 
Portugal, North Coast of Africa and the 
Mediterranean and Black Sea areas. 


LYKES U. K. LINE—From Tampa, New Or- 
leans, Houston, Galveston and West U.S. 
Gulf ports to the United Kingdom and 
Treland. 


LYKES CONTINENT LINE—From Tampa, 
New Orleans, Houston, Galveston and 
West U. S. Gulf ports to Continental 
Europe and Scandinavia. 


Write for the new folder, “LYKES LINES AND GULF PORTS” 
Address Lykes Bros. Steamship Co., Inc., Dept. D, New Orleans, La. 


LYKES LINE 


Lykes Bros. Steamship Co., Inc. 


Offices at: NEW ORLEANS, HOUSTON, GALVESTON, NEW YORK, 
Baltimore, Beaumont, Birmingham, Chicago, Corpus Christi, Dallas, Kansas City, Lake 
Charles, Memphis, Milwaukee, Mobile, Port Arthur, St. Louis, Tampa, Washington, D. C, 


1351 











1352 


of New York, will speak on “The Asso- 
ciated Traffic Clubs Foundation.” Two 
films, “Clear Track Ahead,” and “Steel 
—Man’s Servant,” will be shown. The 
spring reception and dinner dance will 
be held May 10 at the Biltmore. 





The Motor City Traffic Club of Detroit 
will hold a forum meeting April 28 in 
the Hotel Detroit-Leland. Allen Dean, 
consultant, Washington Business Serv- 
ices, National Airfreight, Inc., spoke on 


Keep Your Tariff File 
Up-to-date . . . 


Get Advance Notice 
of Proposed Changes 


by reading 


TRAFFIC 
BULLETIN 


Write for 
Sample Copy 
No Obligation 


TRAFFIC BULLETIN 
418 S. Market St., Chicago 7, Ill. 





air freight forwarding. Warren H. Hines, 
assistant traffic director, Chevrolet Mo- 
tor Division, was guest chairman. Mem- 
bers of the club will attend a Perfect 
Shipping meeting sponsored by the Great 
Lakes Regional Advisory Board, April 
30, in the Hotel Fort Shelby. H. E. 
Chapman, traffic manager, S. S. Kresge 
Co., will preside. 





The Trafficmen’s Association of Amer- 
ica held a meeting April 22 in its new 
Chicago club rooms. A formal open 
house party will be held May 15. Zeldon 
A. Parkhurst, association director and 
retired traffic representative, Nickel 
Plate Road, has been appointed manager 
of the new club rooms. 





The Shreveport (La.) Traffic and 
Transportation Club held a_ Perfect 
Shipping meeting April 14. W. J. Leg- 
gett, secretary of the Southwestern Ship- 
pers Advisory Board, spoke. A dinner 
ag was held April 19 at the 40 and 8 
club. 





The Transportation Club of Dallas 
held a meeting April 4 in the Adolphus 
Hotel. The technicolor film, “America 
the Beautiful,” was shown. The annual 
bowling league banquet will be held 
April 25 in the Melrose Hotel. The Joint 
Loss and Damage sub-committee, under 
the direction of W. A. Rowsey, traffic 
manager, Lone Star Gas Co., will con- 
ag a Perfect Shipping meeting April 





Members of the Traffic Club of Lan- 
sing, Mich., were guests of the Lansing 
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Lions Club April 15 at a luncheon in the 
Hotel Olds. Walter Bockstahler, presj. 
dent, Inter-State Motor Freight System, 
spoke. George Bleibtrey, general traffic 
manager, Motor Wheel Corporation, wa; 
chairman. 





The Bridgeport, Conn., Traffic Asso. 
ciation will hold its annual ladies’ night 
meeting May 17 at Eichner’s Restaurant, 
John J. Tiernan, Bassick Co., is genera] 
chairman of the affair. 





The Traffic Club of Kalamazoo, at its 
April 15 meeting, presented life mem 
bership diplomas to the following nine 
members who have been active in the 
club for 25 years: Guy E. Hazen, A. J 
Dunning, Floyd Woodworth, Dato Taze 
laar, G. J. Bolender, C. H. Winslow 
A. C. Boot, L. E. Weirs, and George 
Barnes. 





The Traffic Club of Newark, in coop 
eration with the New Jersey Industria 
Traffic League, the Traffic Club of Jer 
sey City, the Traffic Club of Trenton, the 
Raritan Traffic Club, Metropolitan Traf. 
fic Association of New York, and the 
Atlantic States Shippers Advisory Board 
will hold a Perfect Shipping night meet 
ing May 5 at the Robert Treat Hotel, 
Newark. A Perfect Shipping clinic wil 
begin at 6:30 p.m., and at 8 p.m. the 
sound motion picture “Manila Water 
front—1946” will be shown, followed 
by brief talks on better packaging and 
on materials handling. C. A. Nate, Fed: 
eral Telephone & Radio Corporation 
Clifton, N. J., is chairman of the com 
mittee in charge of the affair. 





We are but 15 minutes from the open sea—an 


asset unique in World Ports. 


The hazards of 


navigating and the time saved in entering or 
leaving the Harbor are greatly reduced — an 
economic factor of major importance to operators 


and shippers alike. 


Port of Long Beach 
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It won't be long now! MILWAUKEE 


The medicine men say June 29th will see an exciting addition gag 
AC/FIC 


to the famous HIAWATHA fleet. The new Coast trains will 
greatly extend the service of Milwaukee Road Speedliners. 


Olpmpian Hiawathas a 


NORTHWEST 
Faster schedule... new features ...no extra fare 


SPEEDLINERS NOW ON THE TRAIL 


Hy; <7WIN CITIES f //, won “as J //, , MIDWEST. ; 


TWO A DAY e EACH WAY THE FISHERMAN’S FRIEND THRU THE CORN BELT 


CHICAGO « MILWAUKEE SERVING THE BEAUTIFUL CHICAGO « CEDAR RAPIDS 
LA CROSSE - WINONA UPPER WISCONSIN VALLEY DES MOINES « OMAHA 
ST. PAUL e MINNEAPOLIS NEW LISBON « MINOCQUA SIOUX CITY « SIOUX FALLS 


F. N. HICKS, Passenger Traffic Manager 
The Milwaukee Road 
710 Union Station 
Chicago 6, Illinois 


THE MiILtwAUKEE Roap 


Speedway of the Speedliners 
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Briefs Filed with C.A.B. in “Pan Am” 
Domestic Routes Case 


Certification of Pan American Airways to fly more than 
12,000 miles of domestic routes “means disastrous dissipation 
' of the traffic and unbalancing of the air transportation system” 
of the United States, said American Airlines, Inc., in a brief 
filed with the Civil Aeronautics Board in docket No. 1803, Pan 
American Domestic Routes Case. 

American Airlines was among eleven certificated airlines 
which submitted briefs in opposition to Pan American’s applica- 
tion for authority to operate Clipper services over a network 
of routes within the United States, linking 13 of the nation’s 
largest cities it served in its international operations (see Traf- 
fic World, April 19). Others were Braniff, Chicago & Southern, 
Delta, Eastern, National, Northwest, Pennsylvania-Central, 
T. W. A., United and Western. Objection was also expressed 
n a brief filed by the Post Office Department. 

_ “Essentially what is proposad is that Pan American be 
given access to the very richest cream of the domestic market, 
that which can be served at least cost and from which the 
maximum of revenue can be realized,” said the American Air- 
lines brief. 

Even at traffic levels of the immediate past (1946), the 
brief stated, the domestic airlines would have lost roughly 
$30,000,000 in gross revenues to Pan American. The disastrous 
consequences of any such diversion in the past year, it added, 
“are all too obvious.” 

“A different but equally serious consideration arising from 
the nature of the routes sought would be the grave likelihood 
that most uneconomic and wasteful competition would be cre- 
ated for the terminal to terminal traffic,” said the brief. “With 
no obligation to serve intermediate points, and with ability to 
concentrate exclusively upon this large inter-terminal traffic, 
Pan American could, and undoubtedly would, precipitate a type 
if inter-terminal competitive warfare. . . . Pan American’s 
competitors would undoubtedly conduct an operation of the 
same nature and the long range effect would be both wasteful 

. and a subordination of the service provided to other cities.” 

This “unbalancing of the system,” the brief added, would 
be inconsistent with the civil aeronautics act “which contem- 
plated a coherent nationwide operation.” 

Declaring that Pan American must prove “public conveni- 
ence and necessity” for the domestic routes it seeks, the brief 
said American Airlines “assailed Pan American’s claim that it 
must have these routes merely because certain domestic car- 
riers have been certificated for international service.” 

“From the time of the act’s adoption Pan American has 
consistently pursued its argument that it should have a monpo- 
listic grip upon United States flag air transportation outside 
the continental United States,” said the brief. “And the board 
has just as consistently . . . rejected the argument. There has 
been no change in policy. The policy consistently has been that 
where the public convenience and necessity required a service— 
domestic or international—the service should be authorized.” 


“Pan Am” World’s Largest System 


Pan American Airways’ system, the world’s largest, said 
the brief, now totaled more than 95,000 route miles, and the 
12,000 miles of routes it sought within the United States would 
also make it the nation’s largest domestic air line. The 26 
presently-certificated domestic air lines, the brief added, had 
together only a total of 76,000 route miles. 

“Pan American’s vast system will carry a passenger from 
this country to every continent and to nearly every significant 
traffic center in the world,” said the brief. It offers two routes 
from Europe to South America—one by way of New York and 
the other over the South Atlantic. 

“No airline in all the world is so vast and versatile (as 
Pan American). 

“With Panagra, it serves 166 cities. 

‘Its affiliated and associated companies serve an additional 
244 cities. 

“No other United States carrier even approaches its com- 
pass. Nor does it have the kind of extensive blanketing point 
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to point competition from other United States carriers that 
prevails in the domestic field.” 

The brief said that Pan American had not proved its case. 
On the contrary, it had demonstrated beyond any doubt that 
its proposal involved wasteful duplication and a dislocation of 
the air transportation system, said the brief. Its proposal was 
therefore adverse to the public interest, the brief said, con- 
cluding that its application should be denied. 

Asserting that the granting of domestic routes to Pan 
American would expose not only it, but every domestic carrier 
to ruinous competition, Pennsylvania Central Airlines submitted 
figures to show a potential diversion of 22.3 per cent of its 
gross passenger revenues, or $2,600,00 a year. The brief said 
P. C. A.’s financial condition was “now critical,’ asserting that 
in 1946 it lost $3,131,108, or about 20 per cent of its invested 
capital, that in January, 1947, it lost another $1,017,920, while 
in February, 1947, it went into the red still another $991,159. 
The brief pointed out that the airline operated a system “which 
lies in a particularly bad weather belt,” and said the only 
long-range relief for its ills was an expansion of its system— 
not Pan American’s. 

Braniff Airways, Inc., said that whatever merit there might 
be in some of the domestic routes proposed by Pan American, 
it was clear that public convenience and necessity did not 
attach to the Chicago-Houston route, now operated by it and 
Chicago & Southern. There was no need for a third-carrier 
service, said Braniff, adding that certification of Pan American 
would result in diversion of substantial revenues. The airline 
said that Pan American’s offer to establish a passenger fare 
of 4 cents or less a mile, together with its modern equipment 
offer ‘is just part of a smoke screen to hide the lack of real 
merit in its proposal, especially in so far as the Chicago-Houston 
route is concerned.” While lower fares were admittedly a de- 
sired thing, Braniff said existing competition in the industry 
would produce the necessary result when economic conditions 
could support a reduction. 

Northwest Airlines, Inc., said public convenience and neces- 
sity did not require certification of Pan American to operate 
the domestic routes sought, especially those between New York 
and Detroit, New York and Seattle, and between Chicago and 
Seattle, which would directly duplicate its existing routes. The 
competitive proposals would, on the basis of 1946 figures, said 
Northwest, subject approximately $330,000 or about 15 per cent 
of its total revenues to diversion. 

Effect on T. W. A. 


If Pan American’s proposed routes had been in operation 
in 1945, and there was equal division of traffic among carriers 
operating over the same segments, Transcontinental & Western 
Air estimated that $2,561,972, or about 11 per cent, of its sys- 














.tem passenger revenues would actually have been diverted. 


Based on Pan American’s own traffic estimates, with equal § 
division of traffic among carriers, if the application were 
granted, T. W. A. said the company would divert 545,000,000 
revenue passenger miles from it in 1949 or over $25,000,000 in 
passenger revenue at an average fare of 4.65 cent a passenger 
mile. In the 10-year period, from 1936 through 1945, T. W. A. 
said Pan American had shown more profits than any of the 
domestic carriers, declaring that its total earnings were more 
than $24,000,000 as compared with an average of approximately 
$14,000,000 for the four largest domestic carriers. 

Statements as to the extent of diversion. of traffic from 
their routes, if the Pan American proposal were granted, are 
also contained in briefs of the other opposing carriers. 

Delta Air Lines, Inc., in its brief asking denial of the Pan 
American proposals, said that while it did not assert that there 
might not be domestic routes which Pan American might be 
awarded in the public interest, it did maintain, however, “that in 
Pan American is but a common carrier operating aircraft and 
that its proposals must be judged by the same standards and 
that it must play by the same rulebook as do other common 
carriers by air.”” These rules required that Pan American pro- 
pose routes which provided some new or improved or neces- 
sary service and support its proposal with probative evidence, 
said the brief, adding. 


No mention has been made in this brief of the possibility of award- 
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The map tells the story—the story of how GREAT 


WESTERN can perform for you in speeding your 


traffic to markets on-time within and — this 
circle of activity. 


With wide diversification in facilities and with 


clocklike dependability, GREAT WESTERN can 
serve you advantageously. 


Your nearest GREAT WESTERN representative 
will be glad to tell how you can use the facilities 


of this railway to advantage. 
| 


309 West Jackson Blvd., Chicago, Ill. 


THE CORN BELT ROUTE 
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ing any of the routes for which Pan American has applied subject to 
a restriction that Pan American be denied the right to serve purely 
domestic traffic, or that the routes be served by flights originating or 
terminating at overseas points. Pan American has firmly refused to 
even consider such restrictions . . . , therefore the board should not 
attempt to evaluate their merit. 


Eastern Air Lines submitted that Pan American’s authori- 
zation would seriously injure or bankrupt many of the nation’s 
domestic carriers and would impair their ability to provide the 
domestic services which they were authorized to perform. This, 
it said, would result in increased mail pay requirements. 


United’s Views 


United Air Lines, in its brief, said if Pan American were 
to obtain the routes it sought, it would constitute a domestic 
system larger than that of any other carrier. As to Pan Ameri- 
can’s contention that the granting of foreign routes to domestic 
carriers entitled it to enter the domestic field, United said that 
if mistakes had been made in creating competitive routes over 
the North Atlantic and North Pacific, the Civil Aeronautics 
Board still could correct them and it would be unwise and poor 
procedure to try to correct what at this time could only be an 
anticipatory mistake by making the further mistake of creating 
the domestic routes sought by Pan American. It said that Pan 
American would be able to provide no service if it had its 
domestic routes that could not now be provided by the domestic 
lines. The brief stated that United and other carriers had in 
the past and would in the future work with Pan American to 
exchange traffic at ports of entry now served by Pan American. 

National Airlines said the company’s proposal would divert 
at least $2,440,000 of its annual passenger revenues, and result 
in competitive rate-cutting practices. Chicago & Southern 
Airlines asked denial of the company’s proposed Chicago-New 
Orleans, Chicago-Houston and Chicago-Miami services, assert- 
ing that public convenience and necessity did not require the 
services. Colonial Airlines said it was apparent that Pan Ameri- 
can was not sincere in the filing of its domestic application, 
and added: 


This is because of Pan American’s belief that there is a need for 
what it terms ‘‘an improved domestic service,’’ or that these domestic 
services are the only thing that stands between Pan American and its 
survival. We suggest that the application was filed in vengeful manner 
and built up as a bugaboo to coerce the board into either permitting 
Pan American an absolute monopoly of all air services by United States 
carriers in overseas transportation or to take the consequences. 


Colonial submitted that the company should not be author- 
ized to compete with it over “the new, untried Bermuda route 
at this time,” and if it was awarded any routes to Washington 
or Chicago, it should be restricted against transporting Ber- 
muda traffic to or from those cities. Further, it said the com- 
pany should not be authorized to operate between New York 
and Miami or between New York and New Orleans “and there- 
by close the door to Colonial’s opportunity to achieve a more 
efficient and economical operation.” 


Post Office Department’s Views 


While it pointed out that Pan American’s proposed routes 
covered channels through which the greatest volume of air mail 
moved, the Post Office Department said existing services ade- 
quately met the needs of the postal service. It submitted that 
the new one-carrier service and the new through-plane service 
proposed offered only a slight advantage to the air mail service, 
and declared that the cost of the proposed service to the gov- 
ernment might not be outweighed by any benefits which would 
accrue from the new service. 


Referring to applicant’s proposal of 4 cents a mile for 
passengers and 40 cents a ton-mile for mail, a reduction of 
15 per cent over the lowest existing rates, the department said 
“thus applicant offers a lower cost to the government for the 
carriage of mail.” But, it added, “estimates of this type, how- 
ever, are high conjectural, and too often actual operating ex- 
perience demonstrates the inaccuracy of anticipated revenues 
and profits.” It said that the accuracy of the applicant’s esti- 
mates had already been challenged by evidence tending to 
contradict the forecast of mail tonnage and passengers to be 
carried. 

Estimates of the average mail load of 500 pounds a trip 
were greatly over-rated and estimates of profits on the domes- 
tic routes were over-rated in some instances, said the depart- 
ment. But, assuming that the applicant’s forecast was accurate, 
the department said there was still some question as to whether 
or not the applicant would “voluntarily adhere to the principle 
that profits derived from these domestic operations should be 
distributed systemwise in order to reduce any losses on other 
divisions of the entire system and thereby reduce any subsidy 
payments required.” Serious consideration must be given to 
the question of the competitive effect of the proposed service 
on existing carriers. It concluded that there would be diversion 
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of revenues from existing carriers and that “substantial dive). 
sion” would increase their needs for “mail pay” assistance. 

“It is believed,” said the department, “that the benefits, j 
any which will accrue to the postal service will not justify the 
increased costs which may be occasioned by the applicants 
services, either directly or indirectly.” 
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Air Freight Forwarder Hearing 
Ends Second Week in Chicago 


Hearing before Examiner J. Earl Cox of the Civil Aero 
nautics Board in the Air Freight Forwarder Proceeding, docke of $1.00 t 
No. 681, et al., entered the second week April 21, at Wiebold The é 
Hall,- Chicago, with spokesmen for International Forwardin corporatic 
Co. and its subsidiary, International Expediters, Inc., presenting tion, Inc., 
testimony in behalf of their applications. Seven applicants fog ticas® § 
authority to engage indirectly in air transportation as air freigh that his | 
forwarders completed testimony before the examiner last wee} Atlantic \ 
(see Traffic World, April 19, p. 1270). now man 

R. H. Burgess, Glenn Ellyn, Ill., vice-president, Integ¥teight F 
national Forwarding Co., stated that his company is applying facilit 
for a certificate of convenience to operate as a forwarder ¢ . Gimk 
freight by air between points in all states and territories of th Chicago, 
United States, or in the alternative to be declared an air car Alex 
rier. The subsidiary, International Expediters, is applying feplace FW 
permission to operate as an air freight forwarder between thpiterest 2 
U. S. and foreign countries. The parent company, said Mig” omg, 
Burgess, has for more than 40 years engaged in the domesti are in Ct 
air freight forwarding business, maintaining facilities in th represent 
conduct of its surface operations in 37 U. S. cities, and in Monglave CO 
terrey and Mexico City, D. F., and Vancouver, B. C. The ap peeposes 
plicant’s ability to offer an alternative service via air will bp SY‘), 
consistent with public convenience and necessity, and will mor 
satisfactorily and economically fulfill the demands and nee& 
of the shipping public, stated the application. 

Describing the services which it proposes to perform, Inter. 
national Forwarding presented in its exhibit an illustration o 
a — of woolens from Rockford, Ill., to Santa Ana, Calif, 
as follows: 


This shipment would be turned over by the shipper in Rockford, Tl, 
to one of the motor carriers serving that point . . . This motor carrier 
would deliver the shipments to the westbound warehouse of the appl 
cant at Chicago. The shipment of woolens would then be consolidate 
with other shipments which are moving by air to the same gener 
destination area. This consolidation. together with others intended for 
other general destination areas, would be pooled for local transfer to 
the municipal airport. Upon arrival at airport. the individual consol- 
dations or a number of them would be tendered to the air carrier 
serving intermediate or destination airports of applicant’s break-bulk 
stations. ... 

This shipment would be turned over to an air carrier who woull 
carry it to the Los Angeles airport, consigned to the applicant’s La 
Angeles office on a bill of lading, airbill or waybill issued to the appli 
cant by the particular air carrier utilized. At Los Angeles, the shipment 
would be picked up for local transfer to the applicant’s Los Angeles 
terminal. There the consolidation would be broken up and the ind'vid- 
ual components routed either for local delivery within the city of 
Los Angeles or via concurring motor carriers to the final destination 
of the shipment, in this case Santa Ana. The shipment would have 
moved on a bill of lading issued by the applicant covering carriage from 
the door of the initial shipper in Rockford, Ill., to the door of the 
consignee in Santa Ana, Calif. 


Shippers Support Application 


International Expediters, in its exhibit described how it 
planned to assemble and consolidate shipments of varying 
origin within the U. S., at ports or points of exit for move 
ment to foreign countries via air carriers. After consolidation 
with other shipments for the same general foreign destination 
area, the volume unit of shipment will be tendered to an aif 
carrier maintaining service to a selected break-bulk destination, 
where the consolidation will be repossessed by agents of the ap- 
plicant and distributed to the ultimate consignees. 

Three shippers testified to the desirability of the proposed 
service, among them Irving Nussbaum, in charge of traffic for 
Blum’s, Chicago women’s wear shop, who described air shipping 
service now prevailing between Paris, France, and Chicago, 4 
very unsatisfactory. One such shipment required 4% weeks to 
reach Chicago and most of the model gowns, each costing $500, 
were so watersoaked as to be valueless, stated Mr. Nussbaum. 


Other Applicants Heard 


Among the other applicants from Chicago heard the first 
week of the hearing were Merchants Air Express,; Air Freight 
Forwarders, Inc.; and Air-Con, Inc. ; ee 

T. R. Sorensen, president, Merchant Shippers Association,@ 
Inc., a surface freight forwarder, testifying on behalf of the ap- 
plication for Merchant’s Air Express, Inc., explained that the 
applicant plans to use the facilities and organization of the 
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diver, arent association, which was organized in 1935 and now has 
fices in 28 cities. The applicant proposes to commence opera- 




























vay iffions by using the facilities of both scheduled and non-scheduled 
ty the. lines with concentrated efforts to initially build up opera- 
icantsBions in the transportation of general commodities as a for- 


warder by air between the points Merchant Shippers Associa- 
ion now covers. His company, said Mr. Sorensen, specializes in 
Pacific Coast traffic at present. He asserted that “if regulated 
reight forwarders were turned loose to handle air freight, I 
doubt if all the airlines could handle the volume of traffic 
generated.” Mr. Sorensen predicted that if the expected volume 
materialized, Merchant Air could operate profitably on a margin 
of $1.00 to $1.25 a 100 pounds. 

The application of Air Freight Forwarders, Inc., an Illinois 
corporation related to the Pacific & Atlantic Shippers’ Associa- 
tion, Inc., was supported by testimony of J. W. Gimbel, Jr., of 
Chicago, secretary-treasurer of the applicant. Mr. Gimbel said 
that his company proposes to use the facilities of Pacific & 
Atlantic which, as a feight forwarder of general commodities, 
now maintains offices in 31 cities from coast to coast. Air 
Freight Forwarders proposes to commence operations by using 
he facilities of both scheduled and non-scheduled air lines, said 
Mr. Gimbel. David Axelrod and Jack Goodman, attorneys, of 
Chicago, represented the applicant. 

Alex Forsyth, president of Air-Con, Inc., asserted that sur- 
face forwarding companies cannot be expected to have the same 
interest in developing and promoting air cargo that the strictly 
air freight forwarder has. The company, whose headquarters 
are in Chicago, has offices in New York and San Antonio, with 
representatives in Mexico City. Its prime movements to date 
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bag have consisted of air shipments to Mexico City. The company 
The apgbroposes to serve the entire country and overseas, said Mr. 


Forsyth, whose testimony closed the first week of hearings. 
Hearing Extended to Next Week 


will 
ll mor 
l needs : 7 4 
Among the applicants yet to be heard are ABC Air Freight 
Co. J. E. Bernard, Monarch Air Service, Columbian Air For- 
warding Co., Airways Freight, Inc., and Lone Star. Hearings 
on the applications of Mississippi Valley Transportation Co., 
Inc, and National Air Cargo Co-Ordinators, Inc., have been 
set for April 28. 

Examiner Cox announced that the hearing originally sched- 
=? be held in San Francisco will open May 12 in Oakland, 
alif. 
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PAN AMERICAN MAIL PAY RATES 


The Civil Aeronautics Board has issued orders establishing 
temporary rates of compensation for transportation of mail by 
Pan American Airways, Inc. in its Alaskan and trans-Pacific 
operations, to serve as an “interim” basis of payment until 
determination of final rates. 

In its order in No. 2147, relating to the carrier’s trans- 
Pacific operations, in which it pointed out that the presently 
effective temporary rate of 85 cents a ton-mile was established 
while operations were in an early stage of development and 
before substantial revisions had been authorized, and said 
actual operating results now reflected a need for a mail pay 
increase, the board prescribed compensation amounting to a 
total of $6,800,000, based on a rate of $1.90 an airplane mile, 
for the period November 16, 1945, to and including Decem- 
ber 31, 1946, which included mail pay heretofore received, and 
established a: base rate of $1.20 an airplane mile, on and after 
January 1, 1947, computed on a mileage basis as to segments 
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operated, and subject to adjustment for additional mileage, 
without reference to base poundage. 

In its order in No. 1499, relating to Pan American’s Alaska 
operations, in which it stated that payment of compensation for 
mail carriage had not heretofore been authorized but in the 
absence thereof the carrier’s working capital would “continue 
to be dissipated,” the board prescribed compensation totaling 
$1,500,000, based on a rate of 56 cents an airplane mile, for the 
period January 1, 1946, to and including December 31, 1946, 
and fixed a rate of 59 cents an airplane mile, on and after 
January 1, 1947, based on daily mileage not to exceed 6,573, 
subject to adjustment for additional mileage, without reference 
to base poundage. 


12,000 EMPLOYES PREVIEW NEW UNITED AIR LINERS 

United Air Lines is making it possible for every one of 
its 12,000 employes to fly in the company’s new deluxe DC-6 
Mainliner 300’s before the new planes go into scheduled service 
April 27, United officials have announced. In all, approximately 
2,400 flights are planned at hourly intervals at stations all 
along United’s coast-to-coast and Pacific coast system. Fifty 
employes in addition to crew members are scheduled to be 
aboard each flight. To augment its present fleet of four-engined 
planes during the summer months, United officials also an- 
nounced it is leasing seven DC-4’s from Eastern Air Lines. The 
planes will be turned back to Eastern late in September when 
United expects to have its full fleet of 35 new DC-6 Mainliner 
300’s in operation. 


CHANGES IN DOCKET 

Hearing in MC 31600, Sub. 84, assigned for April 21, at New York, 
N. Y., was cancelled. 

Hearing in MC 30319, Sub. 16, assigned for April 21, at San Antonio, 
Tex., was transferred to April 21, at Fed. Bldg., Eagle Pass, Tex., be- 
fore Jt. Bd. 77. 

Hearing in MC 12381, assigned for April 21, at San Antonio, Tex., 
was postponed to April 24, at Hotel Plaza, San Antonio, Tex., before 
Jt. Ba. T7. 

Hearing in MC108139, assigned for April 22, at New York, N. Y., 
was cancelled. 

Hearing in MC 107898, assigned for April 22, at Williamsport, Pa.. 
was cancelled. 

Hearing in MC 28985, Sub. 6, assigned for April 23, at Raleigh, 
N. C., was postponed to May 2, at Sir Walter Hotel, Raleigh, N. C., 
before Jt. Bd. 103. 

Hearing in MC 65697, Sub. 10, assigned for April 24, at Montgomery, 
Ala., was changed to April 24, at State Comm., Montgomery, Ala., be- 
fore Jt. Bd. 137. 

Hearing in MC 50344, Sub. 1, assigned for April 24, at New York, 
N. Y., was postponed to May 22, at 641 Washington St., New York, 
N. Y¥., before Examiner Hanback. 

Hearing in |. & S. 5463, assigned for April 24, at Washington, D. C., 
was cancelled and reassigned for May 13, at Washington, D. C., before 
Examiner Diamondson. 

Hearing in MC 57641, Sub. 7, assigned for April 25, at Madison, 
Wis., was cancelled. 

Hearing in MC 88300, Sub. 9, assigned for April 30, at Tallahassee, 
Fla., was advanced to April 25, at Mayflower Hotel, Jacksonville, Fla., 
before Examiner Simms. 

Hearing in MC 40915, Sub. 13, assigned for April 18, at Detroit, 
Mich., was postponed to April 28, at Hotel Fort Shelby, Detroit, Mich., 
before Examiner Rosenbaum. 

Hearing in MC 107988, Sub. 1, assigned for April 24, at Washington, 
D. C.. was cancelled. 

Hearing in MC 65697, Sub. 10, assigned for April 24, at Montgomery, 
Ala., was corrected and changed to April 24, at State Comm., Mont- 
gomery, Ala., before Jt. Bd. 157, instead of Jt. Bd 137. 

Hearing in MC 107987, assigned for April 25, at Greensboro, N. C., 
was cancelled. 
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NOTE—Items in the docket marked with an asterisk (*) have been. added since the last issue of 
THE TRAFFIC WORLD. New assignments now on the Commission's docket of dates later than 
herein shown will not bear asterisks when they do appear. Current cancellations and postpone- 
ments announced too late to show the change in this docket will be noted elsewhere. 


April 28—Atlanta, Ga.—State Comm.—Exam- 
oan Weaver: 


Capitol ~ Co. vs. Central of 
moo 


April 28—Balit more, oid. —Munsey Bldg.—Ex- 
—, Jackson 
MC 79211, Sub, 3—Aetna Moving & Storage 
Co., Baltimore, Md., common carrier ap- 
lication. 
April 28—Baton Renee, La.—State Capitol— 
Examiner Jewel 
Finance seeds West Feliciana Ry. for a 
certificate permitting abandonment of its 
entire line extending from St. Francis- 
to Angola, in West Feliciana Parish, 


April 28—Boston, Mass.—New P. O. Bldg.— 
Examiner Hanback: 
Lg Sub. 5—Graf Brothers, Newbury- 


ass., common carrier ogee 
April , #9 Mass.—New P dg.— 


oe Waters: 

C 31600, Sub. 84—P. B. Mutrie Motor 
Transportation, Inc., Boston, Mass. 

April 28—Charleston, s. c.—U. S. Ct.—Ex- 


aminer Simms: 

MC 107121, Sub. 3—Godwin Truck Line, 

Orangeburg, S. C., common carrier ap- 
lication. 

April 28—Denver, Colo.—State Comm.—Ex- 
aminer Lyle: 

Finance 15475—Application of Colorado and 
Southern for a certificate permitting aban- 
donment of branch line extending from 
Coalton to Superior, in Boulder County. 


‘olo. 
April 28—Detroit, Mich.—Hotel Fort Shelby 
—Examiner Rosenbaum: 
MC 108034—Mt. Clemens Bus Line, Pontiac, 
Mich., common carrier application. 








MC 40915, Sub. 13—Boat Transfer Co., St. 
Clair Shores, Mich., common carrier ap- 
plication. 


an ee Dodge, ia.— Fed. Bldg.—ZJt. 
MC 52110, Sub. 42—Brad eee & Stor- 
age Co., Fort Dodge, 
April 28—Fort Dodge, Fed. Bldg.—Exam- 
iner Parker: 
MC C798—C, F. Shaffer, revocation of cer- 
tificate. 


April 28—Ft. Wayne, Ind.—U. S. Ct.—Ex- 

aminer Kilroy: 

1 Subd. 7—Loer Trucking Co., 

Swayzee, ‘Ind.. contract carrier application. 

April 28—New York, N. Y.—641 Washington 
St.—Examiner Cunningham: 

MC 105714, Sub. oo and New York 
Motor Lines, New York, N. Y., common 
carrier application. 

April 28—New York, N. Y.—641 Washington 
St.—Examiner Pagel: 

MC 62817, Sub. 4—R. Goodwin, Hunting- 
ton, Mass., common “aaihee application. 
MC 108366—Montreal-New York Express, 

Reg’d, Verdun, Quebec, Canada, common 
carrier application, 

aati, 28—Paducah, Ky.—U. S. Ct.—Examiner 
OSS: 

MC 108038—Brown McClain Transfer, May- 
field, Ky., contract carrier application. 
April 28—Peoria, I11.—U. S. Ct Bd. ; 
MC 89260, Sub. 1— Hanerhoff Transport, 

Peoria, Ill., common carrier application. 


on Soe, Wi.—U. S. Ct.—Examiner 


MC’ 108130—City Delivery Service, Peoria, 
Ill., common carrier application. 





Announcement 


Opening of New Freight Terminal by 
CLIPPER CARLOADING CO. 


Clipper Carloading Company is very pleased to announce the opening of 
their new Freight Terminal on Monday, April 28, 1947, at 1615 Lumber 
Street (17th Street and the River), Chicago 16, Illinois, located on the 
Pennsylvania Railroad. 


We feel this is one of the finest Terminals in the country, where the most 
modern type of equipment will be used for freight handling. It is 420 feet 
long and 40 feet wide, of reinforced concrete and brick, with 60 feet rein- 
forced concrete drive. This Terminal is on the main line of the Pennsyl- 
vania Railroad and switching facilities are excellent. Connections with the 
fast merchandise trains of the P. R. R. are easy to make. 


With these splendid facilities necessitated by Clipper’s phenomenal growth, 
Clipper can now give you the best service outbound to New York, Philadel- 
phia and Baltimore, and inbound from New York and Philadelphia. 


NEW YORK, N. Y. 
Clipper Carloading Co. 
Pier 49, North River 
CHElsea 3-2830 


PHILADELPHIA, PA. 
Clipper Carloading Co. 
Ontario & Trenton Sts. 

CUMberland 8-3600 


BALTIMORE, MD. 
Clipper Carloading Co. 
913 Granby St. 
PLAza 3229 


CLIPPER CARLOADING CO. 


323 W. Polk Street 


Chicago 7, Illinois 


WABash 5515 


For pick-ups phone HAYmarket 0060 
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April 28—Philadelphia, Pa.—U. S. Ct.—Ex 
aminer Harrison 


MC 64983, Sub. 7—Reader Brothers, I 
Philadelphia, ne 


C 70083. u * > Melville Storage Co,, 
Philadelphia, Pa 


_— ae pal Pa.—Chamber of Com. 
xaminer Badian: 

MG. Oa136" 8 Sub. 3—Harrison-Shields, Pitts. 
burgh, Pa., common carrier apPlication, 

MC 104340, Sub. 38—Leaman Transportation 
Co., Inc., Downingtown, Pa. 

MC 21567, Sub. 3—Krebs Bros. Transfer Co,, 
—_9 Pa., common carrier applica. 

on 
April ee Ore. —Multnomah Hotel 

Director C, Seal and Examiner Wilkins: 

W-898, Sub. ph Sause, Jr., and Cur 
tis Sause, contract carrier application. 

April 28—Rochester, N. Y.—Seneca Hotel— 
Examiner Cave: 

MC 52976, Sub. 1—Lewis Ness Carting Co,, 
Inc., Rochester, N. Y., contract carrier 
application. 

April 28—St. Paul, Minn.—State Comm.—Ex 
aminer Banks: 

29502—-Butler Brothers vs. G. N., et al. 

April 28—Toledo, O.—P. O. Bldg.—Examiner 
Simmons: 

a 62537, Sub. ‘ee mer Lakes Forwarding 

Corp., Buffalo, N. Y., common carrier ap 

plication. 


See D. C.—Chairman Ait 


sO 
29721—All-rail commodity rates betweey 
California, Oregon, and Washington. 
29722—Pacific coastwise water rates. 
April —— -Salem, N. C.—Fed. Bldg 
MC 59238, Sub. 33—Virginia Stage Lines 
Inc., Charlottesville, Va., common carrief 
application. . 


April 29—Atlanta, Ga.—State Comm.—Exa 
iner Weaver: 
1. & S. 5401 and ist supplemental—Deficiti® 
Rules, Watermelons. 
April 29—Baltimore, Md. —Appraisers’ stores 
Bid g.—Examiner Jackson 
MC 108109—E. C. Meekins & Son, Baltimore, 
Md., common carrier application. 
MC 107559—W. J. Merson, ey se Lp es 
April 29—Boston, Mass. —New P.- O. Bidg.— 
Examiner Hanback 
MC 106544, Sub. 4—w. J. Halloran Truck 
ing Co., Providence, R. 1, 
April 29—Columbia, Ss. C. _—"Wade Hampton 
Hotel—Examiner Simms: 
* MC 107816, Sub. 10—Kelly Motor Lines, Ine 
April 29—Columbia, S. C.—Wade Hampto 
Hotel—Examiner Simms: 
* MC 107816, Sub. 10—Kelly Motor Line 
Inc., Sumter, as. <. 
April 29—Denver, Colo. — State ‘Comm.— 
aminer Lyle 
Finance 15640—-Application of A, T. && 
for a certificate permitting abandonmer 
of line extending from Rockvale to Ker 
wood, 7 Fremont —, Colo. 
29636— D. Corley, Jr., AT. &8.§ 
April oases Moines, la. ** eaten of Com 
merce—Jt, Bd. ‘ 
MC 107496, Sub. 1_—Ruan Motor Freight 
Co.,. Des Moines, Ia., common carrier ap 
plication. ‘ 
April 29—Des Moines, la. — State Comm.= 


Jt. Bd. 138: ; 
MC 108149—A. Kralik, Greenfield, Ia., cor 
mon carrier application. q 
April 29—Des Moines, la. — State Comm. 
Jt. Bd. 192: 
MC 108148—D. G. Reeves, Orient, Ta., Come 
mon carrier application. ; 
April 29—Detroit, Mich.—Hotel Fort Shelf 
—Examiner Rosenbaum: 
MC 14698, Sub. 5—Lacy Transport Co. 
Tulsa, Okla., common carrier application 
April 29—Ft. Wayne, Ind.—U. S. Ct. Examine 


oy: 

MC 74598, Sub. 7—Miller Trucking Co., Gas 
City, Ind., contract carrier appl cation. 
April b-Hanerstoumn, Md.— Federal Bldg.— 

Examiner Patrick: 
MC 6975, Sub. 21—Ralph A. McCaule 
ee. Md., common carrier ap 


April. (28—New Orleans, La.—Jung Hotel—Jt 


Me “i07609_A. Cucchero, New Orleans, La, 
contract carrier application, 
April 29—New York, Y.—641 Washingto 
St.—Examiner Cunningham: : 
MC 47853, Sub. . K. Davis & Son, 
Huntington, L. I., N. Y., common carriet 


a. 
MC 108291—Y. & K. Motor Freight, North 
Bergen, N. a. common carrier'a plicatic 
April 29—New York, N. Y.—641 Washingtal 
St.—Examiner Riegel: 
MC 4405, Sub. 189— ealer’s Transport Cd 
Chicago, Ill., common carrier applicatior 
April 29—Paducah, Ky.—U. S. Ct.—Jt. 


MC 108060—Ohio Valley Bus Co., Paducail 
Ky., common carrier application. 

MC 108097—Coy Joyce Transfer Co., 
ducah, Ky., contract carrier Eppiication 





